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Q.  Wait  a  moment ;  see  wlieth  ■  yot^^iiipannot ;  suppose 
that  theie  is  uo  condition  of  speculat,jon  at  New  York  or  Am- 
sterdam, or  any  other  point ;  that  there  is  a  quiet  market  both 
here  and  at  the  oil  regions,  what  effect  would  the  raising  of 
the  freight  rate  20  cents  a  barrel  have  on  the  price  of  oil  at 
the  mouth  of  the  well  ?  A.  I  canuot  answer  that,  because  the 
freight  rates  have  never  been  raised  under  such  circumstances ; 
whenever  there  has  been  an  advance,  it  has  resulted  in  ad- 
vancing the  price  of  crude  in  the  region. 

Q.  Equivalent  to  the  advance  ?  A.  Oh,  no ;  the  natural 
tendency  would  seem  to  b^  that  it  should  depress  the  price  of 
crude  in  the  region,  and  on  the  contrary  it  has  the  tendency 
to  advance  it ;  speculation  does  that ;  there  is  no  reason  for 
it ;  but  that  is  the  fact. 

Q.  When  the  price  goes  down  what  is  the  effect  at  the  mouth 
of  the  well?  A.  Speculation  generally  of  course,  increases  the 
price  of  crude  in  the  oil  region ;  the  oil  region  markets  are 
subject  to  very  great  speculation  and  are  entirely  independent 
of  supply  and  demand,  or  almost  entirely. 

By  Mr.  Shipman  : 

Q.  Do  they  sell  short  there  and  buy  long  ?  A.  Yes,  sir ; 
they  do  it  very  extensivel}'. 

Q.  That  is,  they  sell  on  margins  without  any  reference  to 
the  delivery  of  any  oil  ?  A.  They  do  not  sell  on  margins  ;  no 
sir. 

By  Mr.  Stekne  : 

Q.  Both  the  New  York  roads  now,  the  New  ^  York  Central 
and  the  Erie,  run  through  the  whole  producing  oil  region  ? 
A.  The  Erie  goes  right  into  the  Bradford  region,  and  the  New 
York  Central  have  a  branch  running  to  Salamanca. 

Q.  So  both  practically  reach  the  oil  region  ?     A.  Yes,  sir. 

Q.  The  condition  therefore,  that  existed  at  that  time  uo 
longer  exists  now  ?     A.  No,  sir. 

Q.  The  condition  when  you  sold  out  ?     A.  No,  sir. 

Q.  There  would  be  no  difficulty  now  in  carrying  out  an 
arrangement  such  as  had  then  been  proposed  by  the  outside  pro- 
ducers, for  the  New  York  roads  ?  A.  That  is,  they  could  get 
their  share  of  the  oil. 

Q.  They  could  get  it  rather  better  than  the  Pennsylvania 
48 
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Coir pany,  could  tliey  not?  A.  The  Pennsylvania  Company 
liave  also  a  line  ia  there. 

Q.  It  is  a  longer  line,  is  it  not  ?     A.  Shorter  I  guess. 

Q,  You  say  the  Bradford  region  and  the  McKean  region  is 
nearer  Philadelphia  than  it  is  to  New  York  ?  A.  I  presume 
that  it  is  ;  there  cannot  be  very  much  difference  in  distance  ; 
I  do  not  think  there  is  very  much  difference  ;  I  really  do  not 
know  very  much  about  that. 

Q.  Did  you  take  any  part  in  the  negotiations  which  caused 
the  absorption  of  the  Empire  Transportation  Company,  by  the 
Standard  Oil  Company  ?     A.  No,  sir. 

Q.  Were  you  then  entirely  out  of  the  business  ?     A.  Yes,  sir. 

Q.  DiJ  not  know  anything  about  it  ?     A.  No,  sir. 

Q.  Do  you  know  anything  about  this  pipe  of  the  American 
Transfer  Company,  vi^hich  runs  along  the  line  of  the  Erie  Rail- 
way ?     A.  No,  sir  ;  I  do  not. 

By  Mr.  Blanchaed  : 

Q.  With  reference  to  these  rates  that  were  given  from 
Parker  and  Oil  City,  the  Pennsylvania  Railroad  made  a 
through  rate  from  Parker,  did  it  not,  to  all  the  seaboard 
cities  ?     A.  Yes,  sir. 

Q.  That  when  we  made  an  arrangenient  with  you  it  was 
simply  to  give  you  a  rate  from  the  same  point  that  the  Penn- 
sylvania Railroad  made  it  ?    A.  Yes,  sir. 

Q.  You  paid  the  freight  of  the  Alleghany  Yalley  Railroad 
from  Parker  and  Oil  City  didn't  you,  north  on  that  oil  ?  A. 
Yes,  sir. 

Q.  Therefore,  if  we  paid  you  money  we  simply  refunded  to 
you  what  you  had  already  paid  to  the  Alleghany  Valley  Road  ? 
A.  Yes,  sir. 

Q.  That  is  all  we  paid  to  you  in  addition  to  the  charges  at 
Oil  City,  for  actual  transfer?  A.  Yes,  and  there  was  a 
switching  charge  also  ;  we  had  to  pay  the  Oil  Creek  Railroad 
a  dollar  a  car,  or  two  dollars. 

By  Mr.  Shipman  : 

Q.  That  was  refunded  to  you  ?    A.  Yes,  sir. 

By  Mr.  Blanchaed  : 

Q.  Therefore,  it  was  not  in  any  sense  of  the  word,  a  rebate  ? 
A.  No,  sir. 
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By  Mr.  Steene  : 

Q.  What  was  your  rate  during  that  period  ?  A.  I  cannot 
recollect,  it  varied. 

Q.  Was  it  less  than  a  dollar  a  barrel?  A.  Yes,  sir,  I  think 
the  open  rate  was  only  $1.'25. 

Q.  Your  rate  was  then  what?  A.  There  was  25  cents  off 
for  this  Alleghany  Valley  charge,  and  then  there  was  this 
switching  charge  of  $1.00  a  car  ;  that  was  about  3  centd  a 
barrel ;  I  think  we  got  10  cents  for  transferring,  that  would  make 
our  rate  87  cents  ;  I  think  it  was  90  cents. 

Q.  Was  that  a  rate  which  had  a  deleterious  effect  upon  the 
export  trade  ?     A.  I  do  not  know,  sir. 

Q.  I  want  to  know  whether  that  rate  interfered  witt  your  ex- 
port at  a  profit — brought  you  in  competition  with  Russia,  and 
Asia,  and  Africa  and  other  countries  at  that  time  ?  A.  I  do  not 
understand  your  question. 

Q.  Did  you  find  any  difficulty  in  marketing  your  product  in 
Europe  ?     We  did  not  market  any  in  Europe. 

Q.  You  were  not  shippers  ?     A.  We  did  not  export. 

A.  S.  Diven  recalled  : 

By  Mr.  Shipman  : 

Q.  It  is  said  that  you  stated  in  your  testimony  yesterday 
that  there  was  a  time  when  the  oil  sliippers  refused  to  trans- 
port their  oil  over  the  Erie  Road  ?  A.  I  said  that  they  ob- 
jected to  transporting  over  the  Erie  Road  while  Mr.  Bostwick 
was  conducting  the  yards. 

Q.  Do  you  recollect  the  names  of  those  shippers  ?  A.  I  do 
not  believe  I  can  ;  if  I  could  see  a  list  of  those  men  that  were 
shippers,  then  I  think  I  could. 

Q.  Do  you  recollect  when  that  was  ?  A.  It  was  during  the 
time  that  Gen.  Dix  was  in  the  road,  or  else  very  soon  after  Mr. 
Watson  came  in  ;  I  cannot  tell  which. 

!  Q.  You  do  not  remember  any  names  ?  A.  No  ;  I  cannot  re- 
member ;  I  am  trying  to  think  of  the  names  of  some  of  them  ; 
I  cannot  think  of  the  name  of  one  of  our  shippers. 

Mr.  Shipman  produced  a  map  of  the  Oil  Region  and  ex- 
plained it  to  the  Committee. 
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George  R.  Blanvhard,  being  duly  sworn,  testified  as  follows 

By  Mr.  Shipman  : 

Q.  "What  is  your  business  ?  A.  1  am  at  this  time  the  assist- 
ant to  the  President  of  the  Erie  Eailway,  in  charge  of  the 
traffic  and  commercial  relations  of  that  company,  and  having 
no  relation  whatever  to  its  finance  accounts  or  operating  de- 
partment, except  as  my  duties  bring  me  in  connection  with  the 
latter. 

Q.  How  long  have  you  been  in  that  position  ?  A.  I  entered 
the  service  of  the  Erie  Railway  Company  as  its  general  freight 
agent  on  the  1st  of  October,  1872,  under  the  administration  of 
President*  Watson  ;  I  was  appointed  by  the  Board  the  second 
Vice-President  of  the  company  during  the  following  July,  in 
charge  of  its  traffic,  the  position  which  I  hold  yet. 

Q.  Since  1872,  when  you  came  in  as  general  freight  agent, 
have  you  had  the  charge,  that  is,  the  general  supervision  of 
the  freight  traffic  of  the  road  V  A.  The  entire  direction  of  the 
freight  traffic,  subject  only  to  the  President  and  Board  of 
Directors  or  the  Receiver  during  the  Receivership. 

Q.  Who  is  the  next  officer  under  you,  and  who  acts  under 
your  supervision  ?  A.  Mr.  Vilas,  in  the  freight  department, 
as  general  freight  agent ;  Mr.  Abbott,  in  the  passenger  depart- 
ment, as  the  general  passenger  agent,  and  Mr.  Frisbie,  in  the 
coal  department,  as  the  general  coal  agent. 

Q.  Your  department  then  includes  the  passenger  as  well  as 
freight  ?  A.  Since  I  was  made  second  Vice-President  in  July, 
1873. 

Q.  When  you  came  into  the  road  in  1872,  what  had  been 
your  business  prior  to  that  time,  and  how  long  ;  I  do  not  ask 
for  particulars,  but  what  had  been  your  general  business?  A. 
Railroading,  entirely. 

Q.  When  did  you  first  commence  being  practically  concerned 
in  the  administration  of  railroad  property  and  transportation? 
A.  I  became  connected  first  as  cleik  in  the  freight  office  of  the 
Cincianati  &  Chicago  Railroad  at  Richmond,  Indiana,  under 
my  father,  who  was  at  that  time  the  general  superintendent  of 
the  company,  and  extending  the  line  onward  to  Chicago. 

Q.  What  year  ?     A.  In  1858. 

Q.  What  was  your  age  then?  A.  I  was  then  seventeen 
years  old. 
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Q.  What  was  your  business  while  you  remained  in  that  posi- 
tion ?  A>  I  had  charge  of  the  freight  and  passenger  accounts 
of  the  station  agents  of  that  line. 

Q.  How  long  did  you  continue  in  the  employ  of  that  line? 
A.  In  that  capacity  for  about  a  year,  when  I  became  the  sta- 
tion agent  of  that  company  at  Bichmond,  Indiana,  and  re- 
mained in  that  position  until  I  left  that  service. 

Q.  How  long  was  that  ?  A.  About  two  years  in  the  service 
of  that  company  altogether. 

Q.  Where  did  you  next  go?  A.  I  went  to  the  Ohio  & 
Mississippi  Railroad  at  Cincinnati,  as  a  clerk  in  connection 
with  the  west  bound  through  freight  in  the  local  freight  office 
of  that  company  at  that  city. 

Q.  What  particulars  in  regard  to  railroad  traffic  did  that 
bring  you  into  practical  connection  with  ?  A.  Into  connection 
with  the  receipt  of  goods  from  merchants  bound  west ;  the  re- 
ceipt of  all  west  bound  freights  from  the  connecting  lines  ;  the 
manner  in  which  freight  was  handled,  the  manner  in  which  it 
was  billed,  the  manner  in  which  it  was  delivered,  the  system 
of  vouchers,  the  tracing  of  lost  freight,  the  correction  of  all 
errors  of  freight  in  that  direction  with  the  merchants  or  con- 
necting lines,  the  settlements  of  claims  arising  from  loss  and 
damage,  and  generally  all  the  details  of  that  service. 

Q.  How  long  did  you  continue  in  that  employment  at  this 
place  ?  A.  At  the  expiration  of  about  one  year  I  was  made 
cashier  of  the  Cincinnati  freight  office,  in  which  position  I  had 
to  have  relations  to  all  incoming  as  well  as  outgoing  freights  ; 
the  settlement  of  all  charges  with  the  general  office  ;  the  set- 
tlement of  all  accounts  with  connecting  lines ;  the  payment 
through  my  hands  of  all  approved  vouchers ;  and  generally 
the  services  performed  by  a  cashier  at  a  local  freight  station. 

Q.  How  long  did  you  continue  in  that  employment  ?  A. 
The  following  summer  I  was  called  to  the  general  freight  office 
at  St.  Louis  as  chief  clerk  of  the  general  freight  department 
in  which  duties  I  had  to  consider  local  as  well  as  through, 
east  as  well  as  west,  and  from  way  station  to  way  station,  and 
the  relations  of  the  company  to  all  its  connecting  lines  and  to 
the  entire  public. 

Q.  Was  that  still  in  the  Ohio  &  Mississippi  Road  ?  A.  Still 
in  the  Ohio  &  Mississippi  Road. 

Q.  How  long  did  you  remain  there  at  St.  Louis  ?    A.  Within 
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a  year  I  was  made  the  general  freight  agent  of  the  railroad 
from  St,  Louis  to  Cincinnati,  and  continued  in  charge  of  the 
traffic  of  the  whole  line  until  the  line  was  divided  at  Vincennes 
between  the  eastern  and  western  divisions,  one  end  of  the 
Ohio  &  Mississippi  Eailroad  in  Illinois,  with  which  I  was  con- 
nected, under  Henry  D.  Bacon,  of  Page  &  Bacon,  as  the  then 
President  of  the  company  ;  my  recollection  is  thiit  I  filled  that 
position  until  1862,  at  which  time  I  was  called  to  the  general 
freight  agency  of  the  Central  Ohio  Eoad,  of  which  Mr.  Jewett, 
our  present  President,  was  at  that  time  the  Beceiver. 

Q.  How  long  did  you  continue  in  the  Central  Ohio  Boad  ? 
A.  I  continued  in  the  Central  Ohio  Boad  for  about  two  years 
and  five  months,  in  charge  of  its  freight  bu^^iness. 

Q.  You  were  the  general  freight  agent?  A.  The  general 
freight  agent. 

Q.  Where  did  you  go  from  that  position  ?  A.  Upon  the  lease 
of  the  Central  Ohio  Boad  to  the  Baltimore  &  Ohio  Eailroad, 
I  was  tendered  and  accepted  the  position  of  general  freight 
agent  of  the  Baltimore  &  Ohio  Eailroad,  and  moved  to  Balti- 
more and  took  charge  of  its  freight  business. 

Q.  From  the  time  that  you  went  to  Cincinnati  in  the  clerk's 
office  there  of  the  freight  department  down  to  the  time  you 
went  as  the  general  freight  agent  of  the  Baltimore  &  Ohio  Eoad, 
were  you  constantly  and  actively  engaged  in  the  business  of 
transportation?     A.  Without  the  intermission  of  a  single  day, 

Q.  State  whether  your  duties  were  of  a  kind  to  make  you 
familiar  with  all  the  ins  and  outs  of  freight  transportation?  A. 
I  regard  myself  as  entirely  familiar  with  the  freight  traffic  of  a 
railroad  from  the  time  freight  is  received  irom  the  public 
uutil  it  is  delivered  to  the  consignees,  together  with  all  the 
circumstances  attending  its  transportation  over  every  railroad 
with  which  I  have  been  connected;  I  do  not  mean  to  say  that 
I  understand  the  detail,  or  know  the  detail  of  every  trans- 
action, but  if  called  to  my  attention  I  believe  I  understand  it 
thoroughly. 

Q.  How  long  did  you  remain  freight  agent  of  the  Baltimore 
&  Ohio  Eoad  ?  A.  About  six  years,  during  which  time  other 
duties  were  added  to  my  services  ;  I  was  made  general  freight 
agent  of  the  Pittsburgh  &  Connellsville  Eailroad,  running  from 
Pittsburgh  to  Cumberland,  coming  in  contact  at  Pittsburg  and 
Uniontown,  and  elsewhere,  with  the  Pennsylvania  Eailroad ;  I 
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was  also  consulted  as  to  the  traffic  matters  of  the  Marietta  & 
Oinoinuati  Kailroad,  as  Mr.  King,  the  Vice-President  of  the 
Baltimore  &  Ohio  Eoad,  with  whom  I  conferred  daily,  was  the 
President  and  Receiver  of  that  company  ;  I  also  had  charge 
of  the  freight  business  of  the  Central  Ohio  Railroad,  leased 
to  the  Baltimore  &  Ohio;  I  also  had  charge  of  the  freight 
business  of  the  Sandusky,  Mansfield  &  Newark  Railroad, 
running  from  Newark,  '6'd  miles  east  of  Columbus,  to  San- 
dusky, on  Lake  Erie,  116  miles  ;  I  also  had  charge  of  the 
general  freight  and  coal  busicess  of  the  so  called  Straitsville 
Railroad,  built  from  Newark  down  into  the  Straitsville  coal 
fields  ;  I  had  charge  also,  particularly  at  Baltimore,  of  the 
reight  relations  of  the  Washington  branch  of  that  company, 
with  the  connections  and  extentions  of  the  railroad  to  the 
Orange  &  Alexandria  Railroad  with  the  Winchester  and 
Potomac  Branch  running  through  the  Valley  of  Virginia 
with  steamship  lines  running  from  Baltimore  to  Boston,  New 
York,  Charleston,  Savannah,  Cuba,  and  New  Orleans,  and  was 
in  charge  also  of  the  station  freight  agents  and  terminal  busi- 
ness of  the  Baltimore  &  Ohio  Railroad  in  the  City  of  Balti- 
more. 

Q.  Did  you  have  charge  of  the  passenger  business  of  the 
Baltimore  &  Ohio  Railroad  ?  A.  I  had  not ;  but  1  should  say 
here  that  during  my  connection  with  the  Ohio  &  Mississippi 
Railroad,  the  latter  part  of  my  residence  at  St.  Louis,  I  ■«  as 
appointed  general  passenger  agent  as  well  as  general  freight 
agent,  and  for  about  six  or  eight  months  managed  the  traffic  of 
both  departments. 

Q.  I  want  to  get  some  dates  here  of  important  events ;  prior 
to  or  at  the  time  you  were  with  your  father  in  the  Indiana 
road;  there  was,  if  I  recollect  right,  no  such  thing  as  these 
great  trunk  lines  ?  A.  None  of  the  trunk  lines  at  that  time  had 
any  lease  or  control  over  any  of  the  western  connections  west 
of  their  respective  termini. 

Q.  So  that  the  questions  that  have  been  agitated  in  modern 
times  were  then  unknown  in  railroad  management,  to  a  great 
extent,  of  these  great  through  lines  ?    A.  Very  much  unknown. 

Q.  Who  was  the  President  of  the  Baltimore  &  Ohio  Road 
while  you  were  there?  A.  John  W.  Garrett,  the  present  Presi- 
dent of  that  company. 

Q.  How  long  has  he  been  connected  with  the  road  ?    A.  Mr. 
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Garrett  has  been  President  of  the  Baltimore  &  Ohio  Eailroad, 
I  believe  23  or  2i  years. 

Q.  When  you  left  the  Baltimore  &  Ohio  Eoad  you  came  to 
the  Erie  ?     A.  Direct. 

Q.  As  I  understand — if  not,  you  can  say  so — your  time  has 
been  occupied,  without  much  intermission,  during  all  these 
years,  in  the  practical  discharge  of  your  several  duties  ?  A. 
With  the  exception  of  vacations,  which  are  not  accorded  to 
those  who  do  the  work  we  do  as  often  as  they  ought  to  be,  I 
have  never  had  an  intermission  of  a  day  from  the  time  I  en- 
tered the  railway  service  with  my  father,  until  this  moment. 

Q.  Did  you  ever  have  official  connection  with  the  Pennsyl- 
vania Eoad  ?     A.  None  whatever, 

Q.  Has  your  business  with  the  Baltimore  &  Ohio,  or  on  the 
Baltimore  &  Ohio,  and  your  positions  on  the  Erie,  brought  you 
into  constant  contact  with  the  Pennsylvania  system,  if  I  may 
so  state,  so  that  you  are  familiar  with  its  system  and  its  line? 
A.  During  my  earlier  months  at  Baltimore,  I  endeavored  to 
reconcile  the  freight  rates  and  interests  of  the  Baltimore  & 
Ohio  and  the  Pennsylvania  Eailroad  at  Baltimore,  and  in  that 
endeavor  came  in  constant  contact  with  the  officers  of  the 
Northern  Cential  and  the  Pennsylvania  Eoads  ;  at  the  opening 
of  the  Pittsburgh  and  Connellsville  Railroad  to  Pittsburgh,  I 
had  equal  or  more  intimate  relaticms  with  the  officers  of  that 
company's  line  ;  since  I  have  been  at  New  York,  I  have  I  een  in 
constant  correspondence  or  conference  at  different  times,  with 
the  various  officers  of  the  Pennsylvania  Eailway,  from  Col. 
Scott  through  the  Vice-Presidents,  the  general  freight  and  pas- 
senger agents  and  their  assistants,  superintendents  and  others ; 
I  have  passed  over  the  Pennsylvania  Eoad  repeatedly,  and  am 
tolerably  familiar  with  its  line. 

Q.  "i'ou  have  been  over  all  these  trunk  lines,  I  take  it  ?  A. 
Every  one  of  the  four  principal  trunk  lines ;  I  have  been  ovor 
only  portions  of  the  Grand  Trunk,  the  Yirginia  &  Tennessee, 
and  the  Chesapeake  &  Ohio. 

Q.  When  you  speak  of  the  Virginia  &  Tennessee,  you  mean 
the  A.,  M.  &  O.  ?     A.  Yes,  sir. 

Q.  Have  you  been,  by  virtue  of  your  position,  brought  into 
contact,  to  a  considerable  extent,  with  the  New  York  Central 
Eailroad  and  their  system  ?     A.  Yes,  sir. 
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Q.  And  also  by  correspondence  and  conference  with  the 
Grand  Trunk  ?  A.  Greatly,  as  we  connect  with  them  at  Buffalo. 

Q.  And  all  the  Canada  roads  that  run  west  are  feeders  to 
that  ?    A.  All  of  them. 

Q.  So  that,  if  I  understand  you,  you  have  a  practical  knowl- 
edge of  this  whole  railroad  system  ?  A.  I  have  a  knowledge, 
and  all  that  I  have  is  practical. 

Q.  ¥ou  do  not  deal  much  in  theories  ?     A.  Not  much. 

[Intebmission.J 


Afteenoon  Session. 

The  Chairman — There  is  one  subject  which  I  think  it  is  due 
to  the  Committee  to  make  mention  of  publicly.  The  Com- 
mibte  has  been  importuned  frequently,  personally,  by  commu- 
nication, and  from  divers  individuals  and  sources,  to  take  up 
the  subject  of  taxation  as  it  affects  the  railroads  of  the  State. 
This  has  appeared  several  times  in  the  various  journals  of  the 
State,  and  last  night,  I  believe,  there  was  an  editorial  note  in 
the  Graphic,  calling  particularly  upon  the  Committee  to  inves- 
tigate certain  matters  with  reference  to  the  New  York  Central 
Railroad. 

Now,  we  are  well  aware  that  there  is  no  subject  that  has  a 
more  crying  need  for  investigation  and  adjudication  than  this 
whole  subject  of  taxation,  but,  in  order  that  any  investigation 
might  be  valuable  or  productive  of  good,  it  ought  to  include 
all  corporations  as  well  as  railroads,  and  cover  the  whole  sub- 
ject of  taxation.     . 

However  desirable  it  may  be  to  enter^upon  this  subject,  it  is 
clearly  beyond  the  powers  of  this  Committee,  as  understood  by 
the  body  which  created  it,  for  the  reason  that  last  winter  they 
authorized  the  Standing  Committee  of  Ways  and  Means 
Committee,  of  which  Mr.  Sloan  was  Chairman,  and  directed 
them  to  investigate  this  subject,  and  gave  them  power  to  sit  in 
the  City  of  New  York,  and  send  for  persons  and  papers.  They 
did  investigate  this  subject,  and  reported  to  the  Assembly  a 
bill  which  passed  the  Assembly,  but  failed  to  meet  the  ap- 
proval of  the  Senate.  The  two  branches  of  the  Legislature 
united  in  passing  an  act  creating  a  commission,  giving  them 
4U 
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ample  and  complete  power  over  this  subject,  and  giving 
them  the  whole  season  in  which  to  investigate.  This  act  the 
Governor,  in  his  wisdom,  saw  fit  to  veto.  But  it  is  very  evi- 
dent, from  the  passage  of  the  resolution  first  mentioned,  and  of 
the  act  subsequently  mentioned — in  which  the  body  which 
created  this  Committee  participated — that  they  did  not  intend 
that  we  should  enter  upon  that  subject  at  all,  and  we  shall  not. 

George  B.  Blanchard's  examination  resumed : 

By  Mr.  Shipman  : 

Q.  The  question  has  been  asked  several  witnesses  in  what 
light  they  regarded  their  relations  to  the  corporations  and  its 
head  which  they  serve,  aud  to  the  public,  and  to  the  stock- 
holders ;  in  order  to  settle  that  question,  so  far  as  you  are  con- 
cerned, I  will  ask  you  what  you  have  understood  your  rela- 
tions and  duties  to  be  with  regard  to  these  three  parties  in 
the  administration  of  your  office  ?  A.  I  believe  that  every 
conscientious  railroad  officer  is  subject  to  three  practical 
tribunals ;  the  first  is  the  president  of  the  company,  elected 
by  the  board  to  represent  the  shareholders,  and  that  personal 
and  efficient  loyalty  to  that  president,  as  that  representative, 
is  due  by  every  officer  engaged  in  the  service  of  the  company 
until  he  has  the  manliness  to  come  forward  and  resign  ;  if  he 
has  any  fault  to  find  with  the  administration  of  the  company 
with  which  he  is  connected,  it  is  his  duty  to  go,  first,  to  the 
President ;  'if  he  declines  to  hear  him,  secondly,  to  the  board  ; 
and  if  he  is  then  rebuffed,  to  tender  his  resignation,  aud  there- 
after, as  a  public  citizen,  has  the  right  to  appeal  to  any  tri- 
bunal that  will  hear  him. 

Q.  Eight  on  that  point,  could  a  railroad  be  managed  suc- 
cessfully, either  for  the  public  or  for  the  shareholders,  where  the 
principal  subordinate  officers  were  at  work  on  their  own  judg- 
ment without  conference  with  the  President,  and  without 
assent  from  him  ?  A.  I  believe  that  any  officer  of  any  corpo- 
ration who  undertakes  to  act  counter  to  the  rule  that  I  have 
laid  down,  which  is  one  that  I  have  permitted  to  govern  my- 
self, introduces  an  element  of  disorganization,  injures  the 
discipline,  does  not  serve  the  public,  prejudices  the  stock- 
holders, brings  the  board  into  disrepute,  and  it  is  from  these 
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attempts  to  influence  public  opinion  and  impressions,  through 
outside  sources  rather  than  first  to  correct  them  from  the  in- 
side that  a  large  part  of  the  corporate  difficulties  of  the  state 
proceed. 

Q.  Now,  you  have  stated  your  attitude  to  the  President  and 
corporation  ;  now,  with  regard  to  the  law  and  the  public  ? 

The  Chairman — Pardon  me,  Judge  Shipman,  do  I  under- 
stand him  to  have  stated  the  three  obligations  ? 

The  Witness — I  have  stated  one  only. 

Mr.  Shipman — He  has  stated  one  thus  far  ;  I  am  now  calling 
his  attention  to  the  other  two. 

Q.  Go  on  now  and  state  the  rest  ?  A.  I  believe  that  every 
railroad  officer  engaged  in  the  management  of  traffic,  or  who 
comes  into  relations  with  the  public,  has  a  triple  position ; 
first,  he  must  regard  the  company  for  whom  he  is  at  work  ; 
secondly,  he  must  regard  the  law  upon  transportation  subject's, 
as  laid  down,  as  limiting  him  in  the  performance  of  his  duties. 

By  the  Chaikman  : 

Q.  What  law  do  you  mean  ;  statute  law  ?  A.  Various  laws, 
which  I  had  better  state,  perhaps. 

Q.  Statute  law  ?  A.  Statute  law  ;  thirdly,  there  is  that 
commercial  law,  that  relates  to  the  public ;  it  deals  with  the 
increase  or  decrease  of  values  as  affecting  the  rates,  the  laws 
of  supply  and  demand  and  the  unwritten  law  of  the  commerce 
of  tins  country,  which  is  at  times  just  as  forcible  and  binding 
upon  all  as  the  statute  law.  Now,  in  the  management  of  the 
traffic  of  a  company  like  the  Erie  Railway  Company,  first,  as  to 
the  varieties  of  law  ;  we  come  in  conference  with  legislative 
committees ;  we  come  in  conference  with  members  of  the 
National  Congress ;  we  come  in  conference  with  officers  of  the 
law ;  we  have  constant  lawsuits  ;  we  have  to  be  governed  by 
the  bonded  law  in  the  transportation  of  our  goods,  both  in 
Nevr  York  and  where  we  pass  into  Canada. 

Mr.  Shipman  : 

Q.  You  mean  by  bonded  law,  laws  of  the  United  States  ? 
A.  Laws  of  the  United  States  in  relation  to  bonded  goods ;  we 
have  to  become  amenable  to  the  laws  of  common  carriers ;  we 
issue  our  bills  of  lading  subject  to  those  laws  ;  but  a  railroad 
officer  having  the  extended  direction  of  a  traffic  as  large  as  that 
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of  either  of  the  New  York  trunk  lines  must  look  at  more  than 
the  law  of  the  state  ;  for  instance,  we  give  a  bill  of  lading  on 
property  from  here  to  San  Francisco,  and  passing  through 
various  states  and  Territories,  and  a  vast  extent  of  country, 
the  aggregate  position  must  be  taken  in  view,  and  not  the  rela- 
tion of  the  common  carrier  to  any  one  or  two  of  the  states  ; 
those  in  general  are  the  considerations  which  must  move  a 
considerate  officer,  and  beyond  that 

By  the  Chaieman  : 

Q.  Ton  make  bills  of  lading  ?  A.  We  give  bills  of  lading  to 
all  points  that  are  common,  or  to  all  points  to  which  we  are 
authorized  to  issue  by  connecting  lines ;  the  Eri^Eailway,  for 
instance,  gives  bills  of  lading  to  five  hundred  western  points 
upon  its  tariffs,  and  gives  bills  of  lading  to  as  many  more 
points  as  shippers  may  tender  us  freight  for,  by  asking  the 
western  connection  what  rate  shall  be  added  from  a  point  to 
which  we  do  give  a  rate  to  points  to  which  we  do  not,  upon 
our  usual  through  schedule,  as  is  the  case  of  people  who  are 
moving  merchandise  to  small  points,  &c. 

By  Mr.  Shipman  : 

Q.  Eight  there,  you  had  better  state  to  the  Committee  how, 
for  instance  you  would  give  a  bill  of  lading  to  some  interior 
towns  in  Iowa  and  Nebraska  where  you  have  no  arrangements 
already  perfected  with  the  road?  A.  The  arrangements  un- 
der which  bills  of  lading  are  given  are  these :  The  Western 
Railroad  Companies  advise  the  trunk  lines,  or  the  executive 
committee  of  the  trunk  lines,  of  certain  points  to  which  they 
publish  a  tariff  on  certain  classes,  in  addition  to  the  published 
tariff,  to  points  where  we  pro  rate  upon  mileage — actual  or 
constructive,  and  those  minor  or  interior  or  local  points  are 
added  to  the  list  otherwise  published  by  the  New  Toi'k  roads, 
and  the  result  is  an  extended  tariff ;  but  assuming  that  is  a  re- 
latively insignificant'  point  north  of  Des  Moines,  Iowa,  to  which 
city  we  did  give  rates ;  that  that  point  is  12  miles  from  Des 
Moines,  and  a  party  comes  to  us  and  wishes  to  move  his 
household  goods,  or  to  send  an  occasional  box,  we  do  not  as  a 
rule,  burden  our  tariff  with  a  multitude  of  those  small  points, 
but  in  those  cases  we  telegraph  to  the  proper  officer  of  the  road 
upon  which  such  small  station  may  be  located  and  ask  the 
rates  either  upon  all  classes  or  upon  the  specific  shipment. 
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Q.  Over  the  12  miles  which  jou  supposed  ?  A.  Over  the 
12  miles  ;  we  then  add  the  rate  from  New  York  to  Dea  Moines 
to  the  local  ]  ate  so  furnished  us,  and  issue  a  through  bill  of 
lading  to  the  ultimate  point  of  destination,  being  this  relatively 
unimportant  town.  In  doing  all  these  things — in  sending  all 
goods  both  by  rail  and  by  lake— in  sending  them  by  the  Ohio 
and  Mississippi  rivers,  we  must  have  regard  for  the  quarantine 
law  to  transfer  and  a  mass  of  tiivial  detail  as  well  as  import- 
ant principles  and  rules,  and  in  these  matters  that  pass  over 
the  surface  of  our  desks  every  day  and  in  which  we  deal  in  a 
practical  and  not  a  theoretical  way,  we  must  take  cognizance 
of  the  law.     Now  so  far  as  the  public  is  concerned. 

By  the  Chairman  : 

Q.  Is  that  your  third  ?  A.  That  is  tKe  second  element ; 
now,  so  far  as  the  public,  or  unwritten  law,  of  the  changes  of 
the  values  of  commerce,  is  concerned  ;  that  is,  at  times  as  fovci. 
ble  and  binding  upon  the  railway  officer  as  the  statute  law  it- 
self ;  we  are  constantly  meeting,  for  instance,  the  officers  of 
trade  organizations ;  I  regret  extremely  to  say,  that  we  never 
have  met,  and  never  have  been  asked  to  meet,  an  officer  or  a 
member  of  the  New  York  Chamber  of  Commerce,  or  an  officer, 
or  a  member  of  the  Board  of  Trade  &  Transportation,  except 
as  individuals ;  but  as  bodies,  they  ne'ser  have  asked  us,  to  my 
knowledge,  for  but  one  conference  during  the  entire  adminis- 
tration of  my  department  of  the  Erie  Railway  Company,  and 
that  was  simply  a  protest  which  was  a  perfectly  proper  one  and 
immediately  corrected ;  that  was  when  the  Boston  rate  was 
lower  than  the  rate  from  New  York.  In  meeting  these  public 
officers  as,  for  instance,  the  officers  of  the  New  York  Produce 
Exchange — it  is  but  a  few  years  since  grain  was  sold  in 
New  York  upon  sample  ;  the  New  York  Produce  Exchange  saw 
growing  up  the  principle  and  practice  of  selling  grain  by  grades  ; 
and  a  large  part  of  the  loss  of  the  grain  business  of  New  York 
was  then  attributable  by  members  of  that  Committee  to  the  fact 
that  they  were  behind  the  age ;  in  the  conference  with  the 
officers  of  the  Produce  Exchange,  its  Grain  Committee  and 
the  Eailroads,  they  specified  certain  hmits  within  which  the 
Railroad  Companies  should  act,  and  those  limits  of  trade  were 
just  as  arbitrary  as  the  statute  law  on  a  given  subject ;  and 
were  as  thoroughly  conceded  and  recognized  by  the  Railroad 
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Companies  as  the  statute  laws.  Since  this  Committee  has 
been  in  session,  two  additional  conferences  have  been  held 
with  the  Produce  Exchange,  tor  instance,  to  adapt  the  grain 
traflSc  of  the  City  of  New  York  to  the  cental  system,  instead 
of  the  bushel  system ;  that  is  something  that  cannot  be  car- 
ried out  by  the  Produce  Exchange  without  the  oo-operation  of 
the  Eailroad  Companies  and  cannot  be  carried  out  by  the 
Railroads  without  the  co-operation  of  the  Produce  Exchange ; 
therefore,  it  is  just  as  essential  we  should  understand  each 
other,  as  that  the  Comptroller  of  New  York  and  the 
Auditor  of  New  York  should  understand  each  other  upon  tlie 
form  of  the  annual  report ;  I  refer  to  a  particular  case  like 
that  to  illustrate  a  daily  need  ;  In  the  western  cities,  we  have 
these  matters  constantly  coming  before  us  ;  at  the  last  meet- 
ing of  the  Executive  Committee,  the  Board  of  Trade  of  the 
City  of  Detroit  called  our  attention  to  the  fact,  believed  by 
them  to  be  onerous  upon  the  commerce  of  that  City,  that  in  an 
adjustment  of  the  mileages,  a  constructive  mileage  being 
charged  from  Detroit — with  all  its  competition  by  the  lake,  that 
they  asked  us  to  take  it  into  account ;  that  was  something 
that  must  be  taken  into  account — the  proximity  of  Detroit 
to  the  shores  of  Lake  Erie,  &c. — and  there  is  a  multitude  of 
such  cases  as  those  that  it  is  impossible  for  us  to  detail. 

Q.  Do  you  mean  that  you  were  obliged  to  give  it  additional 
advantages  on  account  of  its  nearness  to  the  water  ?  A.  No  ; 
we  were  obliged  to  regard  the  relation  of  Detroit  to  the  rail- 
way system  first.  If  the  Committee  could  see,  when  we 
charged  western  through  rates,  how  all  these  questions  are 
determined,  .they  would  understand  the  care  given  to  these 
questions.  It  has  been  our  policy  in  this  matter,  while  keep- 
ing within  the  statute  law,  as  far  as  I  knew  it,  or 
had  occasion  to  know  it,  that  wherever  this  public  un- 
written law  came  into|contact  with  the  interests  of  the  share- 
holders, I  believed  it  to  be  my  conscientious  duty  to  decide  in 
favor  of  the  shareholder ;  I  knew  of  no  claim  that  the  non- 
shareholding  interests  had  upon  me  as  a  railroad  oflScer  so 
long  as  I  was  within  the  written  law,  to  concede  its  views  in 
the  matter  of  rates,  and  in  the  management  of  our  traffic  ;  that  is 
my  clear  duty  to  my  employer  and  the  organized  company  ;  ita 
whole  transactions  came  within  the  purview  of  the  law  and  the 
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Legislature,  and  the  general  law   could   decide  between  the 
interests  of  the  shareholders  or  the  public  if  I  was  wrong. 

Q.  Do  I  understand  from  that  statement  that  in  case  there 
were  no  statutory  requirements  imposing  duties  or  obligations 
upon  you,  that  you  would  not  regard  the  public  interest  at  all  ? 
A.  Oh,  no ;  I  say  we  must  regard  it ;  but  whenever  the  two 
come  in  conflict,  and  we  examine  all  the  bearings  of  the  case 
pro  and  con,  our  decision  is  in  favor  of  those  who  build,  own, 
and  take  the  risks  of  the  construction  and  operation  of  our 
railway. 

By  Mr.  Tebey  : 

Q.  Provided  you  keep  within  the  statute?  A.  Provided 
always  we  keep  within  the  statute — within  the  written  or  stat- 
ute law. 

By  the  Chaibman  : 
Q.  Has  Mr.  Blanchard  seen  the  law  ? 

By  Mr.  Shtpman  : 

Q.  When  you  speak  of  statute  law,  you  mean  the  system  of 
jurisprudence  enforced  by  the  courts  ?  A.  Precisely ;  I  am  no 
lawyer. 

Mr.  Shipman — The  common  statute  law  ;  that  embraces  it. 

By  the  Chaieman  : 

Q.  Do  you  mean  the  common  law  ? 

By  Mr.  Shipman  : 

Q.  Now,  if  you  want  to  illustrate  your  idea,  you  can  go  on 
further?  A.  I  wish  to  illustrate  the  fact  that  this  is  not  a  new 
ground  for  any  of  the  oflBcers  of  the  Erie  Eailway  to  take  ;  it 
has  been  the  continuous  policy  of  the  present  administration 
of  the  Erie  Eailway  Company,  through  good  and  evil  report, 
and  at  all  times,  to  take  into  account  the  relations  of  this  prop- 
erty to  the  public,  upon  whom  it  depends  for  its  earnings,  and 
the  public  which  is  dependent  upon  us  for  its  outlets,  for  the 
management  of  this  property  ;  and  that  policy  of  the  railway 
company  is  best,  in  my  judgment,  which  gives  the  best  result 
to  the  public,  and  the  railroad  which  serves  it ;  at  this  point  I 
desire  to  call  the  attention  of  the  Committee  to  a  circular  of  June, 
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1874;  I  was,  as  before  testified,  connected  with  Mr.  Jewett  on 
the  Central  Ohio  Road  for  two  and  a  half  years,  and  when 
he  was  tendered  the  presidency  of  the  Erie  Railway  Company ; 
he  sent  for  me,  and  he  being  then  a  member  of  Congress,  I  went 
to  Washington  to  see  him  upon  the  subject.  He  testified  at 
Saratoga,  and  I  desire  to  repeat  that  testimony  ;  that  the  local 
relations  of  our  line  were  discussed,  and  he  directed  me  to  pur- 
sue a  policy  of  liberal  development  if  he  came  here,  precisely 
as  he  had  directed  me  to  pursue  that  policy  in  the  management 
of  the  Ohio  property  ;  and  in  accordance  with  that  understand- 
ing, the  following  circular  was  issued  : 

.Eeie  Railway  Company, 
Office  of  Second  Vice-President, 
New  Tokk,  June  26,  1874. 
To  Station  Agents  : 

It  is  the  purpose  of  the  General  Freight  Agent,  the  General 
Passenger  Agent  and  fhe  undersigned,  to  pass  over  the  line  of 
this  road  and  its  branches  at  an  early  day,  stopping  for  a  time 
at  each  station. 

The  especial  objects  of  this  trip  are  as  follows  : 

To  consider  the  commercial  relations  of  the  railway  to  its 
public,  and  endeavor  to  promote  the  reciprocal  growth  and 
profit  of  local  freight  and  passenger  traffic. 

To  discuss  freight  and  passenger  rates,  arrangements  and 
facilities. 

To  harmonize  equitably  any  misunderstandings  or  complaints 
connected  therewith. 

It  will,  therefore,  give  us  pleasure  to  meet  persons  who  may 
desire  a  conference  looting  to  those  results. 

Please  make  this  wish  known  to  our  patrons  and  others  at 
your  station  ;  and  for  that  purpose  we  transmit  copies  of  this 
circular  for  delivery  ;  additional  copies  will  be  supplied,  if  re- 
quired. 

Please  learn,  and  be  prepared  to  submit  to  us  on  our  arrival 
at  your  statipn,  the  views  of  those  who  desire  to  meet  us,  but 
may  be  prcjvented  from  doing  so. 

Meanwhile,  you  are  also  requested  to  prepare  for  personal  de- 
livery to  us,  a  concise  letter,  stating  the  results  of  your  expe- 
rience and  observations  upon  the  above  points  only,  and  your 
recommendations. 
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You  will  be  more  definitely  advised  in  advance  of  the  exact 
date  of  our  arrival  at  your  station. 

G.  R.  Blanchard, 

SecoTid   Vice-President. 

That  trip  was  more  than  five  years  ago,  and  as  a  result  of  it, 
we  derived  an  immense  amount  of  information ;  we  took  our 
stenographers  with  us  ;  we  had  the  station  agents'  reports  and 
upon  the  return  of  the  freight  and  passeager  agents,  as  soon 
as  our  other  engagements  would  permit,  those  reports, 
favorable  and  otherwise,  were  inquired  into ;  and  I  shall  show 
before  I  get  through  the  very  large  change  resulting  from  that 
intercourse  between  the  public  and  the  traflBc  officers  of  the 
Erie  Road,  resulting,  as  we  believe,  to  great  good  to  both. 
To  confirm  the  fact  chat  these  views  guided  me  before  that 
time,  I  again  cite  : 

On  the  loth  of  December,  1873, 1  published  a  pamphlet 
upon  the  traffic  resources  of  the  Erie  Railway,  and  in  that 
pamphlet,  published  before  the  conference  with  President 
Jewett,  to  which  I  have  referred,  I  said  : 

"  Our  local  freight  traffic  is  the  most  permanent,  steady  and 
profitable  of  our  line,  and  associated  .with  it  our  local  and 
through  passenger  interests. 

Our  way  population  contributes  to  our  earnings  in  their  in- 
coming and  outgoing  freights,  and  the  prosperity  of  our  local 
towns — cities  and  country — is  a  partial  reflex  of  our  own ;  for 
these  reasons,  every  exertion  should  be  used  to  develop  them. 
We  have  adopted  a  liberal  view  of  their  needs — transport 
the  articles  used  in  the  construction  of  new  manufacturing  es- 
tablishments at  or  near  cost,  and  make  special  rates  upon 
their  products." 

By  the  Chaieman  : 

Q.  Do  you  mean  special  rates  for  the  sake  of  development  ? 
A.  For  the  sake  of  local  development ;  but  in  addition  to  that  I 
wish  to  lay  the  foundation  of  the  management  of  our  through 
business  also  as  clearly  before  you  as  practicable.  I  was  asked 
in  May,  1874,  if  I  would  respond  to  the  toast  of  "  Our  Rail- 
ways," at  the  annual  dinner  given  at  Delmonico's  by  the  Pro- 
duce Exchange  ;  and  while  I  do  not  wish  to  weary  the  Com- 
mittee with  an  iteration  of  these  principles,  I  do  wish  to  show 
that  so  far  as  the  business  of  the  Erie  is  concerned,  it  has  been 
consistent  in  this  policy  from  that  time  to  the  present  under  its 
50 
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present  management,  considering  the  vast  variety  of  circum- 
stances by  which  it  is  surrounded,  the  compHcations  and  va- 
riety of  interests,  and,  therefore,  I  ask  permission  to  read  the 
following  extract  from  those  remarks  :  ■ 

"  In  1874,  iron  and  steam  have  revolutionized  the  world. 
Railways  are  our  necessities  in  peace  and  war,  and  our  state 
and  National  Solons  divide  their  anxieties  between  th^  live 
problems  of  transportation  and  finance.  Standing,  therefore, 
before  so  many  citizens  who  are  in  daily  contact  with  the  ac- 
tualities of  the  problem,  and  believing  our  interests  should  be 
made  mutual  by  conference,  I  bespeak  for  our  vast  railway 
system,  which,  like  the  roads  of  ancient  Italy,  all  lead  to  this 
greater  thau  Rome,  your  dispassionate  investigation  and 
studious  judgment.  I  am  no  apologist  for  even  questionable 
railway  practices.  The  standards  of  elevated  American  rail- 
way credit  should  be  nailed  again  to  many  a  staff  whence  its 
colors  were  shamefully  pulled  down  by  fraud  and  corruption.  Its 
contact  with  legislation  should  be  pure  and  undefiled  ;  it  should 
recognize  and  obey  charter  law.  Managers  should  be  restrained 
from  trafficking  in  its  secrets  or  fattening  upon  their 
fortunes  or  misfortunes  ;  many  stocks  should  not  be  so 
homoeopathically  diluted ;  manj'  bonds  should  have  a  firmer 
basis  of  reality  ;  many  railways  should  not  be  built,  and  many 
towns  and  cities  should  cease  the  assumption  of  debt  upon  the 
securities  of  shadows ;  our  railways  should  be  as  sound  and 
well  managed  as  our  banks,  for  they  are  alike  custodians 
of  public  and  private  interests  and  the  conservators  of  public 
repute  and  credit  at  home  and  abroad ;  such  concessions  to 
public  sentiment  and  welfare  are  well  demanded,  but  I  submit 
to  your  mercantile  judgment  the  questionable  results  of  erratic, 
restrictive  railway  tariff  legislation ,  it  has  failed  in  aU  coun- 
tries which  have  tried  it ;  it  deals  in  values  and  cannot  justly 
establish  them  for  transportation  or  flour ;  it  attacks  their  use- 
fulness and  credit ;  it  disturbs  and  diverts  capital ;  it  creates 
fictitious  and  factious  issues ;  it  denies  investors  the  rights 
secured  to  them  in  all  other  forms  of  venture  ;  it  retards  material 
prosperity  and  increase  ;  it  encourages  bribery  and  fraud,  job- 
bery and  consolidation;  it  stimulates  the  disastrous  con- 
tests of  labor  with  capital ;  it  removes  the  elements  of  fixed 
calculation  and  substitutes  the  uncertainties  of  public  caprice  ; 
it  impairs  the  obligations  of  contracts,  it  tends  to  unwise 
expenditures  of  public  moneys ;  it  places  states  find  nations  in 
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hostility  to  the  great  enterprises  that  developed  them ;  it 
involves  private  and  public  interests  in  antagonisms  which 
undermine  confidence  and  breed  long  lines  of  disasters  to 
both  ;  and  lastly,  it  unwisely  attempts  to  repeal  the  inflexible 
and  immutable  laws  of  trade  and  competition.  Between  the 
extremes,  it  seems  to  me,  lies  the  fair  road  to  mutual  prosperity. 
If  the  voice  of  pubhc  clamor  finds  permanent  expression  in 
the  enactment  of  unwise  laws  in  this  regard,  the  results  are  easily 
sketched  ;  if  fair  I'emuneration  to  carriers  is  thus  prevented, 
their  laborers  will  be  paid  tardily  ;  improvements  must  cease  ; 
supplies  cannot  be  promptly  paid  for  ;  tracks  and  equipments 
will  deteriorate,  and  property  and  life  be  endangered  ;  shops 
and  depots  cannot  be  erected ;  adequate  terminal  facilities  can- 
not be  provided,  or  branches  constructed  for  increased  traffic ; 
bonds  and  interest  will  become  doubtful,  and  share  accounts 
more  dubious  ;  and  railways  and  all  their  contingent  interests 
will  be  alike  paralyzed.  On  the  other  hand,  if  railway  charges 
are  excessive,  coal,  iron,  and  minerals  will  remain  comparatively 
undeveloped  in  the  hills  ;  more  timber  will  stand  uncut  in  the 
forests  ;  fewer  cattle  will  be  grazed  for  shipment ;  grain  will 
not  be  grown  ormilled  for  export ;  towns  and  cities  will  notgrow 
adequately  in  wealth,  population,  or  industries  to  furnish  traffic 
for  transporters  ;  and  the  public  and  railways  will  feel  the  re- 
flex injury.  Mutual  forethought  and  provision,  therefore,  seem 
to  say  that  railway  policy  is  the  wisest,  which  supplies  the  best 
transportation  facilities  for  the  existence  and  growth  of  the 
people  and  the  products  of  their  labor,  and  that  public  policy 
the  best  which  concedes  a  just  margin  of  profit  to  carriers  and 
the  carried.  In  a  word,  either  place  all  the  elements  of  value  in 
property  transported .  under  like  general  laws  as  far  as  prac- 
ticable ;  or  let  them  remain  alike  undisturbed  by  special  legis- 
lation. To  localize  these  suggestions  I  remark  :  the  relations 
of  railroads  to  your  exchange  and  every  interest  of  this  great 
City  are  intimate  and  continual ;  we  are  alike  contesting  trade 
against  rival  cities ;  we  should  stand  well  together, 
remembering  that  we  both  j  have  grades  that  are  hard 
to  get  up  sometimes.  We  as  well  as  yourselves  want 
a  continuous,  steady,  large  traffic  at  fair  rates  to  attract  and 
retain  both  foreign  and  domestic  trade  to  our  wharves  and 
warehouses.  We,  then,  want  terminal  facilities  commensurate 
with  the  dimensions  of  our  trade  and  which  do  not  insult 
economy  and  geography  by  repeated  labor  and  useless  local 


movement.  The  diverting  effects  of  like  facilities  at  rival  cities 
are  temporary  if  we  act  with  equal  wisdom,  but  are  permanent 
and  commanding  if  the  lessons  are  unheeded.  If  the  mer- 
chants and  railways  of  New  York  do  not  break  step  in  the 
march  against  their  contestants,  and,  in  railroad  parlance,  are 
tied,  spliced  and  spiked  together,  with  few  decayed  sleepers, 
good  headlights  and  well  ballasted  roadbeds,  we  should  be 
able,  in  the  strength  of  union,  to  make  New  York  the  chief  de- 
pot of  the  world  and  the  emblem  of  all  that  is  best  in  Ameri- 
can railway  and  mercantile  honor  and  vigor." 

Those  were  our  sentiments  in  1874,  and  I  believe  that,  con- 
sidering the  mass  of  conflicting  interests  by  which  we  have 
been  surrounded,  we  have  endeavored  as  far  as  possible,  to 
govern  the  transactions  of  the  traflBc  relations  of  our  road  by 
those  principles. 

By  Mr.  Shipman  : 

Q.  Now,  to  come  directly  to  the  practical  affairs  in  relation 
to  the  Erie  Eailway  Company ;  you  went  on  there  when  ?  A. 
The  1st  of  October,  1872. 

Q.  Now,  state  to  the  Committee  the  schedule  of  rates ;  and 
what  were  the  freight  rates  that  you  found  in  existence  at  that 
time ;  on  what  principle  they  were  based,  if  any ;  what 
changes  you  have  made  and  the  reason  for  those  changes,  so 
as  to  give  to  the  Committee  what  the  condition  was  then  and 
what  it  is  now  ?  A.  If  the  Committee  please,  when  I  went  to 
the  Erie  Kailway  Company  I  found  in  existence  this  local  tariff 
(producing  a  book) ;  the  date  of  that  is  the  1st  of  May, 
1865 ;  I  have  endeavored  to  ascertain  the  basis  upon  which 
that  tariff  was  made. 

Q.  Is  that  the  tariff  on  the  line  of  the  Erie  Eailway  Com- 
pany and  its  branches  in  this  state  or  in  Pennsylvania  ?  A. 
On  all  the  stations  of  the  main  line  as  well  as  the  branches 
between  New  York  and  Piermont  and  Buffalo  and  ;Dunkirk. 

Q.  And  all  intermediate  stations  ?  A.  And  all  intermediate 
stations. 

By  the  Chaieman  : 

Q.  Do  you  want  it  identified  ? 

Mr.  Shipman — The  Committee  can  mark  it  so  as  to  have  it 
identified. 

(Marked  for  identification  "  Exhibit  No.  1,  October  17th, 
1879  ") 
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The  Witness — I  found  the  basis  of  this  tariff  to  be  that  the 
minimum  rate  upon  the  four  classes  was  10  on  first  class, 
8  on  second,  6  on  third  and  5  on  fourth — cents  per  hundred 
pounds  for  any  short  distance,  to  which  was  added  25  cents 
per  net  ton  for  handling,  as  a  constant  invariable  quantity 
without  regard  to  the  cost  of  handling  at  those  points ;  that 
then  with  that  ^5  cents,  they  based  the  tariff  upon  the  actual 
mileage  hauled  at  5  cents  per  ton  per  mile  for  the  first  c-lass,  4 
cents  per  ton  per  mile  for  the  second  class,  '6  cents  per  ton  per 
mile  for  third  class,  and  '2  cents  per  ton  per  mile  for  fourth 
class.  This  rule  was  adhered  to  for  50  miles ;  then  after  that 
distance  the  rates  were  forced — I  mean  by  that  that  the  rates 
were  forced  because  tiie  application  of  a  rate  of  5  cents  per  ton 
per  mile  between  New  York  and  Dunkirk  would  have  been 
equivalent,  for  instance,  to  $1.15  per  hundred  pounds.  That 
was  in  excess,  even  at  that  time,  of  the  rate  by  the  way  of 
Buffalo,  and  the  Lake  Shore  Boad  to  Dunkirk.  Therefore 
they  were  limited  in  the  making  of  the  through  prices  by  a 
variety  of  circumstances.     It  was  then  as  now 

Q.  You  mean  the  through  prices  to  the  end  of  the  route  ? 
A.  Through  prices  to  the  end  of  the  line  ;  Buffalo  and  Dun- 
kirk, for  instance  ;  they  were  limited  at  points  along  the  line 
of  the  road  where  the  road  ran  into  Pennsylvania ;  they  were 
limited  at  Dunkirk  and  at  Buffalo  by  the  rates  of  the  Canal 
and  lake  to  Dunkirk ;  by  the  combined  rates  of  the  Hudson 
river,  the  canal  and  the  lake,  or  while  it  was  closed,  by  the  pro- 
portion of  the  through  price  which  was  charged  between  New 
York  and  Dunkirk  ;  then  they  were  influenced  by  a  variety  of 
circumstances,  which  the  assistant  general  freight  agent 
of  our  company  at  present — Mr.  Low — then  a  clerk, 
states  would  be  too  numerous  to  mention ;  I  only 
desire  to  say,  however,  to  the  Committee  that  this 
tariff  covers  about  960  miles  of  line ;  that  it  covers  267 
stations ;  32  of  which  have  no  agents ;  it  covers  the  transac- 
tions passing  over  the  Erie  Kailroad  which  runs  through  three 
different  states,  and  that,  terminating  at  Jersey  City  and 
running  to  Buffalo,  it  is  a  question  for  you  to  consider 
whether  this  road  is  subject  to  National  or  to  state  law  ;  that 
it  passes  through  Pennsylvania  at  Susquehanna  and  handles 
its  largest  tonnage  in  New  Jersey  ;  that  the  obhgations  of 
this  company  are,  therefore,  not  simply  to  the  citizens  and  to 
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the  law  of  the  state  of  New  York,  but  to  these  different  Leg- 
islatures ;  the  Erie  Eailway  was  opened  in  1851  or  1852,  or 
thereabouts,  and  the  complications  were  very  much  loss  than 
they  are  at  this  time ;  gradually  we  have  encountered  new 
competitors  until  we  now  have  fifteen  rail  lines  competing  with 
the  Erie  Eailway  at  thirty-five  points,  four  of  which  lines  com- 
peting at  seven  points  have  been  finished  since  my  connection 
with  the  Erie  Railway  Company.  Each  one  of  those  lines  that 
are  interested  at  each  one  of  these  points  of  rivalry,  and  at  a 
great  many  points  contiguous  to  the  actual  point  of  competi- 
tion, have  influenced  more  or  less  the  rates  that  the  Erie  gets 
for  carrying  freight;  in  some  instances  some  of  these  connec- 
tions may  have  a  policy  in  accord  with  the  policy  of  the  Erie 
Eailway  ;  in  others,  as,  for  instance,  the  completion  of  the  Buf- 
falo, New  York  k  Philadelphia  Eoad  at  Olean,  it  is  opposed  to 
the  interest  of  the  Erie  Eailroad  at  Olean  ;  and  undertook  to 
divert  that  business  to  Philadelphia  and  Baltimore,  and  the 
rates  from  Philadelphia  and  Baltimore  were  necessarily  the 
maximum  rates  that  the  Erie  Eailway  might  charge  from  New 
York  to  those  points,  plus,  perhaps,  a  small  difference  to  rep- 
resent something  like  the  charge  for  crossing  the  Hudson  Eiver. 
These  complications  have  been  forced  upon  us ;  these  lines 
from  time  to  time  have  become  more  aggressive,  as  circum- 
stances changed,  as  business  became  scarce,  as  they  changed 
their  ofl&cers,  or  the  same  or  different  officers  pursued  differ- 
ent policies,  until  a  mass  of  complications  have  arisen  before 
us ;  for  instance,  the  Oswego  Midland  was  completed  from 
Middletown  to  New  York  ;  it  is  now  entitled  the  New  Jersey 
Midland  and  the  New  York  &  Oswego  Midland  ;  they  wanted 
business  in  the  town  of  Middletown,  and  they  secured  some  of 
it. 

Q.  You  run  [through  Middletown?  A.  We  run  through 
Middletown  ;  our  line  is  22  miles  shorter  than  that  line ;  the 
new  line  reduced  some  of  its  rates  to  the  citizens  of  Middle- 
town,  and  the  Erie  Company  was  compelled  to  make  their 
rates  to  that  point.  Now,  Middletown  not  being  a  wholesale 
point — there  being  very  few  interests  in  that  place  that  are 
antagonistic  to  towns  15  miles  east  or  15  miles  west,  we  do 
not  undertake  to  say  that  we  always  make  the  same  rates  to 
or  from  15  miles  east  of  Middletown  that  we  have  made  from 
or  to  Middletown ;  bat  we  do  claim  to  give   the  citizens  from 
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points  15  miles  east  the  value  of  what  they  pay  us.  In  this 
connection  I  desire  to  explain  to  this  committee  a  phrase 
which  has  been  a  good  deal  harped  upon,  and  a  good  deal 
laughed  at;  the  question  as  to  "  what  freight  will  bear  "  is  a 
perfectly  legitimate  one  when  put  in  another  form,  and  that  is 
what  value  do  we  render  as  a  carrier  to  the  shipper  of  goods 
from  the  starting  point  to  their  destination ;  if  we  render  a  ser- 
vice that  is  in  excess  of  our  rates  to  him,  we  believe  that  he 
can  afford  to  pay  us  the  rate  in  excess  of  the  charge  for  our 
services  ;  we  do  not  believe  that  the  value  of  the  same  trans- 
portation is  always  precisely  alike,  independent  of  what  it 
may  or  may  not  cost  us,  to  every  citizen  in  this  state  under 
all  their  circumstances. 

By  the  Chateman  : 

Q.  Tou  think  then  that  you  should  take  into  consideration 
in  making  these  rates  the  amount  of  profit  that  a  man  may 
make  by  his  goods  being  moved  ?  A.  I  think  that  if  the  recent 
public  claim  that  they  should  share  our  profits  holds  good  that  we 
have  a  reciprocal  claim  upon  the  public,  and  that  they  should  di- 
vide their  profit  with  us.  Now,  as  a  further  illustration  of  these 
complications,   the   Pennsylvania   line  has  leased  the  North- 
ern Central  to  Elmira ;     a  difficulty  immediately  ensued    as 
to  what  rates  should  thereafter  be  made  between  New  York  and 
Elmira ;  the  Lehigh  Valley  Railroad  completed  its  line  to  Owego 
and  Smithboro,  and  various   other   places,  and   the   question 
became,  what   shall   be   the   rates  between   New  York    and 
Waverly  ?    The    Delaware,   Lackawanna    &    Western   Eoad, 
which  formerly  ran  over  a  portion   of  the  Erie  line  into  Bing- 
hamton,  built  its  own  line  upon  the  opposite  side  of  the  river,  and 
ran  into  Binghamton  as  an  independent  company,  and  then 
demanded  a  division  of  the  business  that  had  formerly  been 
entirely   conceded   to   us.     These    circumstances,   that    pass 
across  the  surface  of  our  desks  every  day  and  hour,  I  can 
only  outline  in  the  most  general  way  to  this  Committee,  but 
they  absolutely  control  anybody  and  everybody  who  under- 
takes to  manage  his  business,  and  must  be  decided  with  refer- 
ence to  the  actual  state  of  the  whole  country,  and  not  with  re- 
ference to  theories  and  the  complaints  of  a  very  few  people 
who  consider  themselves  aggrieved,  in  proportion  to  the  mass 
for  whom  we  act.  '  We  hear  their  complaints  oftener  than  any- 
body else,  and  knowing,  the  circumstances  as  they  occur  can 
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decide  them  better  than  any  one  else.  As  a  further  illustra- 
tion, in  a  great  many  respects  the  canal  policy  is  changed  ;  a 
great  many  articles  that  paid  as  high  as  6  J  cents  a  hundred,  tolls, 
in  1 870  do  not  pay  a  cent  to-day ;  is  it  possible  for  the  Erie  Rail- 
way Company  to  ignore  so  great  a  reduction  of  freight  brought 
about  by  the  people  of  the  state,  equivalent  to  almost  seven 
cents  per  one  hundred  pounds ;  and  it  has  been  repeatedly 
claimed  here  in  evidence  that  one  or  two  cents  will  control, 
and  this  has  also  combined,  with  the  other  causes,  very  largely 
to  change  the  rates  of  the  Erie  Railway. 

Q.  You  mean  to  change  the  rates  of  the  tariff  of  1865  ?  A. 
Tes,  the  tariff  of  1865;  I  know  no  merchant  that  is  governed 
to-day  by  the  inflexible  rule  that  he  laid  down  for  doing  his 
business  in  1866  ;  1865  was  practically  the  close  of  the  war  ; 
our  currency  had  been  enormously  inflated,  and  everybody  re- 
garded himself  rich  ;  as  the  panic  of  1873  came  it  changed  the 
re'ation  of  the  public  and  the  railways  to  each  other,  it  changed 
the  relations  of  people  to  each  other,  it  changed  the  relations 
of  the  eompaiiies  to  themselves ;  it  altered  the  tariffs,  it  stopped 
the  construction  of  new  work,  it  stimulated  in  other  points  the 
construction  of  work,  and  decided  the  state  to  pursue  a  differ- 
ent policy  in  its  canal  management ;  and  all  these  things  com- 
bined to  produce  an  aggregate  of  causes  which  every  railway 
officer  must  consider  as  they  come  before  him  in  the  discharge 
of  his  duties  day  by  day.  In  this  matter  of  the  canal  tolls 
aloue  I  find  in  1870,  pot  and  pearl  ashes  were  from  tide 
water  $1.33  for  345  miles  per  ton  of  2,000  pounds  ;  I  find  that 
they  are  now  171  cents  ;  there  is  11.20  per  ton  reduction  upon 
a  cheap  article  like  pot  and  pearl  ashes,  and  it  must  force 
upon  the  Erie  Railway  Company  the  consideration  of  its  re- 
duced and  present  rates  upon  that  article  ;  I  have  here  pork  at 
|1.03|,  to-day  it  is  free ;  beef  $1.38,  is  to-day  free  ;  bacon  69 
cents,  is  to-day  free,  and  so  on  through  the  list. 

Q.  That  is  free  tolls  upon  the  Erie  canal  ?     A.  Free  tolls 
upon  the  Erie  canal;  butter,  $1.38,  lard  and  lard  oil,  69,  now 
free,  and  so  on  through  a  list  that  I  desire  to  have  introduced 
in  evidence. 
By  the  Chairman  : 

Q.  You  mean  it  as  part  of  your  testimony  ?  A.  Part  of  my 
testimony  ;  I  hand  it  to  the  Committee  here  for  verification,  if 
they  desire. 

The  Chairman — We  simply  want  joii  to  identify  it. 
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Toiis  ON  Erie  Canal — prom  Teoy,  N.T.,  to  Buffalo,  N.  Y. 

345  Miles. — In  cents  per  Ton  of  2,000  pounds. 


Abtioles. 


Ashes — Pot  and  Pearl 

Pork 

Beef 

Bacon 

Cheese 

Butter 

Lard  and  Lard  Oil 

"Wool 

Hides 

Flour  

Wheat 

Coin  and  Rye 

Corn  Meal   

Barley 

Barley  Malt 

Oats 

Bran 

Peas  and  Beans 

Apples  and  Potatoes 

Dried  Fruit 

Cotton 

Tobacco  unmanufactured 

Hemp 

Clover,  Grass  and  Flax  Seed    

Hops 

Domestic  Spirits 

Oil  Cake  and  Oil  Meal 

Leather 

Furniture 

Bar  and  Pig  Lead 

Pig  Iron 

Bloom  and  Bar  Iron  

Castings 

Domestic  Cottons  and  Woolens 

Domestic  Salt 

Foreign  Salt 

Sugar  and  Molasses 

Coffee 

Nails  and  Spike 

R.  R.  Iron 

Crockery  

All  other  Merchandise  not  enumerated 

Stone,  Lime,  Clay,  Gypsum 

Unwrought  Stone 

Coal — Anthracite  and  Bituminous 

Copper  Ore 

Iron  Ore 

Petroleum 

Articles  not  specified 


ToUe,  1870. 

Towards        From 

Tide-water. 


1. 


1. 


,38 
OH 
38 
69 
.03i 
.38 
69 
69 
.03i 
.03* 
.03i 
.03i 
.03i 
.03i 
.38 
03* 
69 
.03* 
.38 
.38 


69 

38 

38 

03* 

03* 

03* 

03* 

34* 

69 

69 

03* 

03* 

69 

72£ 

69 

69 

34* 

69 

69 

03* 

69 

34* 

34* 

69 

34* 

34* 

03* 


1.38 
1.03* 
1.38 
69 
1.03* 
1.38 
69 
69 
1.03* 
1.03* 
1.03* 
1.03* 
1.03* 
1.03* 
1.38 
1.03* 

69 
1.03* 
1.38 
1.38 
69 
1.03* 
1.38 
1.38 
1.38 
1.03* 
1.03* 
1.03* 
1.03* 
34* 
69 
69 
1.03* 
1.03* 

69 
\.12^ 
69 
69 
34* 
69 
69 
1.03i 
69 
34* 
34* 
69  . 
34* 
34* 
1.38 


ToUs,  1879. 

Towards        From 

Tide-water. 


Free. 

Free. 

Free. 

Free. 

Free. 

Free. 

Free. 
34* 

Free. 
34* 
34* 

Free. 
34* 
34* 
34* 


Free. 

Free. 

Free. 

Free. 

Free. 

Free. 

Free. 

Free. 

Free. 
34* 

Free. 
34* 
34* 
34* 

Free. 
34* 

1.'72* 
34* 

Free. 
34* 
34* 
34* 
34* 
S4* 
34* 


m 

Free. 
Free. 
Free. 
Free. 
Free. 
Free. 
Free. 

lU 
Free. 

m 
m 

Free. 

m 

17* 
Free. 
Free. 
Free. 
Free. 
Free. 
Free; 
Free. 
Free. 
Free. 

17* 
Free. 

17* 

m 

Free. 
34* 
1.72* 

m 

Free. 

17* 

m 
m 

17i 
17* 
17* 
H 
17* 
17* 
17* 
17* 
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Bj  Mr.  Pakeb  : 

Q.  Prepared  with  reference  to  the  last  toll  sheet  ?  A.  Pre- 
pared with  reference  to  the  last  toll  sheet  furnished  by  Mr. 
Schuyler.  In  addition  to  the  cases  I  have  given,  for  further 
example  the  Southern  Central  Kailroad  was  opened  from  Fair 
Haven  to  Owego  upon  our  line,  and  with  the  cheapening  of 
transportation  upon  the  lakes,  freight  was  brought  to  Fair 
Haven  and  from  thence  down  to  Owego,  competing  to  us  at 
rates  that  we  never  had  carried  it  before ;  the  Oswego  Mid- 
land came  to  Oswego  and  brought  freight  down  to  Middletown 
that  that  railroad  company  had  engaged ;  the  Syracuse  and 
Binghamton  lload  passed  under  the  control  of  the  Delaware, 
Lackawanna  &  Western  Eailroad,  and  brought  freight  from 
Syracuse  and  Oswego  that  never  had  come  to  Binghamton  by 
that  route  before ;  the  Erie  Eailroad  Company  secured  a 
connection  with  Albany  by  way  of  Binghamton,  and 
M^ent  into  Albany  under  circumstances  that  they  never 
had  been  master  of  before ;  the  Utiea  &  Elmira  Road 
has  been  completed  fi'om  Elmira  to  a  connection  with 
the  New  York  Central;  that  is  a  circumstance  affecting 
our  Elmira  rates ;  the  Rochester  &  State  Line  Road  has  been, 
completed  from  Rochester  to  Salamanca;  that  affects  our 
oil  rates  and  our  miscellaneous  rates ;  and  so  on  ;  the  Roch- 
ester &  State  Line  crosses  our  branch  at  Warsaw,  therefore 
our  Warsaw  rates  were  changed  ;  each  one  of  these  new  cir- 
cumstances has  made  a  new  necessity  for  considering  these 
rates — not  with  reference  to  people  who  may  feel  aggrieved  at 
one  point,  but  with  relation  to  all  the  people  upon  the  line  *of 
the  Erie  Railroad  in  three  states,  and  we  believe  that  we  have 
given  them  as  fair  a  consideration  as  our  circumstances  would 
permit. 

When  I  came  upon  the  Erie  Railroad  I  found  that  the 
Erie  Company  accepted  to  certain  points  whatever  might  be 
its  proportion  of  the  rate  to  the  City  of  New  York;  I  did  not 
believe,  and  I  do  not  now  believe,  that  a  citizen  of  Goshen, 
getting  an  occasional  car  load  of  flour,  or  an  occasional  car 
load  of  grain,  was  entitled  to  the  rate  at  which  we  carried  a 
car  load,  or  a  great  many  car  loads — a  thousand  car  loads  of 
flour  and  grain  from  Buffalo  to  the  City  of  New  York ;  either 
his  car  had  to  return  empty  to  Buffalo,  it  had  to  come  down  to 
New  York  to  be  loaded,  or  he  was  permitted  to  load  or  unload 
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that  car  as  he  pleased,  and  instead  of  being  done  in  twelve 
hours,  as  we  do  it  at  our  terminal  stations,  actual  averages  at 
our  local  stations,  year  in  and  year  out,  as  a  rule,  are  cer- 
tainly in  excess  of  four  days  ;  and  after  the  consideration  of  a 
great  many  circumstances  Uke  that,  I  believed  that  the  citizen 
at  Goshen  was  in  no  way  injured. 

By  the  Chairman  : 

Q.  Is  not  that  in  your  control — the  way_  in  which  cars  are 
loaded  ?  A.  It  is  not,  I  am  sorry,  to  say  ;  we  have  tried  it  by 
demurrage,  and  in  every  other  way,  and  it  is  not  within  our 
control. 

Q.  Why  cannot  you  unload  it  and  take  the  car  off?  A.  We 
have  not  at  these  places  facilities ;  we  do  not  provide  grain 
elevators  for  grain,  nor  warehouses  for  flour,  nor  at  a  point 
where  a  cotton  mill  is  for  cotton,  nor  for  hemp,  nor  for  to- 
bacco, at  all  those  various  local  places,  and  the  rate  is  given 
upon  the  condition  that  it  is  to  be  taken  by  our  consignee  out 
of  the  cars  just  as  it  is  taken  out  of  the  canal  boat  at  New 
York,  by  our  consignees ;  after  careful  consideration  by  the 
officers  of  our  company,  we  notified  the  western  companies 
that  we  would  not  accept  the  varying  or  fluctuating  propor- 
tions of  these  low  and  cut  through  rates  ;  and  particularly 
after  1874,  when  the  Baltimore  &  Ohio  Eoad  was  introduced 
into  Chicago,  and  the  Pennsylvania  Road  had  perfected  its 
system  of  western  leased  lines,  that  we  would  not  permit  them 
to  carry  their  contests  to  our  local  stations. 

By  Mr.  Shipman  : 

Q.  What  date  was  that  ?  A.  November,  1874 ;  we  would 
not  permit  a  road  in  Iowa,  for  instance,  to  say  what  the  rate 
should  be  from  Buffalo  to  Goshen  or  from  Buffalo  to  Middle- 
town,  or  Buffalo  to  Paterson,  or  any  of  these  local  places  ;  we 
reserved  to  ourselves  the  right  to  make  those  rates  at  least, 
although  compelled  by  the  Pennsylvania,  Baltimore  &  Ohio, 
the  Canal,  the  St.  Lawrence  River  or  various  other  causes 
to  take  the  business  to  the  City  of  New  York,  in  the  interest 
of  the  merchants  of  New  York,  as  well  as  our  own,  at  rates 
they  might  make  ;  therefore  a  circular  was  issued  to  our  con- 
necting lines  beginning  as  I  recollect  in  November,  1874;  the 
first  one  by  which  we  notified  them,  that  we  would  only  pro- 
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rate  to  certain   local  stations  on  the  New  York  rate  pro-" 
vided — 

Q.  That  is  the  New  York  City  rate?  A.  The  New  York 
City  rate  ;  provided  they  allowed  to  us  certain  minimum  rates  ; 
simultaneously  with  that  conclusion  I  held  the  belief  that  if  we 
exacted  that  arbitrary  rate  from  Buffalo  to  Croshen,  we  should 
not  charge  any  more  upon  the  grain  originating  upon  the  line 
of  our  road  upon  the  western  and  other  divisions,  and  I  there- 
fore issued  circulars  making  very  considerable  reductions  in 
our  local  rates  at  that  time  ;  the  first  of  those  circulars  was  is- 
sued on  the  29th  of  October,  1874,  in  pursuance  of  the  same 
policy  which  I  iiave  referred  to  before  the  Committee  : 


Eeie  Eatlway  Company, 
General  Feeight  Office 
New  Yoek,  October  29,  1874, 
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CIECULAE  No.  55— New  Series. 

« 

To  Station  Agents : 

"  The  following  bulk  grain  rates  have  been  adopted  to  take 
effect  November  1st,  prox.,  and  remain  in  force  until  December 
1st,  1874. 

From  Eochester  and  Susquehanna  Division,  local  points,  to 
New  York,  25  cents  per  100  lbs. 

From  Buffalo  Division,  local  points  to  New  York,  27^  cents 
per  100  lbs. 

From  Western  Division,  local  points,  to  New  York,  30  cents 
per  100  lbs. 

Local  shipments  between  stations  will  be  rated  as  follows  : 

For  distances  not  exceeding  385  miles,  the  charge  will  be  25 
cents  per  100  lbs. 

Distances  over  385  miles  and  not  exceeding  423  miles,  27| 
cents  per  100  lbs.;  and  for  distances  over  423  miles  and  not 
exceeding  460  miles,  30  cents  per  100  lbs. 

For  short  distances  where  the  local  tariff  is  less  than  figures 
above  given,  the  local  tariff  will  govern. 

Agents  will  be  particular  to  call  the  attention  of  operators 
and  farmers  to  these  reduced  rates,  so  that  all  our  patrons  may 
avail  themselves  of  the  reduction  offered,  and  at  the  expiration 
of  this  order  be  prepared  to  furnish  me  with  a  statement, 
showing  tonnage  and  revenue  of  their  stations  from  grain 
traffic,  as  compared  with  the  month  of  November,  1873. 
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Grain,  when  shipped  in  less  quantities  than  five  car  load 
lots,  will  be  charged  Hghterage  Long  Dock  to  New  York." 

E.  T.  Low, 
Asst.  Geu'l  Freight  Atjent." 
K.  C.  Vilas, 

Gen'l  Freight  Agent." 

At  the  close  of  November,  1873,  my  attention  was  called  to 
the  comparative  results  of  that  circular,  as  our  local  agents  and 
our  district  agents  had  been  directed  to  make  these  rates  gen- 
erally and  thoroughly  known,  and  as  this  reduction  was  from 
five  to  ten  cents  per  100  pounds. 

Q.  That  was  a  reduction  from  the  rates  which  you  found  in 
existence  in  this  large  book  ?  A.  The  rates  which  I  found  in 
existence  were  even  less  than  the  rates  in  that  large  book,  and 
it  is  a  further  reduction  from  those  reduced  rates. 

Q.  When  was  this  last  reduction  made  that  you  speak  of  ? 
A.  October  29,  1874. 

By  Mr.  Sterne  : 

Q.  From  5  to  10  cents  a  hundred  pounds  from  what  point  ? 
A.  From  various  points,  depending  upon  the  point  of  receipt ; 
at  the  close  of  November,  1874, 1  called  upon  the  freight  ofiice, 
being  then  the  second  Vice-President,  for  a  statement  of  the 
results,  and  they  showed  that  the  quantity  of  grain  had  con- 
siderably increased,  but  that  the  gross  revenue  to  the  railroad 
company  indicated  a  loss ;  therefore,  had  we  looked  at  it  from 
an  entirely  selfish  point  of  view,  we  would  have  restored  the 
old  prices,  as  being  those  which  produced  the  largest  gross 
revenue  to  the  Erie  Eoad  ;  but  contrary  to  that  policy  we  noti- 
fied them  that  we  would  continue  the  rate  another  month ; 
the  next  month  had  produced  the  same  reduced  results  to 
the  Erie  Company  ;  but  by  this  time,  believing  that  if  we  con- 
tinued the  reduced  rates  through  the  ensuing  season  it  might 
induce  the  farmers  to  plant  an  increased  acreage  upon  the  line 
of  our  road,  and  that  where  timber  had  been  cut  they  would 
put  grain,  and  that  they  would  go  to  cutting  their  timber ;  that 
we  had  no  means,  in  considering  simply  the  amount  of  re- 
turns, of  knowing  what  additional  dresses  they  had  purchased 
for  their  wives,  what  sashes,  doors,  and  blinds  they  had 
put  in  their  new  houses,  but  I  believed  that  could  we  know 
these  things  we  would  find  the   aggregate   result  to   the  Erie 
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Bailroad  Company  was  a  desirable  one.  A  third  circular  was 
therefore  issued  which  made  permanent  that  pol'cy  upon  the 
part  of  the  present  management,  and  now  grain  is  being  car- 
ied  from  local  stations  on  the  line  of  the  Erie  Railroad  to  the 
City  of  New  York  at  from  15  to  '/O  cents  ver  hundred  pounds, 
while  the  Chicago  rate  was  put  up  on  Monday  last  to  '65  cents 
per  hundred  pounds ;  this  local  policy  has  produced,  in  my 
judgment,  good  results. 

By  Mr.  Shipman  : 

Q.  You  said  that  for  the  first  two  or  three  months  that 
policy  of  reducing  those  rates  showed  a  loss  to  the  railroad 
company  ?     A.  Yes,  sir. 

Q.  What  has  been  the  result  since  ?  A.  Since  that  time  the 
comparison  has  been  extremely  difficult  with  the  rates  and 
quantities  produced  under  former  tariffs  in  past  years ; 
we  can  compare  this  year  with  the  tariff  last  year  ;  but  it 
is  extremely  difficult  for  us  and  not  regarded  as  essential 
in  the  inanagement  of  our  business  that  we  should  com- 
pare 1879  with  1872 ;  I  have  no  doubt  I  will  be  able 
to  show  the  committee  from  the  New  York  census  returns 
for  1875,  a  very  large  percentage  of  increase  in  all  the  mate- 
rial interests  of  every  county  through  which  the  Erie  Hallway 
passes. 

By  the  Chairman  : 

Q.  Yon  think  this|  policy  of  rates  which  you  have  just 
described  to  be  a  just  and  equitable  one  ?     A.  I  do. 

Q.  Such  as  a  railroad  management  ought  to  adopt  ?  A.  Do 
I  understand  just  what  you  mean  ? 

Q.  I  have  special  reference  to  the  rate  you  gave  on  the  Erie 
railroad  from  the  points  along  the  Erie  Road  to  the  City  of 
New  York  as  compared  with  the  western  rates ;  I  do  not 
speak  of  the  exact  ratio  but  of  the  general  principle.  A.  Mr. 
Chairman,  I  desire  to  be  very  explicit  upon  that ;  I  regard  it  as 
a  very  exceptional  circumstance  that  justifies  the  Erie  Com- 
pany in  doing  anything  different  from  the  course  laid  down  by 
General  Diven  yesterday,  viz.,  that  rates  from  our  local 
stations  to  New  York  should  be  not  more  than  the  rates  from 
Chicago  to  New  York;  at  the  same  time  I  regarded  his 
conclusion  upon  that  point  as  wise  and  proper,  but  I  do  not 
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think  that  the  Erie  Railroad  Company  should  carry  its  busi- 
ness from  its  terminal  stations  either  to  New  York  or  to  its 
local  stations  at  the  proportion  of  the  rate  that  it  receives 
from  the  west,  but  I  do  think  that  the  rate  from  Chicago,  for 
example,  should  always  be  something  in  excess  of  the  rate 
charged  the  farmers  of  this  state  ;  I  have  no  hesitation  in  lay- 
ing that  down  as  the  present  policy  of  our  company. 

Q.  Do  you  think  it  right  that  you  should  charge  for  a  haul 
from  a  point  within  this  state  to  the  City  of  New  York  more 
than  your  proportion  of  the  haul  from  Chicago  to  New  York 
all  the  circumstances  being  alike  ?  A.  I  do  ;  I  have  not  the 
data  here  upon  which  I  base  this  opinion,  but  I  will  have 
them  before  I  get  through. 

By  Mr.  Bakee  : 

Q.  Are  you  justified  in  charging  more  on  a  barrel  of  flour 
from  Bochester  to  Binghamton  or  Port  Jervis  than  you 
do  from  Buffalo  to  New  York  ?  A.  Circumstances  may  be 
such  as  to  justify  it ;  they  may  be  such  as  to  make  it  entirely 
reprehensible  ;  Rochester  is  upon  a  branch  of  the  Erie  Road — 
it  is  not  upon  the  main  line  ;  to  go  to  Rochester  we  have  to 
traverse  fifty  or  sixty  miles  more  than  a  direct  line  to  Buf- 
falo— to  go  to  Rochester  back  to  Avon  and  thence  to  Buffalo ; 
if  we  had  to  carry  empty  cars  from  Buffalo  to  Rochester  con- 
suming time  in  that  empty  hauling,  then  be  delayed  in  the 
loading  of  those  cars  at  Rochester  beyond  the  time  it  would 
have  first  taken  to  load  them  at  Buffalo  ;  and  the  party,  at  the 
final  destination  of  the  oar,  uses  it  as  a  warehouse  for 
the  storage  of  their  freight,  then  we  clearly  ought  not  to  accept 
the  same  rate  that  we  get  from  Buffalo  to  New  York  for  trains 
made  up,  engines  fired  up,  coal  purchased,  work  done,  switchmen 
and  bridge  tenders  and  everybody  else  on  hand  to  promptly  un- 
load them  at  Jersey  City  on  arrival,  thus  giving  us  more  money 
and  economy  in  its  use  than  with  the  Rochester  freight. 

Q.  Do  you  have  cars  come  to  Rochester  City  empty  ?  A.  Not 
usually,  unless  they  are  sent  for,  but  if  we  have  cars  that  are 
at  Rochester,  and  all  the  circumstances — the  delay,  tbe  risk,  the 
property,  the  time — are  all  alike,  I  do  not  think  that  we  should 
exceed  from  Rochester  to  New  York  the  charge  from  Buffalo 
to  New  York ;  and  I  do  not  think  that  we  should  exceed  fiom 
Rochester  to  a  station  on  the  line  in  excess  of  the  rate  that  we 
make  from  Buffalo  to  the  same  station. 
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By  Mr.  Shipman  : 

Q.  But  you  would  have  to  accept A.  We  would  have 

to  accept  the  rate — our  proportion  of  it  from  Buffalo  to  New 
York. 

By  Mr.  DuGUiD : 

Q.  Would  it  not  be  well  to  state  right  here  why  you  charge 
more  from  Chicago  to  Port  Jervis  than  from  Chicago  to  New 
York  ?  A.  If  the  Committee  please,  there  are  so  many  papers 
bearing  on  that  tliat  I  should  be  glad  to  make  a  chapter  of  that 
by  itself. 

Mr.  Chairman,  the  same  causes  which  influenced  us  in  making 
the  east  bound  reductions,  to  which  I  have  been  referring,  also 
appeal  to  us  with  a  great  deal  of  force  upon  local  freights  west- 
ward growing  out  of  the  west  bound  contests  in  through  rates. 

Q.  Then  you  have  before  been  speaking  of  the  reduction  of 
your  east  bound  rates  ?  A.  Exclusively  east  bound  and  mainly 
upon  grain  ;  now,  these  various  contests  into  which  the  trunk 
lines  entered  for  supremacy  for  west  bound  business,  not  only 
the  rivalries  of  different  railways  from  the  same  city,  but  the 
rivalry  of  cities  witli  cities,  as  of  Baltimore  with  Philadelphia, 
and  Philadelphia  with  New  York,  also  tended  during  this  entire 
time  to  bring  down  through  rates  westward.  As  before  stated, 
I  cannot  avoid  repetition,  because  it  is  a  very  broad  subject, 
and  the  same  causes  enter  into  many  branches  of  it.  The  canal 
policy  of  the  state  generally  changed ;  it  was,  therefore,  the 
case  that  these  special  rates  or  the  rates  made  by  the  canal 
westward  to  Buffalo,  added  to  our  local  rates  from  Buffalo 
back  to  stations  upon  our  line,  were  frequently  much  less  than 
our  direct  rates  from  New  York  to  those  stations.  I  also  found — 
what  appeared  by  the,  testimony  yesterday — that  the  rate  from 
New  York  to  .some  of  the  non-competing  as  well  as  many  of 
the  competing  points  upon  the  Erie  line,  very  much  exceeded 
the  rate  charged  to  the  city  of  Buffalo  from  these  causes  ;  I 
therefore  believed  it  was  to  the  interest  of  our  company  to 
adopt  a  policy,  under  ordinary  circumstances  and  with  normal 
tariffs,  that  we  should  not  exceed  the  rate  charged  from  New 
York  to  Buffalo  to  any  station  upon  the  line  of  our  road,  be- 
cause outside  of  the  city  of  Buffalo  deliveries  at  our  local  sta- 
tions were  almost  identical  in  character  and  class,  although 
less  in  quantity  and  the  receipt  and  delivery  similar;  and 
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althougk  after  the  arrival  of  a  car  say  at  Hornellsville  it  might 
be  detained  and  taken  on  to  Buffalo  empty  to  be  loaded  east- 
ward, thus  losing  time,  it  would  Ktill  probably  be  to  our  interest 
to  induce  people  to  come  to  New  York  to  buy  their  goods 
instead  of  going  to  Rochester,  where  they  had  former  special 
tariffs  by  the  canal,  or  to  Buffalo,  or  to  permit  the  special  rates 
given  to  Syracuse  to  iftome  down  into  Binghamton  and  sell 
goods  on  the  line  of  our  road,  or  at  least  control  most  of  the 
intermediate  territory,  and  the  influence  of  those  special  con- 
tracts and  this  canal  policy  on  the  part  of  the  state  have 
radically  altered  the  necessity  for  our  rates ;  by  this  plan  we 
also  secured  the  long  haul  in  the  westward  or  empty  car  direc- 
tion instead  of  short  hauls  in  the  eastward  or  loaded  car,  and 
therefore  undesirable  direction. 

By  the  Chaieman  : 

Q.  Tou  found  these  special  rates  on  other  roads  ?  A.  I 
found  those  special  rates  on  other  roads  and  the  canal  inter- 
fered with  the  local  business  on  our  road  ;  I  therefore  recom- 
mended to  President  Jewett  that  the  matter  of  the  large 
reductions  in  rates  I  suggested  be  well  considered  ;  he  asked 
me  the  probable  extent  of  the  loss  of  gross  revenue  to  our 
company,  and  I  estimated  it  in  the  neighborhood  of  $150,000 
per  year  at  that  time.  Late  in  the  fall,  I  think  it  was  of 
1877,  I  had  a  conference  at  my  office  with  Mr.  Claflin, 
Judge  Hilton  and  a  number  of  other  reputable  and  wealthy 
representative  New  York  merchants  in  various  lines  of  trade, 
at  which  statements  in  relation  to  special  rates,  the  changes 
of  the  policy  upon  the  canal,  etc.,  were  discussed  at  con- 
siderable length,  and  the  facts  which  I  have  just  stated  in 
a  general  way,  were  brought  out  at  that  conference  in  detail. 
I  presented  the  result  of  that  conference  to  President  Jewett, 
in  connection  with  the  facts  that  I  had  before  given  to  him, 
and  it  was  at  last  decided  that  radical  as  the  change  was, 
great  as  the  reduction  was,  being  the  largest  voluntary  reduc- 
tion in  cents  per  100  pounds  that  ever  has  been  made  by  a 
railroad  in  the  United  States,  under  any  circumstances  or  in 
any  portion  of  the  Union,  that  we  would  nevertheless  put  it  in 
effect ;  the  result  was  that  on  the  21st  of  February,  1878,  we 
issued  our  new  reduced  local  rates,  in  which  we  provided  that 
upon  the  line  of  Buffalo  our  Buffalo  rates  should  not  be  ex- 
52 
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ceeded,  and  that  on  tbe  line  west  of  Hornellsville  leading  to 
Dunkirk,  that  portion  of  it  between  Salamanca  and  Dunkirk, 
being  particularly  void  of  traffic,  we  would  charge  the  Dun- 
kirk rates,  and  to  local  stations  on  our  Rochester  Division  we 
would  charge  the  Rochester  local  rates ;  I  therefore  wish  to 
give  to  the  Committee,  at  certain  leading  points,  the  very  great 
reductions.  At  Binghamton  the  rates  were  formerly  61,  46,  34 
and  27. 
Q.  From  New  York  ?     A.  From  New  York. 

By  Mr.  Shipman  : 

Q.  Four  different  rates  ?    A.  On  four  different  classes. 

By  Mr.  Sterne  : 

Q.  ■  When  you  say  formerly,  will  you  confine,  that  to  the  year  ? 
A.  I  mean  any  period  prior  to  the  21st  of  February,  1878 ;  the  new 
rates  were  40,  30, 25,  and  -0,  the  reduction  being 21  cents  on  first 
class,  16  on  second  class,  9  cents  on  third  class,  and  7  cents  on 
fourth  class.  To  Bath,  upon  the  Rochester  Division,  the  former 
rates  were  82,  63, 45,  and  36 ;  the  new  rates  were  40,  being  a  re- 
duction of  42  cents,  which  is  less  than  one-half  the  former  rates ; 
30  where  it  had  been  63,  25  where  it  had  been  45,  and  20  where 
it  had  been  36.  At  Addison— and  I  am  choosing  non-compet- 
ing points— where  it  had  been  before  that  time  80,  61,  44,  and 
35,  the  new  rate  was  43,  35,  30  and  23 ;  at  Hornellsville  the 
rate  had  been  86,  66,  47  and  38  ;  the  new  rate  was  43,  being  a 
reduction  of  43  cents  per  hundred  pounds  ;  we  got  less  than 
49  per  cent,  of  the  rate  we  had  been  charging  prior  to  that 
time  ;  the  rate  was  35  where  it  had  been  66,  30  where  it  had 
been  47,  23  where  it  had  been  38.  At  Salamanca  the  rate  had 
been  9.5,  72,  56,  and  46,  and  at  Dunkirk  J  00,  75,  60  and  50  ; 
the  new  rates  at  Salamanca  and  at  all  stations  through  to  Dun- 
kirk were  43,  35,  30  and  23,  being  reductions  from  the  Sala- 
manca rate  of  52,  37,  26  and  23,  and  from  the  Dun- 
kirk rate  of  57,  i  0,  30,  27.  These  reductions  I  state  to  the 
Committee  are  those  that  we  made  voluntarily,  and  they  have,  as 
I  have  stated,  produced  a  very  large  loss  in  the  gross  earnings 
of  the  Erie  Railroad  Company  ;  the  growth  of  the  trafiSc  has 
not  yet  commensurated  for  the  loss  in  gross  earnings.  The  ioU 
lowing  is  the  table  of  leading  points  referred  to  above  : 
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By  Mr.  Shipman  : 

Q.  Right  here,  what  is  youi-  best  judgment  in  regard  to  thg 
ultimate  outcome  of  that  policy,  provided  the  road  is  not  con- 
fiscated and  transferred  to  Mr.  Sterne  ?  A.  My  judgment,  Mr. 
Chairman,  about  that,  is  that  there  is  nothing  in  the  fact 
that  we  carry  a  box  of  dry  goods  to  Hornells- 
ville  for  40  cents  when  we  charged  85  cents 
per  100  pounds  for  many  years,  that  will  induce  a  citizen  to 
leave  Iowa,  and  come  to  Hornellsville  to  live ;  I  do  not  be- 
lieve that  these  things  so  largely  influence  the  population  or 
material  growth  of  these  places  ;  I  have  seen  it  tried  upon 
nearly  all  the  I'ailroads  my  connection  with  which  I  have  tes- 
tified to  ;  I  believe  that  I  have  never  been  connected  with  a 
railroad,  where  I  have  not  tried  similar  experiments  ;  and 
never  within  my  knowledge  of  the  traflSc  of  those  roads,  has  the 
increase  of  business  upon  miscellaneous  traffic  of  the  first, 
second,  third  and  fourth  classes  commensurated  the  railroad 
companies  for  sweeping  reductions  ;  it  is  the  broader  changes 
in  policy,  the  advantages  to  be  derived  from  their  locating 
large  manufacturing  establishments  at  those  places,  and  un- 
der well  considered  rates,  protection  and  encouragement  on 
the  part  of  the  railroads  that  foster  such  enterprises  and  give 
growth  and  strength  to  them.  I  do  not  believe  that  at  any 
time  within  the  connection  of  any  of  us  with  the  railroad 
system  of  New  York,  would  such  a  large  reduction  as  that  we 
have  made  upon  the  current  miscellaneous  purchases  of  the 
cities  through  which  we  run  produce  an  increase  of  tonnage 
or  revenue  to  nearly  equal  the  larger  percentage  in  the  reduc- 
tion of  rate. 

Q.  On  what  ground  did  you  make  the  reduction  ?  A.  Upon 
the  ground,  Mr.  Chairman,  that  to  charge  83  cents  to  Hornells- 
ville, while  our  rate  was  40  cents  to  Buffalo,  was  in  itself  one 
of  those  discriminations  against  which  the  public  had. right 
and  reason  in  complaining  ;  we  had  these  local  towns — they 
could  not  go  to  other  railways.  For  instance,  a  very  large 
percentage  of  the  population  of  Hornellsville  is  made  up  of 
the  employees  of  the  Erie  Railroad ;  the  money  we  formerly 
charged  by  our  rates  to  a  very  great  extent  came  back  into 
the  treasury  of  the  Erie  Railroad  Company  out  of  its  own  em- 
ployees ;  the  same  was  true  at  Susquehanna,  in  the  state  of 
Pennsylvania,  but  it  was  only  at  exceptional  points  we  derived 
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this  peculiar  benefit ;  we  gave  these  reductions  at  all  points, 
first,  because  we  believed  that  it  was  a  discrimiDation ; 
secondly,  that  we  believed  that  to  some  extent  these  con- 
cessions niight  stimulate  other  industries  to  come  there  and 
so  remunerate  us,  if  possible,  for  these  very  large  reductions  ;  we 
believed  that  the  citizens  on  our  line  who  are  in  constant  cor- 
respondence with  each  other,  who  travel  backward  and 
forward  and  visit  each  other,  who  intermarry  with  each  other, 
who  generally  follow  a  line  as  travel  and  traflSc  in  the  west 
followed  the  National  Road  when  it  was  opened  from  Washing- 
ton to  Indianapolis ;  that  all  those  causes  might  bring  the 
Erie  Company  an  increase  in  its  general  business ;  that  some 
of  the  amount  of  money  saved  by  our  patrons  in  the  carrying 
of  this  freight  at  reduced  rates  would  be  spent  in  the  increase 
of  our  passenger  travel,  and  to  that  extent  contribute  to  the 
general  prosperity,  and  we  might  hope  to  get  it  back  from 
an  aggregate  of  sources  for  which  we  could  not  exhibit  statis- 
tics, but  which  would  be  shown  in  the  gross  annual  result 
of  the  business  of  the  company.  There  is  one  fact,  Mr. 
Chairman,  that  we  desire  to  refer  to — these  reductions,  large 
and  sweeping  and  general  as  they  are  in  themsevelves,  have 
not  been  embodied  in  a  general  public  tariff  or  circular,  about 
which  a  great  deal  has  been  said,  for  various  reasons ;  first, 
that  it  was  experimental ;  the  statistics,  when  stated,  were 
such  that  the  company  was  not  then  justified  in  continuing 
them  upon  the  whole  of  the  business ;  secondly,  it  is  known 
to  everybody  present  that  the  constant  changes  in  the  Erie 
management  for  the  past  few  years — the  constant  attacks  upon 
it — the  constant  recurrences  of  change  out  of  the  hands  of 
the  corporation  into  the  hands  of  a  Receiver,  back  from  the 
hands  of  the  receiver  into  the  hands  of  the  new  corporation — 
in  the  old'  corporation  the  attack  upon  its  President ;  during 
the  receivership  attack  after  assault,  and  there  has  been  no 
time  when  a  Board  of  Directors  could  get  hold  of  this  matter 
and  consider  its  bearings  upon  the  whole  people  of  the  state, 
upon  all  classes  of  their  industries  ;  and  much  as  I  have  con- 
sidered this  matter,  they  have  not,  up  to  this  time,  approved  a 
tariff  which  our  freight  officers  are  preparing  to  submit.  We 
expect  to  embody  in  a  new  general  tariff  upon  our  line  the 
consideration  as  to  rates  of  rival  cities,  the  consideration  of 
those  reduced  ratesto   and  from  New  York,  the  consideration 
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of  the  reduced  rates  from  the  western  cities,  the  consideration 
of  the  reduced  rates  from  way  station^to  way  station,  thefoon- 
sideration  as  to  the  rates  from  points  on  our  line  via  Waverly, 
to  interior  points  in  Pennsylvania,  entirelyjrrespective  of  the 
question  of  mileage,  the  question  of  the  rates  in  connection 
as  well  as  competition  with  the  New  York  &  Oswego  Midland, 
the  Delaware,  Lackawanna  &  Western,  the  question  of  the 
connection  of  the  rates  of  our  company  with  friendly  com- 
panies, the  question  of  the  relation  of  the  rates  of  our  com- 
pany to  the  rates  of  unfriendly  companies  or  those  having 
rival  interests — I  use  it  only  in  that  sense  as  unfriendly — the 
question  of  the  extent  to  which  the  canal  policy  of  this  state 
might  at  last  decide  the  Erie  Company  to  modify  even  that 
tariff  had  it  been  already  issued;  as  the  canal  policy  itself,  what- 
ever it  may  be,  limits  absolutely,  and  will  limit  within 
prices  that  govern  both  parties  any  excessive  charges  ever 
being  made  to  the  citizens  of  this  state  as  a  whole  ;  and  if  the 
canal  upon  the  north  did  not  so  limit  them,  the  rival  roads  in 
interest  would  do  so.  I  here  desire  to  make  a  statement  that  is 
rather  broad,  and  I  believe  that  I  can  prove  it,  to  the  sat- 
isfaction of  this  Committee,  and  will  prove  it  before  my  testi- 
mony is  over,  if  permitted,  that  there  is  not  to-day  upon  the 
face  of  the  globe  an  equal  amount  of  territory  covered  by  an 
equal  population,  that  gets  its  rail  rates  at  anything  approxi- 
mating to  the  average  of  the  low  rates  paid  by  the  people  of 
the  state  of  New  York  to  the  railroads  of  this  state. 

By  the  Chairman  : 

Q.  Do  I  understand  you  that  the  canal  is  a  very  important 
factor  in  determining  the  rate  of  the  railroads  ?  A.  An  ex- 
tremely important  factor. 

Q.  Do  you  think  that  making  the  canals  free  as  it  is  termed, 
or  in  other  words  abolishing  all  tolls,  would  induce  any  change 
in  the  present  railroad  tariffs  ?  A.  I  think  it  might ;  I  have 
not  gone  over  each  article  specifically,  but  the  situation  seems 
to  me  to  be  this :  the  state  holds  within  its  grasp  the  great 
controller  of  the  freight  rate  within  its  borders,  to  wit,  the 
canal ;  there  is  not  a  town  that  is  not  affected  more  or  less 
within  this  whole  state,  from  the  extreme  northeast  to  the 
extreme  southwest  corner  of  it,  by  the  canal  policy  and  rates 
of  this  state  ;  every  rate  that  we  make  to  or  from  Buffalo  in 
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competition  with  the  Erie  Canal  has  more  or  less  influence 
upon  every  rate  we  make  to  every  point  this  side  of  Buffalo ; 
and  I  cannot  conceive  what  right  the  state  has  to  make 
freights  free  practically  to  Buffalo  upon  itn  transportation  line, 
and  then  after  they  have  done  that,  shake  that  free  tariff 
in  the  face  of  the  railroad  companies  and  say  :  "  To  those 
you  must  come;"  they  have  no  right  to  do  that  in  order 
to  make  the  freight  rate  for  the  railroad  company  to  local  as 
well  as  through  points. 

Q.  There  are  no  tolls  on  your  road  imposed  by  the  state  ? 
A.  No. 

Q.  For  making  it  free  ;  that  does  not  touch  the  cost  of  trans- 
portation ?  A.  I  say  they  have  no  right  to  make  the  rates 
practically  free  on  the  canal,  and  then  compel  us  to  come  to 
the  standard  they  so  establish  on  the  canal  as  a  question  of 
law  and  of  right ;  although  we  may  have  to  take  into  consid- 
eration such  a  policy  in  making  our  rates. 

By  Mr.  Shipman  : 

Q.  I  do  not  know  that  I  understand  fully  how  it  is  that  a 
change  of  the  rate  on  the  canal  which  would  be  effected  by  a 
reduction,  or  a  repeal  of  the  toll  would  effect  the  rate,  for  in- 
stance to  some  interior  point,  or  to  some  non-competing  point 
on  your  road.  A.  Let  me  explain  :  if  the  rate  from  here  to 
Buffalo  by  canal,  including  the  tolls,  is  to-day  twelve  cents  per 
one  hundred  pounds,  the  tolls  on  that  are  for  example  four 
cents,  and  the  transportation  is  eight;  now  our  rate  to  the 
station  at  Attica  if  you  please,  is  limited  absolutely  by  the  rate 
on  the  canal  to  Buffalo,  plus  the  local  railroad  rate  back  from 
Buffalo  to  Attica  ;  there  therefore  appears  to  the  railroad  two 
alternatives  ;  one  is  to  raise  the  local  rate  from  Buffalo  to  At- 
tica, which  the  parallel  canal  again  prevents,  and  if  the  canal 
makes  free  this  article,  when  the  tolls  upon  it  are  at  present 
four  cents,  then  we  must  necessarily  reduce  our  rates  from  here 
to  Attica  upon  that  article  four  cents,  in  order  to  retain  the 
business  upon  our  line. 

By  the  Chairman  : 

Q.  Do  I  understand  you  as  expressing  the  opinion  that 
makiug  the  canals  free  would  affect  the  cost  of  transporta- 
tion into  extra — canal  counties  ;  take  a  county  on  the  northern 
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borders— St.   Lawrence   or   Eranklia  .•■    A.  I  think  it  would, 
clearly,  without  a  doubt. 

Q.  Why  ?  A.  I  am  not  very  familiar  with  St.  Lawrence 
County,  geographically;  but  if  I  might  use  an  illustration 
upon  the  west  end  of  our  line — ioi  instance  :  Salamanca,  upon 
the  Dunkirk  Division — the  rate  to  that  point  is  limited  by  the 
canal  and  the  rates  upon  Lake  Erie  to  Dunkirk,  plus  the  rail  rate 
back  to  Salamanca  which  is  not  upon  the  line  of  the  canal ;  it 
is  remote  from  it ;  it  is  upon  the  southern  border,  but  we  are 
limited  to  the  lower  of  the  rates  I  have  cited  ;  still  further,  if 
the  canal  makes  a  rate  to  Buffalo,  and  if  we  make  the  rate 
to  Buffalo  to  compete  with  the  canal,  the  rate  being  only  three 
cents  per  100  more  to  stations  on  our  Western  Division  by  the 
tariff  I  have  submitted  than  to  Buffalo,  the  rate  immediatly 
falls  down  to  within  three  cents  of  the  Buffalo  rate  which  is 
made  by  the  canal,  and  in  this  way  the  canal 'influences  our 
rates  where  it  does  not  limit  them.  There  are  one  or  two 
other  considerations  that  I  desire  to  call  attention  to :  first, 
if  the  Erie  Railway  was  completed  just  now,  and  just  now 
opened,  the  Committee  can  undei stand  that  any  set  of  officers 
taking  fresh  charge  of  the  traffic  relations  of  the  road  would 
find  that  a  cast-iron  and  inflexible  rate  per  mile  that  had 
been  made  from  one  end  of  the  line  to  the  other  would  be  an 
impossibility  ;  the  tariff  rates  of  the  Erie  Railway,  which  we 
will  suppose,  was  opened  yesterday,  were  immediately  inquired 
for  by  all  the  merchants  of  the  City  of  New  York;  they  were 
put  into  their  hands ;  the  Pennsylvania  Road  would  know 
them  in  Philadelphia  to-morrow,  and  the  Northern  Central 
Road  would  know  them  in  Baltimore  the  next  day,  and  the  Al- 
bany &  Susquehanna,  running  in  connection  with  the  boats  of 
the  Hudson  river,  would  know  our  rates  to  Binghamton,  and 
one,  two,  or  three  cents  a  hundred  pounds  under  our  rates  to 
the  various  points  to  which  these  rivals  run,  would  imme- 
diately transfer  the  traffic  to  rival  lines  and  cities.  Sup- 
pose our  road  ran  entirely  through  the  state  of  New  York, 
and  the  Delaware,  Lackawanna  &  Western  came  up  to  Great 
Bend,  with  but  one  mile  in  the  state  of  New  York  ;  no  legis- 
lation in  this  state  could  touch  that  road,  except  upon  that 
one  mile ;  they  could  not  be  required  to  charge  upon  that  one 
mile  the  rates  we  charged  from  Binghamton  all  the  way  to 
the  City  of  New  York.     Now,  just  imagine  that  as  illustrating 
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the  Erie  Company,  not  of  to-day,  but  of  a  few  years  ago ; 
the  aetuahties  of  the  same  problems  pass  before  us  every  day, 
and  it  is,  therefore,  for  those  reasons  that  a  good  many  of  these 
special  rates  have  been  made  for  perfectly  good  causes ;  for 
the  protection  of  the  interests  of  New  York  merchants ;  for  the 
purpose  of  not  letting  Philadelphia  know  what  our  rates  are 
and  not  letting  Baltimore  know  what  the  rates  are  that  we 
have  made  for  our  patrons.  Therefore,  I  say,  that  an  attempt 
to  make  a  general  law  that  the  tariffs  should  always  be  public 
and  that  no  drawback  should  be  allowed,  would  from  my 
knowledge  of  the  position  of  the  Erie  Railway,  simply  cause 
an  involuntary  surrender  of  a  large  part  of  the  business  of 
the  largest  cities  of  the  southern  tier  counties  in  this  state 
into  the  hands  of  rival  companies,  cities  and  states. 

Q.  Going  out  of  the  state?  A.  And  the  same  thing  would 
be  true  of  anything  going  out  of  the  state.  Not  only  is 
this  true  of  the  general  business  as  related  to  the  large  cities, 
but  it  is  more  particularly  true  of  a  large  part  of  those  indus- 
tries that  no  fixed  tariff  can  be  rigidly  framed  to  meet ;  for  no 
matter  what  theory  may  be  adopted,  no  matter  what  experience 
a  man  may  have  had,  no  matter  how  isolated  the  geographical 
position  of  the  railroad,  it  cannot  be  done.  Assume  for  a 
moment  that  any  member  of  this  Committee  desired  to  enter 
into  the  construction  of  an  iron  furnace,  and  he  was  undecided 
as  to. the  location  of  that  furnace;  there  are  furnaces  upon 
the  Lehigh  Valley  road,  there  are  furnaces  upon  the  Penn- 
sylvania road  there  are  furnaces  upon  the  Beading  road,  there 
are  furnaces  upon  the  North  Pennsylvania  road — in  Tennessee, 
in  Virginia  on  the  Chesapeake  &  Ohio  road  and  the  points, 
districts  and  railways,  coal  and  labor  and  limestone  all  vary 
and  all  clash. 

In  sending  pig  iron  into  the  West  there  are  all  sorts  of  com- 
plications outside  of  the  state  of  New  York,  and  if  we 
were  called  upon  by  such  member  of  this  Committee  to 
make  the  rates  for  that  furnace  which  is  to  compete  for 
the  supply  of  such  pig  iron,  we  must  then  make  rates 
only  with  reference  to  the  general  iron  interests,  and 
put  that  furnace  upon  a  parity  with  the  furnace  upon  another 
line  of  riilroad  in  another  state.  That  is  not  a  fancy  instance ; 
it  comes  before  us  and  has  come  before  me  many  and  many  a 
time  during  my  administration  of  the  freight  traffic  of  the  Erie 
53 
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Eailroad  Company,  and  no  man — contrary  to  General  Divan's 
opinion  of  yesterday — under  any  circumstances  can  make  fixed 
rates  that  will  apply  to  cotton  mills  and  tanneries  and  all  the 
varied  interests  upon  the  line  of  our  road  that  come  in  compe- 
tition with  like  industries  upon.tlje  line  of  various  other  roads. 
To  pursue  that  illustration  ;  the  Furnace  Company  believe  that 
the  rates  we  have  given  them  are  just  and  fair — that  the  aggre- 
gate of  their  charges  by  way  of  our  line  to  Cleveland,  where 
there  are  large  iron  interests,  are  reasonably  equal  to  the 
charges  over  the  Pennsylvania  Railroad  to  Cleveland  for  per- 
haps shorter  or  may  be  longer  distances ;  but  by  and  by  they 
come  to  us  with  an  aggregation  of  new  capital  and  desire  to 
enlarge  their  furnace,  and  attach  to  it  a  rolling  mill ;  precisely 
the  same  with  other  considerations  come  before  us  again,  but 
with  reference  to  a  new  product  that  brings  new  questions,  and 
they  ask  what  will  you  do,  not  simply  upon  the  manufactured 
pig  of  this  furnace,  which  we  have  sent  heretofore,  but  upon 
manufactured  forms  of  that  pig  to  Cleveland  and  Chicago. 
Assume  that  we  again  made  satisfactory  arrangements  and  had 
assisted  to  create  a  current  trade  for  pig  iron  and  bar  iron  and 
round  iron,  when  again  a  new  contract  is  to  be  made,  if  you 
please,  in  the  City  of  Toledo,  for  the  construction  of  five 
bridges  upon  the  Toledo,  Wabash  &  Western  line,  and  the 
Keystone  Bridge  Company,  of  Pittsburgh,  bids  for  it,  and  the 
Detroit  Bridge  Company  bids  for  it,  and  the  Chicago  Bridge 
Company  bids  for  it,  and  the  Paterson  Bridge  Compauy  bids 
for  it,  and  the  Phenixville,  in  the  interior  of  Pennsylvania,  and 
those  various  companies — the  Phenixville,  if  you  please,  by 
the  way  of  Waverly,  or  the  Paterson  Company,  come  to  us  aud 
say  we  want  to  bid  for  those  bridges,  and  want  your  rates,  then 
all  the  circumstances  are  considered ;  the  rate  from  Phenixville 
to  Toledo  might  in  itself  or  might  not  be  a  paying  price,  but  in 
order  to  manufacture  this  iron  our  builders  must  get  their  lime- 
stone to  the  furnace,  they  have  got  to  start  up  where  they  may 
have  been  idle,  they  have  got  to  bring  pig  to  the  furnace,  they 
have  got  to  bring  in  lumber,  or  something  to  construct  an 
addition  to  their  building,  and  putting  the  sum  of  all  those  in- 
terests together,  the  railroad  company  regards  them  as  an 
aggregate  of  transactions  of  value  at  varying  rates  aud  profits, 
some  of  which  may  produce  loss  if  standing  alone.  They  also 
combine  to  energize  various  and  may  be  most  desirable  other 
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local  interests  of  the  line,  and  so  subserve  in  every  way  the 
best  interests  of  the  people  of  the  state,  even  if  at  that  time 
we  do  not  reduce  the  rates  of  iron  all  over  the  line  of  its  rail- 
road, for  all  patrons  not  similarly  situated,  and  even  if  we  did 
not  at  once  make  those  special  rates,  the  public  tariff  rates, 
and  make  them  all  public  for  every  ro;id  and  every  competitor, 
and  every  canal  and  every  sailing  vessel  to  take  advantage  of, 
and  so  permit  them  to  go  down  a  little  below,  if  their  location 
justifies  it,  the  rates  so  made  by  the  Erie  Company  to  advance 
its  best  interests,  and  the  interests  of  the  people  of  this  state. 
I  believe  nothing  could  be  more  injurious  than  for  this  Com- 
mittee to  adopt  legislation  looking  to  such  a  result  as  that. 
Now,  we  further  ask  the  Committee,  in  this  matter  to  take  into 
consideration  that  we  have  here  960  miles  of  railway,  that  we 
have  connections  at  five  points  in  the  west,  and  seven  in  the 
east,  that  we  have  thirty-five  points  of  actual  contact  and  com- 
petition with  other  lines ;  that  we  have  in  addition  to  those 
thirty-five  points  of  actual  contact  and  competition,  five  hun- 
dred or  more  points  of  actual  competition  beyond  our  line  —in 
Pennsylvania,  in  Virginia,  in  Maryland,  in  Canada,  in  New 
England  and  everywhere  else — and  that  it  is  the  vast  aggregate 
of  these  things  that  we  decide  in  making  our  prices  shall  form 
the  sum  total  and  the  average  of  our  tariffs.  These  illustra- 
tions are  but  what  every  intelligent  railway  man  will  tell  you 
are  the  actual  conditions  with  which  he  must  deal  every  week 
and  month  of  his  labor  in  the  management  of  railways,  in  un- 
dertaking to  reconcile  this  great  problem  to  itself  as  well  as  to 
the  commeicial  world. 

By  Mr.  Shipman  : 

Q.  Now,  Mr.  Blanchard,  you  have  stated  the  tariff  you  found, 
the  changes  you  made,  and  the  reason  why  you  have  not  made 
them  in  the  form  of  a  permanent  schedule  published  to  the 
public  ;  now  you  have  got  to  make  a  formal  tariff  or  schedule 
on  all  the  lines  of  your  road,  and  make  it  as  near  permanent 
as  you  can  ?     A.  We  have.  , , 

Q.  Now,  I  want  to  know  on  what  basis,  as  a  matter  of  fact, 

must  you  make  a  tariff,  if  you  make  it  ?   A.  To  undertake  to  make 

a  tariff,  upon  any  one  and  unyielding  basis,  is  to  do  that  which 

I  do  not  believe  any  railroad  man  capable  of  under  the  con- 

•   ditions  we  encounter  ;  we  have,  for  instance,  on  the  east  end  of 
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bur  line,  the  rivalry  of  the  Lacka%ahna  febad  to  Paterson, 
entirely  in  the  state  of  New  Jersey  ;  our  contracts  are  between 
Paterson  and  Jersey  City ;  they  are  for  New  ¥ork  interests  ; 
they  cannot  be  reached  by  the  law  of  this  state,  and  no  com- 
mittee of  this  state  can  influence  it  under  any  circumstances, 
except  the  Legislature  of  New  Jersey,  and  the  questions  to  which 
I  have  referred  come  up  there ;  the  identical  question  did  come 
up  in  bidding  for  a  portion  of  the  work  of  the  elevated  railroads 
in  the  City  of  New  York  ;  we  competed  with  Edgemoor,  a  sta- 
tion near  Wilmington,  on  the  Delaware  river. 

Q.  On  whose  road  ?  A.  On  the  Philadelphia,  Wilmington, 
and  Baltimore  road.  Now,  any  rule  or  rates  that  we 
might  have  formerly  laid  down  for  the  charge  of  the  trans- 
portation of  that  property  by  rail  from  Paterson  to  New  York 
was  valueless  except  as  a  general  guide.  In  the  completion  of 
a  vast  work,  here  in  the  City  of  New  York,  various  and  vital 
considerations  spoke  to  us.  The  Paterson  bidders  procure 
their  coal  over  our  railroad,  they  started  up  foundries  that  had 
been  idle,  it  did  away  with  some  of  the  stagnant  conditions  of 
prior  loss  and  panic,  the  people  travelled  more,  it  increased  our 
commutation  passenger  business,  they  brought  in  fire  brick  at 
our  full  local  rates  for  the  purpose  of  lining  their  furnaces,  they 
brought  in  new  iron  material  from  other  parts  of  our  line  where 
they  could  get  it  cheaper  than  to  make  it,  it  aided  to  start  up 
the  silk  industries  of  the  City  of  Paterson,  it  helped  the  loco- 
motive works  which  built  the  Elevated  Railroad  locomotives ; 
and  here  was  an  aggregate  of  traffic  secured  to  us  by  judicious 
special  rates  where  an  inflexible  rule  might  .have  sent  the 
business  to  Edgemoor  and  Delaware,  and  what  possible  good 
could  that  have  done  to  any  interest  in  the  state  of  New  Jer- 
sey or  New  York? 

Q.  Eight  at  that  point  I  want  to  know  how  you  can  make  a 
tariff,  and  under  what  limitations  your  tariff  must  always  be  ? 
A.  Our  tariff  must  be  made  as  restricted  by  all  the  various 
restrictions  to  which  I  have  referred,  together  with  many 
others. 

Q.  Right  there,  then,  your  tariff  must  render  the  very  neces- 
sities of  railroad  interests  in  this  country  be  to  some  extent 
flexible  to  adapt  itself  to  the  circumstances  ?  A.  An  inflexible 
freight  tariff  enforcement  is  not,  in  my  judgment,  so  harmful  to 
the  railroad  as  to  the  community  which  is  subject  to  it.  • 
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Q.  I  mean  taking  all  interests  together  ?    A.  So  do  I ;  for 
instance,-  at  Paterson,  where  that  brought  us  a  thousand  doll- 
ars it  took  ten  thousand  dollars  into  the  City  of  Paterson.     I 
believe  that  in  attempting  to  miike  a  freight  tiiriff  with  all 
these    complications,   extended  into    every  human    industry  ,■ 
dependent  upon  transportation,  with  all  these  rival  railroads 
and    water   courses,  or   both  combined,  with  all  these  cities, 
with    all  the  contests  of   one  locality  with  another  ;  with  the 
fact  that    one   locality  is  a  grain  locality  and  another   is   not, 
with  the  fact  tbat  the  line  of  the  Delaware  river  produces  lum- 
ber and    Chemung  County   pioduces  grain,  with  the  fact  that 
the  western  division  of  our  road  from  Dunkirk  to  Horuellsville 
is  devoted  to  cheese,  and  another  part  to  leather,  we  must  regard 
them  fi'otn  entirely  different    standpoints  compared    with  the 
eastern  division  where  they  ship  milk  ;  that  one  branch  to  the 
north  runs  to  a  furnace,  and  one  running  to  the  south  runs  to 
a  dairy  product ;  another  running  to  the   north   runs  for  ice  ; 
our  Mount  Clair  branch,  for  instance,  is  to-day  largely  engaged 
in  the  trarsportation  of  ice  ;  and  we  cannot 'fix  any  unbending 
tariff  rate  upon  all  these  articles  that  will  be  just  to  the  public 
or  ourselves.     For  further  enforcement  of  my  view,  there  are 
five  hundred   and  twelve   articles  classified  in  our  west  bound 
classification ;  now,  to  multiply   five  hundred  and  twelve  arti- 
cles by    the   varying   number   of  similar  circumstances,  and 
again  multiply  that  by  the  number  of  people   in  different  cir- 
cumstances upon  the  line  of  our  road,  by  reason   of  difference 
of  localitj^,  etc.,  is  to  have  a  jumble  utterly  imposssible  to  un- 
derstand on  the  part  of  the  general  public ;   and  no  symmetry, 
no  fixed  rule,  no  unswerving  regulation  can  under  any  circum- 
stances prescribe   a  fixed   tariff  for  the  public  or  for  the  rail- 
roads that  will  be  equitable,  just  or  practicable. 

Q.  Now,  that  brings  you  to  the  point  where  I  want  to  put 
these  questions  to  you  ;  what  kind  of  a  tariff  is  praticable  to 
be  made,  and  what  one  do  you  propose  to  make  when  you 
come  to  that  point  hereafter,  just  elucidate  the  facts  upon  that 
point  ?  A.  I  have  undertaken,  Mr.  Chairman,  in  the  tariff  now 
under  discussion,  to  first  establish  between  the  through  points 
like  Buffalo  and  Dunkirk  and  New  York  and  Piermont  and 
Newburgh,  certain  rates  which  may  be  regarded  as  an 
average  of  the  present  through  tariffs  of  the  country,  sub- 
ject also  to    the   limitations  I  have  brie'fly   outlined.     Then, 
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going  over  the  list  of  special' rates  that  circilnQstances  have 
shown  were  made,  for  rnisous  which  subsequent  facts 
justified,  we  take  the  average  experience  of  all  the  officers 
of  onr  company  called  together,  its  division  superintendents, 
its  leading  station  agents,  its  district  agents,  of  which  there  are 
three  or  four,  of  those  officers  in  the  company  who  have 
served  it  faithfully  for,  from  15  to  25  years,  the  experience 
given  you  by  Mr.  Rutter  in  his  able  conduct  of  our  local 
affairs— take  all  these  experiences  and  facts  and  make  as  near 
average  rates  as  the  altered  circumstances  of  the  country,  the 
new  values  of  products,  the  competitions  of  the  canal,  the 
rivalry  of  companies  on  both  sides  of  us,  the  fixed  tariffs  on 
the  Lackawanna,  Northern  Central,  the  Oswego  Midland,  the 
Albany  &  Susquehanna— will  permit  us,  running  in  between 
those  various  interests,  lo  prescribe.  Any  such  tariff  as 
that  after  being  completed,  with  however  much  considerate 
care  for  all  interests,  is  in  itself  merely  a  general  guide  to  the 
rates  that  should  govern  us  in  the  management  of  our  busi- 
ness, for  it  cannot  with  all  the  complications  I  have  staled, 
and  which  will  reappear  in  new  forms  almost  monthly,  be  an 
inflexible  steel-clad  tariff ;  there  must  be  discretion  within,  the 
proper  officers  of  the  company  to  consider  the  circumstances 
such  as  I  have  before  detailed,  and  which  I  will  not  repeat, 
precisely  as  they  arise.  To  enforce  this  view,  I  desire  to  call 
the  attention  of  the  Committee  to  one  fuct ;  I  have  under- 
taken to  ascertain  the  probable  number  of  freight  transactions 
on  our  railroad  in  the  course  of  a  year. 

By  the  Chairman  : 

Q.  What  do  you  mean  by  freight  transactions?  A.  I  mean 
each  consignee  upon  each  way  bill  regarded  as  a  separate  trans- 
action; and  I  find  that  the  total  reaches  the  enormous  number 
of  1,987,600  transactions  in  freight  alone  by  the  actual  results 
of  our  audit  office  for  one  month.  Now,  for  any  committee  or 
any  theorist  to  tell  me  that  it  is  possible  to  govern  those  two 
millions  of  separate  transactions  by  an  inflexible  rule,  is  to 
tell  me  what  only  a  theorist  would  propose  ;  it  simply  cannot 
be  done,  and  if  done,  is  simply  a  surrender  on  the  part  of  some 
interests,  an  excessive  or  insufficient  charge  to  others,  and  by 
taking  away  all  discretion  either  from  the  merchant  or  the 
railway,  to  meet  the  currents  and  conditions  of  trade,  _  will 
create  an  injury  to  both.  Now,  there  are  upon  the  line  of  our 
road  160  leading  industries 
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Q.  I  want  to  ask  you  one  or  two  other  questions  before  you 
come  to  that ;  you  have  just  stated  that  owing  to  the  great 
variety  of  circumstances  and  the  number  of  transactions,  that 
it  will  be  impossible  to  make  an  inflexible  schedule  which  will 
govern  all  your  transactions  ;  now,  you  have,  you  say,  or  pro- 
pose to  have,  a  general  tariff  which  shall  be  a  general  guide  ; 
now,  in  the  administration  of  your  traflSc  department  with  such 
a  general  tariff,  you  have  got  to  make,  if  I  understand  you, 
special  rates  to  local  points  under  peculiar  circumstances? 
A.  I  believe  it  is  an  absolute  necessity. 

Q.  Now,  will  you  not  illustrate  the  necessity,  if  there  is  any 
— illustrate  the  necessity  and  principle  upon  which  those  local 
rates  must  be  based — local  special  rates  ?  A.  I  have  under- 
taken, Mr.  Chairman,  to  state  that  in  general  already. 

Q.  I  know,  but  I  want  to  call  your  attention  to  that  particu- 
lar point?  A.  I  will  assume  from  New  York,  passing  through 
New  Jersey,  and  terminating,  if  you  please,  at  Guymard  upon 
the  line  of  the  Erie  Railroad,  there  is  at  present  nothing  but 
a  small  station  with  twenty  houses  ;  the  people  are  entirely 
satisfied  to  pay  twenty-five  cents  per  100  pounds  on  first  class, 
and  fifteen  on  fourth  class,  if  those  are  the  rates  ;  but  adjoining 
Guymard  is  suddenly  discovered  a  large  deposit  of  iron  ore  ; 
now,  we  have  never  had  a  rate  from  New  York  to  Guymard 
upon  iron  ore,  for  the  excellent  reason  that  no  occasion  has 
ever  arisen  for  it ;  there  never  has  any  occasion  arisen  for  the 
transportation  of  a  ton  of  limestone  to  Guymard  or  a  pound 
of  pig  iron  away  from  it — no  special  rates  of  any  sort  or  descrip- 
tion; it  has  been  a  small  village,  simply  an  inlet  and  outlet 
to  points  in  the  neighboring  valley.  Now,  under  these  circum- 
stances, tariff's  made  whether  in  1865  or  a  week  before  such 
discovery  would  not  provide  for  that  industry ;  yet  if  those 
former  tariff  rates  made  in  the  absence  of  knowledge  of  such 
deposits  were  adhered  to,  that  iron  ore  would  have  to  stay  in 
that  hill,  and  that  limestone  would  have  to  stay  iu  other  hills, 
and  the  coal  that  is  now  over  in  the  limits  of  Pennsylvania 
would  not  be  brought  there  out  of  the  limits  of  another  state 
to  contribute  to  the  wealth  of  this  state.  Now,  the  discoverer 
comes  to  the  'Erie  Company,  and  solicits  consideration  of  all 
these  new  facts,  and  he  says  that  upon  application  to  the  agent 
at  Guymard,  who  may  receive  $15  per  month,  and  his  salary 
may  exceed  the  entire  revenue  of  that  station — he  has  been 
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advised  by  such  agent  that  the  tariff  rate  is  25  or  15  cents  for 
80  miles,  which  is  three,  four  or  five  cents  per  ton  per  mile 
which  would  absolutely  kill  his  new  iron  interest,  but  that  if 
we  would  modify  our  tariff  to  the  usages  and  rates  of  other 
larye  mineral  carriei's,  he  could  connect  with  him  capital  of  one 
friend  residing  in  Boston,  and  another  friend  living  in  Wash- 
iugton,  and  another  who  lives  in  Cleveland,  and  three  others 
who  live  at  New  York,  and  he  could  concentrate  this  foreign 
capital  within  the  limits  of  the  state  of  Ne^  York,  I  should 
unhesitatingly  and  gladly  sit  down  with  that  man,  find  out  what 
the  rates  between  New  York  and  the  corresponding  point  on 
the  Lehigh  Valley  or  Pennsylvania  or  any  other  railroad  which 
has  an  iron  furnace  likely  to  compete  with  him  were,  and  I 
should  make  him  in  the  first  place  as  low  a  rate,  even  under 
some  disadvantages,  as  he  required  at  that  point  in  competition 
with  his  and  our  rivals  at  other  points.  Then,  in  the  transpor- 
tation of  the  crude  material  to  his  furnace,  and  aivay  from  the 
furnace,  all  the  considerations  of  what  part  those  charges  might 
play  in  the  total  of  his  transportation,  and  the  results  to  our 
company,  to  himself,  and  the  whole  district,  would  be  fair  sub- 
jects of  mutual  consideration,  and  thereupon  the  tariff  would 
issue  at  rates  justified  by  our  conclusions. 

Now,  to  say,  Mr.  Chairman,  that  because  we  do  l;hat,  that  at 
ail  points  on  our  line  where  ore  never  has  been  and  may  never 
be  delivered,  where  a  furnace  may  never  be  built,  and  even  at 
Guymard,  where  still  farther  discoveries  or  the  failure  of  the 
first  enterprise  may  alter  or  modify  our  fiist  conclusions  and 
rates,  or  to  even  require  us  to  adopt  the  same  rates  on  other 
parts  of  our  line  where  the  circumstances  were  dissimilar,  that 
we  should  make  public  those  tariffs,  is  to  require  us  to  do  that 
which  might  be  of  no  value  to  anybody,  and  which  might  cause 
needless  harm  to  many  people. 

Q.  That  is  make  public  those  local  rates  ?  A.  Yes ;  make 
public  those  local  rates;  for  example,  if  the  rate  upon  lumber 
couHigned  to  that  point  for  the  erection  of  that  furnace  is  $1.50 
per  thousand,  while  for  one  of  the  previous  100  inhabitants,  who 
wanted  to  j)ul;up  a  house,  we  charged  $2  a  thousand,  the  latter 
can  afford  to  pay  the  $2  a  thousand  against  the  shipper  who 
pays  $1.50  a  thousand,  because  the  location  of  this  iron  fur- 
nace at  tliat  point  for  the  latter  laises the  price  of  the  former's 
real  estate  and  stimulates  his  interest ;  he  is  perhaps  the  owner 
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of  this  identical  property  upon  which  the  iron  or  liiwiestone  has 
been  found  ;  there  are  a  thousand  such  individual  interests  and 
considerations  entering  into  our  business,  and  what  harm  is 
done  to  that  individual  who  resided  there  before,  although  he 
may  get  a  car  load  and  the  iron  furnace  gets  but  a  car  load,  if 
we  make  a  lesser  rate  for  the  iron  furnace,  in  censideratioH  of 
its  larger  aggregate  business. 

Q.  Now,  have  you  any  statistics — any  facts  that  illustrate 
that  principal  of  special  rates  or  justify  it,  and  show  that  it  is 
not  an  injury  to  anybody?  A.  I  have,  Mr.  Chairaaau,  and  I 
would  be  very  glad  to  produce  it. 

By  the  Chairman  : 

Q.  Let  me  ask  you  one  question,  the  objections  that  you 
have  just  been  stating  to  -any  regulation  of  the  ©karacter  you 
mention  would  not  apply,  providing  all  the  railroads  with 
which  youcome  in  competition  could  be  subjected  to  the  same 
rule  ?    A.  No,  sir  ;  I  think  not  to  the  same  extent. 

Adjourned  to  Saturday,  October  18, 1879,  at  lO^o'cllock,  a.  m. 


New  Yoke,  October  18th,  1879. 
The  Committee  met  pursuant  to  adjournment. 

Present :  All  the  members  of  the  Committee  except  Messrs. 
HusTED,  Wadsworth  and  Grady. 

George  JR.  BluTichard,  recalled : 

By  Mr.  Shipman  : 

Q.  When  I  was  examining  you  yesterday  I  came  to  the  point 
in  regard  to  your  issuing  local  special  rates,  and  there  was 
some  interruption  by  counsel  and  by  the  Committee,  but  I 
believe  you  finished  substantially  the  first  branch  of  that  sub- 
ject ;  now,  I  want  to  ask  you  after  you  had  concluded  to  issue 
those  special  rates — the  special  local  rates,  as  they  are  termed 
— to  state  the  forms  in  which  they  are  issued,  and  the  reasons 
which  lie  at  the  basis  of  them ;  you  can  leave  out  the  statistics  ; 
I  will  call  your  attention  to  those  in  another  connection  ?  A» 
54 
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I  stated  yesterday  tlie  circumstances  that  might  attend  the 
making  of  special  rates  for  a  new  furnace  to  be  located  upon 
the  line ;  I  wish  to  say  further  that  the  location  of  another 
furnace  upon  another  part  of  the  line  or  a  branch  mighit  be 
attended  with  a  radical  difference  in  circumstances ;  they  might 
get  their  ore  at  a  different  distance,  it  might  come  from  a 
branch  line  and  require  a  terminal  expense  at  the  point  of 
junction  of  the  branch  line  with  the  main  line. 

By  the  Chaibman  : 

Q.  You  mean  a  branch  hne^  of  your  own  road  ?  A.  The 
branch  line  might  be  our  own  road,  and  might  not;  they  might 
get  their  limestone  at  varied  distances ;  they  might  be  nearer 
the  point  where  the  manufactured  product  was  needed  in  the 
west ;  so  that  we  could  get  a  better  rate  per  mile  over  the 
short  distances  than  over  the  long  ones ;  in  dealing  with  a  road 
of  the  magnitude  of  the  Erie,  the  number  of  stations,  and  the 
number  of  branches,  and  the  number  of  industries,  it  is,  of 
course,  impracticable  for  any  of  the  general  officers  of  the 
company  to  come  in  actual  contact  with  all  the  circumstances 
that  relate  to  each  case ;  therefore,  we  have  to  depend  upon 
the  best  advices  we  can  get  ;■  and  the  orders  of  the  company 
are  that  each  of  these  260  odd  station  agents  shall  corres- 
pond direct  with  the  general  freight  office,  or  the  other  proper 
officer — in  some  cases  the  Division  Superintendents  ;  in  some 
cases  the  General  Superintendent,  where  the  rate  is  combined 
with  the  use  of  cars ;  but  the  questions  that  relate  to  the  rates 
ultimately  end  in  the  traffic  department;  now,  this  number  of. 
station  agents  write  various  letters ;  the  Committee  probably 
understand  perfectly  well  from  the  causes  stated  yesterday 
that  the  Erie  Eailway  Company's  present  management  de- 
sires to  foster  these  local  industries;  that  is  a  thing  which  is 
as  well  kuoVvn  to  our  local  public  as  the  existence  of  the  New 
York  Times  is  to  the  citizens  of  this  city ;  and  they  write 
letters  to  the  various  ofiScers  of  the  company  stating  their 
views  and  wishes ;  it  is  also  a  direction  of  the  President  and 
myself,  and  well  understood  on  all  well  organized  railroads,  that 
the  Division  Superintendents,  who  are  passing  over  the  line 
day  by  day,  shall  take  constant  cognizance  of  all  facts  that  are 
presented  to  them  by  the  pubhc.  They  are  to  ascertain  and 
jseport  verbally  or  otherwise,   through  the  station  agent  or 
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otherwise,  wliat  circumstances  in  their  judgment  justify  the' 
acceptance '  or  refusal  of  propositions  made  by  the  various 
people  along  the  line  of  the  road.  In  addition  to  the  station 
agents  and  division  superintendents,  the  Erie  Railroad  Com- 
pany has  four  district  freight  agents  ;  upon  the  Eastern  Divi-; 
sion,  in  connection  with  the  milk  and  miscellaneous  traffic, 
Mr.  B.  V.  Jackson  ;  upon  the  Middle  or  Owego  Division,  Mr.  J. 
C.  Worthington,  of  Owego  ;  upon  the  Rochester  and  Western 
Division,  Mr.  B.  F.  Harris  of  Rochester ;  and  upon  the  general 
line,  reporting  direct  to  the  freight  agent,  and  having  his  head- 
quarters here,  Mr.  C.  C.  Winans  ;  who  are  travelling  over  the. 
road  constantly.  As  these  gentlemen  come  in  contact  with  the 
requirements,. requests  and  complaints  of  the  citizens  along 
the  line,  they  take  cognizance  of  what  they  say  ;  it  is  a  stand- 
ing order,  and  I  have  repeatedly  said  to  our  officers  that  we 
never  hear  when  a  transaction  is  satisfactory  to  the  public, 
and  we  are  paid  to  hear  the  complaints ;  and  the  orders  to 
these  gentlemen  are,  that  they  shall  report  to  us  in  the  fullest  ■ 
way  everything  of  importance  that  comes  to  their  notice.  I 
have  brought  with  me,  for  the  information  of  the  Committee, 
if  desired,  certain  papers  picked  at  random  from  communica- 
tions made  to  us  by  the  station  agents  and  otherwise,  to  illus- 
trate my  meaning  and  our  practice.  On  the  14h  of  August, 
1879,  our  agent  at  Binghamton  wrote  to  tis  in  relation  to  cer- 
tain shipments,  and  said  : 

"  The  Delaware,  Lackawanna  &  Western  will  take  all  this 
freight  at  4th  class,  to  all  points  they  can  reach,  and  they  have 
done  so.  If  we  do  not  give  them  the  same  rate,  they  will 
simply  take  the  whole  business  away  from  us,  and  give  it  to 
the  Delaware,  Lackawanna  &  Western." 

Accompanying  this  letter  is  the  proof  that  the  Lackawanna 
Railroad  did  this ;  this  relates  to  the  classification  of  certain 
articles,  which  under  a  literal  adherence  to  the. classification, 
would  all  be  at  the  same  class ;  now,  the  question  is  pre- 
sented in  that  case  to  the  Erie  Company  ;  what  shall  we  do  ?  > 
Shall  we  carry  the  property  from  New  York  to  Binghamton, 
leaving  in  the  state  of  New  York  more  money  than  if  it  went 
by  the  Lackawana  Railroad  at  the  same  price,  or  shall  we 
let  the  Lackawanna  Railroad  carry  it  ?  The  next  question  that 
is  presented  to  us  goes  with  it,  and  that  is,  if  we  carry  to  Bing- 
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ously with  that  redn<3tion  to  BdBghamton  maake,  over  960  miles 
of  railroad,  to  all  ipoiDts  out  on  the  Western  Division,  Little 
Yaliey,  'GattaffaMgus,  Bath,  a^itd  eveiy wh^ere  else,  a  sumuiltaneous 
redoictioiii  <m  ihe  •sanae  article  ?  We  do  not  regaird  .ourselves 
as  requimd  to  d<9  so  ^  it  is  not  customary  to  do  it,  and  we  do 
not  do  it ;  ikM  is  oiae  orf  the  ■sped.al  rates  that  is  made.  I 
have  feere,  daAed^fee  2&<jh  of  Augast,  1879,  another  letter  from  a 
large  bouse  in  Buffalo,  a-nd  as  a  sample  of  the  arguments 
mert^a^ts  use  with  us  as  to  quantity,  I  ask  the  permission  of 
the, Committee  4-o  read  it. 

<^.  That  ccwaes  from  a  shipper?  A.  This  comes  from  a 
large  shsppef  over  our  road. 

"  Buffalo,  N.  Y.,  August  25, 1879. 
"  John  Doyle,  Esq. 

"  Dear  Sir, — We  wish  to  know  something  definite  in  regard 
"  to  freights.  If  we  are  obliged  to  pay  the  same  rate  per  hun- 
"  dred  pounds  that  our  customers  pay  where  their  freigltt 
'■  does  not  amount  to  but  from  ten  to  twenty  dollars  per  year, 
"  then  we  must  make  «p  our  minds  to  go  out  of  the  jobbing 
"  trade  iiu  Buffalo.,  as  it  will  be  impossible  for  us  to  compote 
"  with  New  York  and  other  localities.  It  is  true  that  just  now 
"  we  are  enabled  to  get  most  of  our  goods  by  canal,  but  it 
"  takes  so  loag  to  get  them  that  it  is  a  great  inconvenience 
"  to  us. 

"  We  think  we  ask  no  more  than  our  right  when  we  ask  the 
"  railroad  company  to  bring  our  goods  at  a  reduced  rate. 
"  The  company  establishes  a  rate  at  which  they  can  aflford  to 
"  transport  one  hundred  pounds  of  goods  from  New  York  to 
"  Buffalo  for  any  and  every  one,  even  though  it  should  be  but 
"  one  hundred  pounds  in  a  year.  Now,  there  is  no  question 
"  but  what  they  can  afford  to  transport  in  large  quantities 
"  nearly  every  day  in  the  year  at  a  much  less  rate  than  they 
"  can  one  hundred  pounds.  Then  why  should  we  not  have 
"  the  benefit  of  what  the  company  can  afford  to  do.  You  car- 
"  ry  one  hundred  pounds  of  freight  from  New  York  to  Catta- 
"  raugus  station  for  twenty-three  cents,  and  charge  us  the 
"  same  (on  sugar)  where  we  ship  two  to  four  hundred  barrels 
"  per  week,  and  we  say  this  is  not  just,  simply  because  you  can 
"  afford  to  do  it  less. 

"  We  have  shipped  nearly  all  of  our  goods  by  the  Erie  Eail- 
"  road  for  nearly  twenty  years,  and  shall  be  glad  to  continue 
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"  charging  we  shaU  be  Gompelled  to  try  some  othei-  road.  We  are 
"  satisfied  (tbat  Kbchester  and  Syracuse  are  getting  their  goods 
"  at  old  rates,  and  we  also  believe  that  at  least  one  horase  in 
"  this  eity  does  the  same  thing.  We  trust  that  the  justice  of 
"  our  demand  wiU  be  admitted,  and  that  you  will  be  able  to 
"  afford  us  relief.     An  early  reply  is  requested." 

By  Mr.  Sterne  : 

Q.  Can  you  state  to  tbe  ■Committee  what  you  understand 
tbem  to  mean  by  the  old  rate ;  don't  it  mean  the  old  special 
rate  tbat  the  New  York  Central  gave  to  certain  shippers  ?  A. 
"  We  are  satisfied  that  Rochester  and  Syracuse  are  getting 
their  goods  at  old  rates ;"  I  think  that  refers,  to  the  special 
rate  made  by  the  New  York  Central  Road  to  the  merchants  of 
those  cities. 

Q.  The  old  special  rate  ?    A.  Yes,  sir. 

By  Mr.  Duguid  : 

Q.  Have  you  the  answer  tothatlettei;?  A.  We  declined  the 
application,  I  was  aboiit  to  state  ;  Buffalo  is  in  our  large  west- 
bound freight  pool ;  to  carry  this  freight  for  these  people  at  any 
reduction  from  23«ents  per  hundred  pounds  is  simply,  upo-n  the  : 
part  of  the  Erie  Railway,  to  carry  34  per  cent,  of  it  themselves 
and  pay  66  per  cent,  to  the  other  trunk  lines  in  the  pool,  Mne 
Baltimore  &  Ohio,  ahd  Pennsylvania  included,  so  that  if  the 
reduction  of  rates  exceeded  our  proportion  of  the  total,  ex- 
ceeded '64:  per  cent.,  which  is  about  our  percentage  in  the  pool, 
of  that  eiass,  the  result  would  be  that  the  Erie  Company 
would  carry  those  goods  for  nothing,  and  we  have  declined  to 
do  so  for  that  reason ;  there  is  some  justice  in  the  demand, 
standing  by  itself,  under  the  circumstances  ordinarily  prevail- 
ing among  railroads. 

-Q.  Right  there,  will  you  state  what  reduction  you  think 
should  be  made  to  just  such  shippers  as  that ;  what  that  re- 
duction should  be  from  the  retail  shippers  ?  A.  What  reduc- 
tion should  be  made  is  influenced  largely  in  our  minds  under 
the  idea  that  we  ciiarge  merchants  the  value  of  what  we  do  for 
them,  rather  than  what  we  can  get,  as  the  phrase  has  hereto^ 
fore  gone  ;  those  gentlemen  can  get  their  freight  xsarried  from 
here  to  Buffalo  during  the  summer  months  for  ten  cents  per 
hundred  pounds — twelve  at  the  outside ;  by  the  canal,  per- 
haps less.  .  " 
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Q.  This  man  does  not  put  it  on  that  basis?  A.  He  does 
partly ;  he  says  if  we  do  not  do  it,  he  must  go  to  the  canal. 

Q.  His  chief  argument  is  that  a  man  who  ships  only  a  hun- 
dred pounds  you  give  a  small  rate  to,  and  he  wants  his  reduced 
from  that  rate ;  now,  my  question  is,  What  reduction — setting 
aside  any  other  issues,  if  you  please — what  reduction  should 
be  made  between  what  he  terms  there  the  retail  shipper  and 
the  large  shipper  ?  A.  Under  various  circumstances  I  have  be- 
lieved that  the  reduction  depending  upon  quantity,  and  regu- 
larity in  the  taking  away  of  these  goods  from  our  stations 
should  be  made  from  five  to  twenty  per  cent. ;  and  prior  to  the 
obligations  which  the  company  had  assumed  to  other  com- 
panies in  the  pool,  that  was  a  rule  that  varied  with  the  circum- 
stances and  consideration  given  toit  by  the  various  officers  to 
whom  I  have  referred. 

Q.  Is  it  a  fact  that  a  great  deal  more  than  five,  or  twenty,  or 
fifty  per  cent,  is  given  "in  reduction  ?  A.  Not  upon  our  line ; 
in  no  case  that  I  am  aware  of. 

Q.  What  do  you  think  is  the  largest  reduction  from  the  re- 
tail rate  ? ,  A.  Upon  our  line  ? 

Q.  Yes  ?  A.  I  will  answer  that  question  with  a  great  deal 
of  pleasure,  if  time  may  be  given  to  look  at  the  rates. 

Mr.  Sterne — Take  the  case  of  grape  sugar  and  glucose  ship- 
pers. 

Mr.  Shipman — I  will  state  to  Mr.  Duguid  and  the  Commit- 
tee that  certain  special  rates  have  been  printed  in  the  exhibits, 
special  rates  over  the  Erie  Road,  and  we  shall  explain  each 
one  of  them,  and  I  presume  in  that  explanation  will  be  brought 
out  the  whole  theory  and  practice. 

Mr.  Duguid — This  question  was  suggested  by  this  letter. 

Mr.  Shipman — Of  course  I  was  alluding  to  the  last  question, 
as  to  what  was  the  greatest  reduction. 

The  Witness — I  will  answer  that  with  a  great  deal  of  pleasure ; 
now,  here  is  another  letter,  which  relates  to  a  specialty. 

"Vandalia  Extbact  Works, 

"  Vandalia,  N.  Y.,  27th  Jan.,  1879. 
"  E.  T,  Low,  Esq., 

"  Asst.  Gen.  Ft.  Agt., 

"N.  Y.,  L.  E.  &W.  Ry., 

"  New  York  : 

"  Dear  Sir,— Your  favor  of  24th  inst.  at  hand,  and  contents 


2S57 

"  noted.  Unless  you  can  give  me  a  rate  of  $10  per  car  on  hay 
"  from  Cuba  to  this  place,  I  cannot  ship  it.  Cannot  get  over 
"  8^  to  9  tons  in  an  ordinary  box  car,  and  at  the  rate  you  offer 
"  ($14),  it  would  be  no  object.  On  my  eigning  a  release,  it 
"  would  seem  that  you  could  give  me  the  rate  I  ask  for. 
"  Please  comply  with  my  request,  and  oblige 
"  EespectfuUy  yours, 

"A.  C.  Bishop." 
Please  reply  at  once." 

There  were  no  other  shippers  from  Cuba  ^o  Vandalia  of 
hay  ;  be  said  that  tbe  value  to  him  of  that  transaction  was  $10 
per  car ;  that  he  could  not  pay  us  $14  per  car ;  that  letter 
was  referred  to  Mr.  Winans  our  travelling  agent ;  it  was  looked 
into,  and  tbe  statement  of  tbe  party  was  confirmed. 

By  Mr.  Shipman  : 

Q.  You  acceded  to  the  rate  ?  A.  We  acceded  to  the  rate  ; 
but  we  did  not  because  we  made  that  ten  dollar  rate  between 
those  points  immediately  open  that  as  a  public  rate  on  hay, 
for  like  distances  all  over  the  Erie  Railroad  and  all  its 
branches,  and  there  was  no  necessity  for  it,  because  in  our 
judgment,  no  rate  which  was  made  from  Cuba  to  Vandalia 
could  affect  the  farmer  or  consumer  who  transported  hay,  for 
instance,  from  a  point  upon  the  Newburgh  branch  to  the  main 
line. 

In  another  case  : 

"  Great  Valley, 
"  KiLLBUCE,  Cattaeaugus^Co.,  N.  Y., 

"June  3d,  1879. 
"  E.  T.  Low,  Esq.  : 

.'.'Dear  Sir, — We  have  an  order  for  about  six  car  loads 
"  lumber  for  Little  Valley,  ten  miles  from  here,  and  without 
"  doubt  can  sell  all  that  is  needed  there  if  a  reasonable  rate 
"  can  be  given  ;  can  you  give  us  a  rate  of  $8  —  ten  tons ;  no 
"  car  to  be  loaded  (or  rated)  less  than  twelve  tons. 

"  We  also  have  150  cords  (15  car  loads)  wood  at  Vandalia 
"  which  we  can  sell  in  Dunkirk  at  $4  delivered.  Can  we  have 
"  our  Great  Valley  lumber  rate  extended  to  Vandalia,  N.  Y.  ? 

"  B.espt,  yours, 

"  J,  M.  Bemis  &  Co." 
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By  the  Chairman  : 

Q.  Are  those  instances  which  have  been  made  an  abstract 
of?  A.  No;  they  are  not;  they  were  taken  at  random;  I 
asked  for  a  few  instances  of  letters  that  were  received,  and 
this  package  came  back  to  ns  from  the  freight  office. 

Mr.  Shipman — They  are  letters  selected  at  random  ftom  the 
correspondence  from  the  freight  department  showing  the 
needs  of  the  traffic,  the  needs  of  the  shippers,  or  what  they 
claim  to  be  their  needs,  addressed  to  the  freight  department, 
for  special  rates,  and  stating  what  was  done  and  the  grounds 
upon  which  it  was  done,  as  an  illustration  of  the  policy  of  the 
road  in  connection  with  the  demands  of  the  public. 

By  Mr.  Bakeb  : 

Q.  Can  you  give  the  number  of  such  communications  in  a 
month  ?  A.  I  could  not,  but  I  should  say  they  average  ten 
a  day  ;  I  will  undertake  to  average  last  month,  and  give  you  an 
answer ;  that  case  was  referred  to  Mr.  Winans  ;  this  letter  is 
dated  the  3d  of  June,  and  on  the  9th  of  June  the  order  issued 
from  the  freight  office,  and  the  arrangement  and  the  rate  asked 
for  were  complied  with ;  the  form  of  this  order  is  printed,  and 
is  this : 

"  Genekax  Freight  Office, 

"  New  York,  June  9th,  1879. 
"  Agt.  Great  Valley  : 

"  Dear  Sir, — I  have  made  special  rate  with  J.  M.  Bemis  & 
"  Co.  to  transport  lumber  in  car  loads  from  Great  Valley  to 
"  Little  Valley  at  $10  per  car — twelve  tons. 

"  Previous  rates  in  favor  of  above,  and  of  like  character,  are 
"  hereby  abrogated. 
"  This  order  expires  when  ordered." 

I  would  like  to  have  the  Committee  look  at  the  form  of 
order  that  is  used  by  usiin  these  cases  (handing  the  paper  to 
Chairman). 

Mr.  Shipman— You  will  state,  before  you  get  through  with 
this  drawback,  the  character  of  that  lumber  shipment  and  the 
surrounding  circumstances,  and  the  reasons  of  your  action  "> 

The  Witness— Yes. 
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By  Mr.  Bakek  : 

Q.  That  rate,  then,  continues  in  force  in  favor  of  that  indi 

vidual A.  Until  further  orders-  until  it  is  ordered  to  the 

contrary. 

Q.  And  it  is  not  a  rate  given  to  anybody  else  ?  A.  It  is  not  a 
rate  given  to  anybody  else,  simply  because  we  have  no  other 
shippers  of  like  articles  between  those  points ;  now,  upon  that 
one  point,  bad  anybody  else  asked  us  for  the  same  rate  under 
the  same  circumstances,  we  should  have  given  it ;  we  ought  to 
have  given  it,  if  we  did  not. 

Now,  one  other  case,  that  has  been  regarded  as  a  discrimina- 
tion in  these  rates,  is  brought  up  by  the  next  letter. 

Mr.  Shipman — One  moment ;  don't  you  want  to  state  the 
peculiarities  of  that  lumber  shipment ;  I  don't  know  but  you 
have,  in  stating  that  they  were  the  only  parties  shipping? 

The  Witness — I  think  that  is  all. 

Mr.  Shipman — Go  on,  then. 

The  "Witness — A  manufacturer  of  doors,  windows,  blinds 
and  mouldings,  Ac,  at  Hornellsville,  wrote,  on  the  26th  of 
May,  1879,;to  the  general  freight  agent : 

"  Replying  to  your  favor  of  yesterday,  will  say  that  we  must 
"  have  low  rates,  to  get  our  goods  into  New  Jersey  and  Penn- 
"  sylvania,  as  we  come  into  competition  with  Williamsport, 
"  and,  from  the  west,  with  Buffalo,  who  can  reach  those  points 
"  that  we  wish  to  reach  at  less  rates  than  we  can.  We  under- 
"  stand  that  the  rates  we  ask  for  are  low,  perhaps  too  low,  but 
"  what  can  be  done,  if  other  roads  besides  the  Erie  give  low 
"  rates  ?     She  must  do  it,  or  her  patrons  are  ruined." 

That  is  the  substance  of  the  argument,  and  then  it  pro- 
ceeds : 

"  The  Lehigh  Valley  gives  rates  to  Philadelphia,  Trenton, 
"  &c.,  at  30  cents ;  if  you  could  give  us  rates  at  10  cents,  which 
"  we  said  to  Mr.  Taylor  we  expected  you  would,  we  could 
'=  reach  these  points  at  40  cents  and  $40  per  car ;  if  you  think 
"  this  lower  than  you  can  stand,  make  it  12  cents  per  one 
"  hundred  pounds,  |12  per  car.  We  have  to  sell  goods  fear- 
"  fully  low  this  year,  else  we  should  not  annoy  you  so  much 
"  about  rates.  Please  give  this  your  early  attention. 
"  Truly  yours, 

"  MoOoNNEii  &  Co  " 
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That  matter  was  investigated ;  that  letter  is  dated  on  the 
26th.  of  May ;  on  the  3rd  of  June  the  agent  at  HornellsTille 
was  advised : 

"  I  have  made  special  rate  witli  McConnell  &  Co.  to  trans- 
"  port  sash,  doors,  blinds,  &o.,  from  HornellsAdlle  to  Waverly 
"  when  destined  to  Lehigh  Valley  points,  at  15  cents  per  one 
"  hundred  in  small  quanties,  and  $12.50  per  car  lot." 

A  feature  that  might  be  regarded,  and  lias  been  at  some 
stages  of  this  testimony  alleged  as  a  discrimination  by  us,  is 
that  if  our  rate  to  a  citizen  of  Waverly  is  20  cents  per  100  lbs 
and  our  proportion  of  a  rate  from  the  same  point  on  like  freight 
going  into  Pennsylvania  gave  us  less  than  20  cents,  that  is  alleged 
as  a  discrimination  by  us.  Now,  if  the  charges  of  the  Leh.igh 
Valley  Eailroad  Company,  added  to  ours,  make  those  sash, 
doors  and  blinds  cost  tlie  consignee  at  Wilkesbarre  25  per  cent, 
more  than  they,  cost  the  citizen  of  Waverly  for  the  same  thing, 
howfis  that  discrimination  against  the  citizen  of  Waverly? 
ThisI  is  done  repeatedly  by  the  company  for  the  purpose  of 
enlarging  the  industries  upon  its  line  and  carrying  them  into 
other  states,  although  the  proportion  of  the  rates  accruing 
to  the  Erie  Railroad  to  the  point  of  junction  where  it  leaves 
the  state  is  less  than  the  rate  that  it  receives  to  the  same 
point  of  junction  for  a  party  resident  locally  at  that  point. 
The  same  thing  is  true  in  a  great  many  cases  that  have  oc- 
curred, in  reference  to  Boston,  if  you  please;  assume  our 
rate  upon  leather  from  the  line  of  our  road  to  the  City  of 
New  York  to  be  25  cents  per  hundred  pounds,  and  a  tanner 
says  to  us :  "I  can  enlarge  my  industry  here,  and  give  you  the 
transportation  of  more  bark  and  more  green  hides,  if  you  will 
give  me  a  rate  of  30  cents  to  Boston,"  and  that  is  but  5  cents  in 
excess  of  the  New  York  rate ;  now,  out  of  the  30  cents  accruing 
to  Boston,  the  proportion  of  the  Erie  Eailroad  is  20  cents  to 
New  York,  instead  of  25  cents,  which  it  gets  upon  the  business 
going  to  the  resident  of  the  City  of  New  York ;  it  is  the 
belief  of  the  railroad  companies,  upon  which  they  have  acted, 
that  in  all  such  cases,  although  the  proportion  of  the  rate 
accruing  to  New  York  is  less  than  the  rate  charged  the  citizen 
of  New  York,  that  taking  the  aggregate  interests  of  the  state, 
our  railroad,  our  engineers  and  firemen  that  we  pay,  the 
laborers  who  load  it,  those  who  unload  it,  the  good  of  the 
merchant  who  ships  it,  the  uaaii  whp  s§Us  the  bark,  the  one 
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who  ships  the  green  hides,  the  man  who  kills  the  steer  from 
which  the  green  hide  was  made,  wherever  he  may  be — for  we 
have  to  look  at  this  matter  froin  a  National  rather  than  a 
state  standpoint — that  it  is  an  aggregate  good  to  the  interests 
of  the  state  of  New  York  and  the  whole  country,  and  that  a 
difference  of  five  cents  is  not,  in  a  fair  interpretation,  a  dis- 
crimination against  the  state  of  New  York  or  any  of  its  citizens. 

By  the  Chairman  : 

Q.  When  you  make  a  New  York  rate  of  25  cents,  can  you 
make  a  paying  Boston  rate  at  30  cents  ?  A.  Sometimes  we 
can,  and  sometimes  not ;  we  have  to  depend  upon  the  connect- 
ing lines  from  here. 

Q.  We  found  by  investigating  the  roads  in  the  northern  part 
of  the  state,  that  they  carry  freight  to  their  terminal  points, 
at  Ogdensburgh,  Morristown  and  Clayton,  at  certain  charges, 
and  freight  destined  for  Canadian  points,  they  took  from  30  to 
40  per  cent,  less  ;  would  you  justify  that  also  ?  A.  I  would  in 
some  cases  ;  I  would  like,  if  the  Committee  desire  to  go  into 
that  subject,  to  submit,  before  we  are  through  with  it,  a  report 
by  the  Engineer,  or  some  officer  of  the  French.  Government, 
upon  an  identical  state  of  affairs  on  freights  coming  from  the 
Mediterranean  and  passing  through  France,  and  the  propor- 
tions accruing  to  the  French  railroads  in  comparison  with  the 
charge  to  the  citizens  of  France  themselves ;  I  know  of  no 
paper  that  treats  that  subject  as  exhaustively  or  intelligently, 
and  1  had  intended  before  I  got  through  to  ask  permission  of 
the  Committee  at  least  to  submit  it  for  identification. 

By  Mr.  DuGuro  : 

Q.  Will  you  tell  the  Committee  why  you  could  not  take 
that  leather  for  the  New  York  dealers  at  the  same  price  that 
you  take  the  Boston  leather  dealer's  leather  ?  A.  In  the  first 
place,  because  the  Boston  leather  dealer's  leather  costs  him 
30  cents  at  Boston,  and  25  at  New  York ;  and  the  New  York 
merchant  has  an  advantage  in  the  market  at  New  York  of  five 
cents  per  hundred  pounds  ;  in  the  second  place,  we  believe 
that  the  transactions  of  the  Erie  Company  should  stand  as  a 
whole,  that  if  equal  quantities  went  to  each  point,  and  the  rate 
upon  one  was  25.  cents  and  the  other  20,  the  fact  is  properly 
stated  when  we  say  that  we  charged  an  average  of  22^  cents 
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wHch  was  no  more  than  the  value  that  we  rendered  for  the 
transportation  of  those  goods  to  those  two  cities ;  and  that  to 
disregard  all  circumstances  connected  with  the  different  loca- 
tions of  merchants,  and  to  take  cognizance  only  of  those 
circumstances  adverse  to  the  carriers  is  an  injustice  to  the 
railroads,  and  gives  the  merchant  getting  the  cheaper  rates 
adva.ntages  all  the  time. 

By  Mr.  Sterne  : 

Q.  Suppose  that  you  were  to  carry  at  the  same  rate  to 
Boston  and  New  York,  would  that  be  just?  A.  The  same 
rate  to  Boston  ? 

Q.  Yes  ?    A.  I  think  not,  and  we  do  not  do  it. 

Q.  You  do  carry  from  Boston  ?  A.  From  Boston,  and  at 
the  proper  time  I  will  give  you  the  reasons  for  it  fully. 

By  the  Chairman  : 

Q.  The  complaint  is  not  that  your  rates  are  too  high,  but 
that  you  do  average  it,  that  you  make  a  paying  rate  upon 
an  average,  which  is  at  the  expense  of  one  individual  or  asso- 
ciation to  the  advantage  of  another  ?  A.  If  we  made  a  rate 
to  the  City  of  New  York  25  cents  for  one  man,  and  we  gave 
another  15,  there  would  be  no  justification  in  that. 

By  Mr.  Duguid  : 

Q.  Both  living  in  New  York  ?     A.  Both  living  in  New  York. 

By  Mr.  Shipman  : 

Q.  I  don't  want  to  interrupt  yoa,  but  I  want  you  to  state 
right  there — you  take  the  case  of  the  producer  of  leather  on 
the  line  of  your  road  who  wants  to  ship  to  Boston  ;  you  have 
given  that  illustration  ;  you  gave  him  a  rate  to  Boston  at  30 
cents,  while  your  rate  to  New  York  was  but  *25  cents  ;  is  that 
rate  that  you  give  to  Boston  any  injury  to  another  party  who 
ships  to  New  York  ?  A.  I  am  unable  to  understand  that  it  is, 
and  I  can  only  answer  that  by  saying  that  during  my  adminis- 
tration of  freight  affairs  of  the  Erie  Road,  and  acting  upon 
this  rule,  we  never  have  had  a  complaint  from  anybody  or  any 
organization,  this  Chamber  or  the  Board  of  Transportation,  or 
any  resident  along  the  line  of  our  road,  for.  having  done  that 
thing  ;  on  the  contrary,  when  we  meet  these  gentlemen  who 
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ask  these  extended  privileges  and  rates  to  carry  their  business 
into  new  fields  of  sale — this  circumstance  of  the  leather,  for 
example,  although  the  New  York  merchant  may  find  fault  if  he 
ascertains  that  our  proportion  to  Boston  is  less  than  the  rate 
to  New  York,  the  other  end  of  the  line  and  all  the  parties 
connected  with  it  are  delighted,  and  congratulate  us  upon  what 
we  have  done  ;  it  is  between  the  man  that  congratulates  us 
and  the  man  that  condemns  us,  that  we  must  strike  an  average 
in  public  opinion ;  I  can't  help,  Mr.  Chairman,  being  a  little 
argumentative  at  times. 

Now  I  have  stated  to  the  Committee  the  forms  upon  which 
these  changes  are  issued  to  the  public  ;  when  these  arrange- 
ments are  made,  they  are  made  in  some  cases  by  notices  given 
as  open  rates ;  that  is  the  form  that  I  have  already  submitted 
to  the  Committee  ;  in  certain  other  cases  where  the  question 
submitted  to  us  is  of  a  general  character,  and  justifies  a  gen- 
eral reduction  in  the  rates,  another  form  is  used  upon  different 
classes  to  a  number  of  points,  and  I  simply  hand  one  to  the 
Committee  for  its  information. 

The  witness  produces  blank  forms  of  various  open  reduc- 
tions, which  is  marked  for  identification,  "  Exhibit  No.  1,  Oct. 
18,  1879." 

By  the  Chaieman  : 

Q.  This  is  a  different  form  from  the  one  that  you  handed 
me  ?  A.  Yes ;  the  first  is  to  the  local  points  on  the  line — the 
general  form ;  the  second  is  the  open  rate— the  general  form  ; 
the  third  is  the  rate  for  points  beyond  our  line — the  open  form. 
Various  considerations  influence  us  as  to  when  the  rate  should 
be  billed  open  or  "  flat,"  as  it  is  termed,  or  when  it  should  be 
billed  at  the  tariff  rate  and  a  rebate  paid  upon  the  termination 
of  the  transaction.  An  examination  which  must  of  necessity  be 
but  partial,  leads  me  to  state  to  this  Committee  that  nine- 
tenths  at  least  of  all  the  transactions  upon  our  road  are  made 
by  these  open  forms  of  special  rate  ;  the  other  one-tenth  are 
influenced  by  a  variety  of  causes,  many  of  which  I  have  stated 
to  the  Committee  as  growing  out  of  the  competition  of  our 
road,  not  only  with  roads  common  to  it,  but  with  competition 
like  the  Elevated  Kailroad  iron  of  yesterday,  if  you  please 
whqre   it  would  be  desirable  for  us,  if  requested  by  the  for- 
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Warder,  who  may  have  some  contract  in  which  he  desires  to 
put  his  freight  bills  to  show  what  it  cost  him  ;  a  great  many 
reasons  are  constantly  being  urged  upon  us  why  this  should 
be  done. 

Now  I  have  a  case  in  hand  of  a  voucher  paid  to  H.  K- 
and  F.  B.  Thurber  &  Co.,  in  April,  1879  ;  "  Over-charge 
on  freight  from  Jersey  City,  consigned  to  Soule  &  Eidgeway, 
Corning,  N.  Y. ;  300  quarter  sacks  of  salt,  22,770  pounds 
charged  at  20  cents— $45.54  ;  should  be  22,770  at  15  cents— 
$34.16,"  the  drawback  being  $11.38,  which  Messrs.  Thurber 
received  upon  that  transaction,  to  a  local  station  on  the  Erie 
Eoad,  although  a  competing  point  by  way  of  the  New  York 
Central. 

Q.  Was  that  an  overcharge  proper  ?  A.  It  was  not  an  over- 
charge proper. 

By  Mr.  Sterne  : 

Q.  What  date  is  that  ?  A.  This  voucher  is  dated  the  19th 
of  April,  1879  ;  upon  inquiring  the  reason  why  this  drawback 
was  paid  to  Messrs.  Thurber — and  we  have  no  means  of  know- 
ing whether  they  retained  and  made  that  profit,  or  whether 
they  gave  it  to  the  Corning  consignee,  or  whether  they  divided 
with  the  Corning  consignee  and  kept  part  of  it  themselves,  and  it 
is  none  of  our  business  to  inquire,  except  as  they  inquire  into 
our  affairs — I  found  that  the  statement  made  at  that  time  by 
Messrs.  Thurber,  in  soliciting  this  drawback,  was  that  salt  was 
delivered  to  Owego  and  Elmira,  on  the  line  of  our  road  from 
Philadelphia,  at  $30  per  car  ;  that  in  order  to  compete  with  a 
rate  of  $30  per  car,  it  was  necessary  that  they  should  have  a 
drawback  on  the  Erie  Eoad  to  a  point  which  was  eighteen 
miles  west  of  Elmira,  and  at  the  same  time  the  Elmira  mer- 
chant sold  salt  in  competition  with  the  Corning  man,  and  he 
wanted  to  come  at  least  half  way  towards  Elmira  and  sell  it. 
We  did  not  stop  to  take  into  consideration  that  the  probabili- 
ties were  that  he  would  sell  all  that  salt  west  of  Corning,  where 
the  Elmira  merchants  did  not  come  in  equal  competition  with 
him  ;  but  without  any  knowledge  on  that  point,  they  referred 
this  matter  at  that  time  to  us,  and  Mr.  Ward,  our  agent  in  this 
City  on  Broadway,  who  has  these  matters  in  charge,  promptly 
conceded  the  reduction,  and  carried  it  for  $10  per  car  less 
from  New  York  than  the  rate  named  from  Philadelphia.     In 
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that  case  we  believed  that  this  drawback  by  voucher  through 
the  general  oflSce,  was  not  only  justifiable  but  necessary  for 
the  protection  of  all  our  interests  ;  as  we  might  get  the  road 
from  Philadelphia  to  Elmira  to  advance  its  rate  of  $30  per 
car.  I  understand  that  Messrs.  Thurber  and  Soule  &  Eidge- 
way  found  no  fault  with  the  rate  of  $30  a  car;  they  did  not  say 
it  was  in  excess  of  the  value  that  we  rendered  them  in  the 
transportation,  but  that  some  other  market  could  come  in 
and  carry  it  for  $30  a  oar ;  that  is  an  argument  that  we  are 
compelled  to  listen  to  frequently  on  the  part  of  intelligent 
merchants  day  after  day,  month  after  month,  and  year  after 
year ;  and  it  is  circumstances  like  that  that  requires  us  to 
make  a  drawback.  I  desire  at  this  point  to  state  the  care 
that  is  taken  in  the  payment  of  these  drawbacks,  to  show  that 
it  is  not  of  the  loose  character  that  has  been  in  some  quarters 


By  Mr.  Shipman  : 

Q.  WiU  you  stop  one  moment  there ;  what  are  the  consider- 
ations on  that  and  similar  transactions,  that  induce  you  to  put 
the  reduction  in  the  form  of  a  drawback  instead  of  lowering 
the  rate  ?  A.  Had  we  made  the  rate  openly  to  Corning,  we 
find  that  the  average  merchant  is  so  anxious  to  get  a  reduc- 
tion, that  he  might  take  our  freight  bills,  send  them  to  his  mer- 
chant in  Philadelphia  or  Baltimore,  and  that  merchant  is  not 
above  presenting  that  freight  bill  at  the  office  of  the  Pennsyl- 
vania EaUroad  for  the  purpose  of  getting  a  still  farther  reduc- 
tion from  Philadelphia  to  Corning,  Waverly,  Owego,  Bing- 
hamton,  Elmira,  or  anywhere  else;  that  freight  bills  at 
reduced  rates  are  hawked  about  in  that  way,  is  a  matter  that 
we  have  to  deal  with  day  by  day ;  and  before  these  pools  were 
formed,  by  which  these  unfair  concessions  as  well  as  concessions 
that  might  be  proper,  were  stopped  practically,  these  freight 
bills  were  presented  to  us  constantly  to  show  what  was  being 
done  by  other  roads.  In  this  case  we  believed  that  inasmuch 
as  we  accomplished,  the  same  result  for  the  New  York  merchant 
and  the  Corning  merchant,  and  prevented  anybody  showing  our 
freight  bills,  or  if  they  showed  them,  they  would  only  convince 
that  our  rate  was  the  higher  price  at  Corning,  that  we  were  bene- 
fiting New  York,  and  we  were  taking  traffic  away  from  Phila- 
delphia or  from  Baltimore.   Other  considerations  influence  usin 
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the  payment  of  these  amounts  by  voucher  ;  for  example,  a  party 
comes  to  us  and  says,  "  I  will  undertake  to  give  you  if  you  will 
give  me  certain  special  rates  for  a  manufacturing  establish- 
ment, twenty-five  car  loads  per  day  of  inward  freight,  being 
the  raw  material,  and  fifteen  car  loads  per  day  of  outward 
freight,  being  the  manufactured  product."  We  ask  him  if  he 
believes  that  he  has  over-estimated  his  ability,  if  he  has  con- 
sulted the  markets,  and  can  enlarge  his  business  to  that  extent ; 
he  says  he  can  ;  we  go  on  and  put  in  a  new  siding  at  that 
point,  we  erect  a  new  platform  for  the  purpose  of  receiving  or 
discharging  his  property,  we  add  a  check  clerk  to  the  freight 
station,  we  add  numerous  laborers  to  the  freight  station,  and 
we  then  say  to  him :  "  we  will  bill  this  property  to  you  at  the 
tariff,  or  something  above  your  contract  price,  and  we  will  hold 
the  difference  between  your  contract  price,  and  the  price  at 
which  we  bill  it,  as  a  penalty  which  each  and  every  merchant 
has  a  right  to  hold  in  his  hands  if  he  can  get  it  to  hold  for 
the  fulfillment  of  that  contract."  If,  upon  the  expiration  of 
his  agreement  at  the  end  of  the  month,  he  has  shipped  the 
tonnage  he  said  he  would,  and  has  received  the  tonnage  he  said 
he  would,  and  has  in  that  manner  complied  with  the  terms  of 
his  agreement,  we  then  refund  in  good  faith ;  if  he  has  not, 
the  usual  result  is  that  some  compromise  is  arrived  at,  which 
may  be  different  from  that  which  either  party  understood  theyv 
would  get  at  the  beginning  of  the  business. 

By  Mr.  Sterne  : 

Q.  Do  I  understand  you  to  give  this  as  an  actual  case  ?  A. 
I  give  it  as  an  actual  case  from  several  actual  cases. 

Q.  You  do  not  undertake  to  say,  that  that  illustration  covers 
all  your  drawback  and  overcharge  accounts?  A.  By  no 
means  ;  a  third  cause  arises  for  giving  a  rebate  instead  of  an 
open  rate.  Our  agent  at  Buffalo  is  approached  by  a  party  who 
desires  to  ship  100,000  bushels  of  grain  from  Buffalo  to  New 
York,  the  canal  rate  being  8  cents  a  bushel ;  he  says  he  will 
give  it  to  us  for  8|  cents  a  bushel;  the  caaal  rate  at  that  time 
is  firm  at  8  cents  ;  and  we  say  to  him,  "  we  will  bill  this  wheat 
for  you  at  10  cents  a  bushel,  and  we  will  refund  you  tbe  differ- 
ence upon  the  completion  of  your  contract."  If  we  do  not  so 
do  it,  it  is  our  experience  that  these  transportation  reformers 
would  go  to  the  canal,  if  rates  dropped  to  6  cen-ts  a  bushel, 
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when  they  had  shipped  even  4,000  bushels  of  that  wheat 
and  they  would  plead  that  the  markets,  or  their  New  York  con- 
signee, or  somebody,  rendered  them  unable  to  comply  with  our 
arrangement ;  and  if  we  had  charged  them  10  cents  a  bushel, 
and  it  was  the  arrangement  that  we  should  collect  10  cents  a 
bushel  for  that  wheat,  they  come  up  to  the  scratch ;  and  if  they 
do  not  do  it,  they  ship  just  wherever  they  can  get  the  lowest 
price.  This  is  not  true  always  but  makes  the  rule  for  action. 
Now  the  canal  rates  change  upon  five,  ten,  fifteen  or  less  min- 
utes notice ;  we  cannot  make  a  rate  at  Bufi'alo,  that  fluctuates 
as  often  as  that ;  we  do  not  like  to  put  into  the  hands  of  our 
agents  at  Bufi'alo  any  discretion  of  that  sort ;  and  in  order  to 
secure  the  performance  of  contracts  upon  grain,  and  also  to 
have  uniform  billing  rates  for  our  clerks  and  collectors,  it  is 
repeatedly  done  that  these  drawbacks  are  paid,  and  that  form 
of  concession  is  completed  by  drawback  rather  than  by  an 
open  rate. 

By  the  Ohaieman  : 

Q.  I  understand  you  to  take  the  position  that  a  contingent 
drawback  is  the  only  guarantee  which  you  can  exact  for  the 
fulfillment  on  their  part  ?  A.  Por  the  fulfillment  on  their  part 
of  the  agreement  with  us,  and  we  find  that  this  is  not  limited 
to  the  railroads,  but  it  is  done  by  the  canal.  I  have  a  letter 
here  from  the  agent  of  the  Union  Steamboat  Company's  canal 
line,  (producing  a  letter) :  "  In  reply  to  your  enquiry  about 
special  rates,  I  would  say,  that  special  rates  are  given  both  to 
Buffalo  and  to  points  beyond.  The  regular  rate  by  the  line  to 
Buffalo  is  10  cents  per  hundred  pounds." 

Q.  Does  he  mean  special  rates  on  the  canal?  A.  On  the 
canal ;  "special  rates  as  low  as  6|  cents  are  given  on  Buffalo 
freight  by  the  various  lines  and  carriers."  Now,  if  we  started 
in  competition  with  the  canal  upon  any  given  case  at  10  cents 
per  hundred  pounds,  and  they  gave  a  special  rate  at  6|^  cents 
per  hundred  pounds — they  pay  the  State  their  fixed  toll,  and 
there  is  no  farther  control  over  that  rate — circumstances  or 
anything.  In  order  to  secure  our  west-bound  business,  in 
certain  cases,  with  these  very  Buffalo  merchants,  against  what 
rate  a  carrier  upon  the  canal  may  charge,  we  billed  his  prop- 
erty in  times  past  at  the  tariff  rate,  and  required  him  to  pay  it, 
-knowing  that  if  the  canal  wan  drops  3|  cents,  we  hold  a  pen- 
56 
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alty  in  excess  of  what  the  canal  men  drop,  and  the  Buffalo 
consignee  is  bound  then  to  continue  his  shipment  by  us,  else  he 
cannot  collect  his  overcharge.  There  are  other  minor  consid- 
erations, sometimes,  affecting  the  credit  of  a  party  on  our  line ; 
if  it  is  known  by  our  Superintendent  that  Mr.  A.  has  entered 
a  certain  business,  and  that  he  failed  two  years  ago,  and  owed  a 
station  agent  a  certain  sum  of  money,  then  although  we  may 
not  pay  by  rebate  for  the  purpose  of  quantity,  we  take  into 
consideration  that— a  perfectly  fair  and  mercantile  consider- 
ation. We  have  an  auditor  of  station  accounts,  who  is  con- 
stantly passing  over  the  line  investigating  these  matters ;  if  he 
reports  to  the  Treasurer,  Auditor  or  the  Division  Superintend- 
ent that  Mr.  A.  when  he  failed  last  year  at  Station  0,  owed 
the  company  $75,  and  he  has  gone  ten  miles  from  there  to 
Station  D,  into  another  business,  and  we  think  we  will  in  the 
increase  of  his  business  recover  the  175  and  a  good  deal  more, 
and  we  do  not  think  his  credit  under  those  circumstances  is 
quite  good  enough  to  immediately  put  into  operation  his 
special  rate ;  we  may  say  to  him :  "  If  you  can  convince  us  that 
you  have  added  capital  enough  to  your  business  to  proceed 
with  it  and  pay  us  the  regular  rate,  we  will,  regardless  of  con- 
siderations of  quantity  refund  to  you  the  amount  down  to  the 
special  rate  we  have  agreed  to  charge."  There  are  other  things 
that  I  will  not  weary  the  Committee  with,  but  those  are  the 
principal  considerations. 

I  now  desire  to  explain  to  the  Committee  the  process 
through  which  these  vouchers  go.  In  the  first  place,  the 
notices  which  have  been  taken  cognizance  of  by  the  Committee, 
are  sent  to  the  forwarding  agent,  to  the  receiving  agent  and  to 
the  auditor  ;  upon|the  arrival  of  the  way  bill — a  copy  of  every 
way  bill  made  over  the  railroad,  passing  through  the  auditor's 
office — it  is  checked  to  see  if  the  rate  at  which  the  station 
agent  billed  the  property,  and  the  rate  at  which  the  receiving 
agent  collected  the  charge,  are  in  accordance  with  the  advices  of 
the  authority  that  makes  the  rates ;  if  they  are  found  to  be 
so,  the  way  bill  is  put  one  side  as  correct ;  then,  at  the  end  of 
the  month,  or  other  agreed  period,  the  claimant  puts  in  his 
bill  for  the  amount  of  his  money ;  that  statement  is  accompa- 
nied with  such  as  I  read  upon  this  Thurber  voucher,  showing 
the  date,  the  number  of  the  way  bill,  the  uumber  of  the  car 
and  the  consignee  and  the  forwarder ;   that  voucher  is  then 


2869 

checked  in  the  freight  office  ;  a  duplicate  is  made  by  the  clerk ; 
the  clerk  affixes  his  initials  to  the  voucher ;  it  then  passes  to 
the  assistant  general  freight  agent,  who  affixes  his  initials  to 
the  voucher  ;  it  then  passes  to  the  general  freight  agent,  who 
affixes  his  full  name  to  the  voucher ;  it  then  comes  to  me,  and 
is  examined  in  my  office,  whereupon  I  approve  or  certify  the 
voucher  to  the  general  superintendent ;  the  general  superin- 
tendent then  passes  the  voucher,  with  his  approval,  to  the 
auditor ;  the  auditor  re-examines  the  extension  of  those 
vouchers,  and  they  are  then  passed  from  the  auditor  to  the 
treasurer  for  payment ;  those  are  the  checks  that  are  taken 
by  the  company  to  have  the  transaction  as  far  as  pos- 
sible explained  by  the  voucher,  and  the  agreement  itself  en- 
tirely in  accord,  and  to  prevent,  as  between  the  forwarding  and 
receiving  agents,  or  between  anybody  in  the  freight  office,  any 
collusion  by  which  the  bill  or  the  voucher  can  be  made  at  less 
than  the  original  agreement. 

By  the  Chaieman  : 

Q.  Let  me  understand  you  ;  haven't  you  any  one  man  on 
your  road  that  has  the  discretion  to  give  a  special  rate  without 
any  revision  whatever  ?  A.  He  has  the  power  to  give  a  spe- 
cial rate,  but  I  am  speaking  of  the  checks  that  are  applied  to 
his  advices  of  that  special  rate  after  he  gives  it,  in  the  pay- 
ment of  the  drawback  itself,  and  in  the  preparation  of  the  ac- 
counts for  payment. 

By  Mr.  Sterne  : 

Q.  That  is,  when  the  goods  are  billed  at  the  tariff  rate,  there 
comes  this  paraphernalia  to  go  through  with  ;  of  course  that 
does  not  happen  where  the  goods  are  billed  at  the  specia 
rate  ?     A.  At  the  flat  rate  ;  no. 

By  the  Chaieman  : 

Q.  The  flat  rate  ?  A.  Yes,  what  is  called  the  flat  or  open 
rate. 

By  Mr.  Bakee  : 

Q.  Is  the  same  course  taken  upon  freight  bills  upon  open 
rates?  A.  The  same  course  is  taken  in  reference  to  bills  upon 
open  rates ;  the  same  advices  to  the  forwarding  and  receiving 
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agent  are  checked,  and  then  the  receiving  agent  being  charged 
■with  the  amount  of  the  bill  at  the  price  named  upon  the  way 
bill,  he  must  return  the  money  for  the  amount ;  so,  as  he  re- 
turns the  full  amount  of  money,  there  is  no  check  required  ex- 
cept his  check  on  some  bank. 

By  Mr.  Shipman  : 

Q.  You  have  stated  what  your  policy  is  in  these  special 
•rates  and  in  regard  to  rebates  and  drawbacks ;  you  are 
through  on  that  point  with  the  illustrations  that  you  wish  to 
give  ?    A.  Yes,  sir. 

Q.  Have  you  any  statistics  to  show  the  effect  of  that  policy 
on  the  industries  along  the  line  of  your  road  ?     A.  I  have. 

Q.  And  the  community  ?     A.  I  have. 

Q.  I  wish  you  would  give  those  right  here  ?  A.  Under  the 
tariff  which  I  submitted  yesterday,  the  rates  were  so  high 

Q.  That  is  the  old  tariff?  A.  The  old  tariff  of  1865— the 
rates  were  so  high  that  more  special  rates  were  required  to 
meet  the  exceptional  circumstances  to  which  I  have  referred, 
than  there  are  over  the  road  at  the  present  time ;  in  other 
words,  the  reduction  of  the  tariff  from  61  to  40  cents  per  100 
pounds,  would,  in  the  margin  of  21  cents,  wipe  out  the  special 
rates  that  might  have  bijen  made  at  45,  48  or  55.  This  state- 
ment, the  first  which  I  shall  submit,  is  taken  at  a  time  when 
a  great  many  special  rates  were  made,  and  the  second  state'- 
ment  is  also  taken  at  a  time  when  these  special  rates  were 
made  in  that  way  ;  I  referred  yesterday  to  the  fact  that  Mr. 
Kutter  had  taken,  while  upon  the  Erie  road,  statistics  of  the 
situation  of  its  industries. 

Q.  When  was  that  ?  A.  That  was  in  1865  ;  I  came  to  the 
Erie  Eoad  on  the  1st  of  October,  1872,  and  the  number  of 
special  rates  granted  by  the  Erie  Company,  being  very  largely 
in  excess  of  anything  I  had  ever  known  upon  any  railway 
with  which  I  had  been  connected,  although  the  circumstances 
surrounding  the  companies  were  entirely  different,  I  desired 
to  know  the  results  which  had  been  produced  by  the  applica- 
tion of  the  special  rates  to  the  industries  along  the  line,  and  I 
therefore  directed  a  second  similar  statement  taken  in  the 
spring  of  1873  ;  I  have  that  statement  here  and  desire  to  read 
it. 
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The  witness  produces  and  reads  a  statement  of  which  the 
following  is  a  copy  : 

ComparatiTe  statements  of  establishments  doing  business  on 

and  shipping  over  the  Erie  Kailway  and  its  branches,  1865 

to  1873  : 

'65     '73       Inc. 


Agricultural  implements 20  38  18 

Assayers  and  refiners 5  5 

Blacksmiths  (shippers) .25  38  13 

Bark  mills   3  3  0 

Blast  furnaces  ...   12  24  12 

Bobbins  and  spools 1  6  5 

Builders' hardware 2  19  17 

Boat  works 3  12  9 

Burial  caskets 1  2  1 

Bellows'  makers 2  2 

Baskets '. '•    2  2 

Button  factories 11  11 

Blank  books 9  9 

Boiler  works 15  S9  24 

Boots  and  shoes 23  55  32 

Brass  foundries 32  39  7 

Breweries. 71  90  19 

Brick  yards ■.;■..... 20  44  24 

Broom  manufactories 8  21  13 

Belting  manufactories ■     1  4  3 

Bridge  builders 1  4  3 

Brushes 5  7  2 

Bleacheries 1  2  1 

Bakers  (shippers) 2  3  1 

Billiard  table  makers 1  3  2 

Cider  mills 7  15  8 

Car  wheels 3  3  0 

Children's  wagons 1  3  2 

Clothing 1  17  16 

Copper  works 2  2 

Combs,  cards  and  curry  combs 1  5  4 

Clocks 1  2  1 

Car  works , 1  2  1 

.Cabinet  ware  and  furniture  shop •  • 59    111  52 
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Carriage  furnishings 5 

Chejnicals  and  dyes 20 

Cotton  goods 27 

Carpet  factories 5 

Cooperage  (includes  barrels) 54 

Cheese  factories , . . . , 18 

Crucible  works 2 

Coal  yards 12 

Counterpanes 

Distilleries 20 

Drain  pipes  (earthen  and  stone) 1 

Eaves  and  roofing 1 

Enamelled  cloth 

Fancy  leather  finishes 4 

Fire  works 2 

Fire  brick 

Fertilizers  and  bone 1 

Forges 3 

Fluid  and  bark  extracts 4 

Flouring  mills 146 

Flax  and  hemp  mills 4 

Feed  mills 1 

Flock  and  shoddy , 1 

Farina  mills 

Gas  fixtures 

Gloves 2 

Grist  mills 4 

Grain  and  produce  warehouses 6 

Glue  works 1 

Glass  works 4 

Gas  pipes  and  iron  drains 5 

Gold  pen  factories 

Hardware   manufactories 4 

Harness  and  saddles  (shipper) 22 

Hats  and  caps  (shippers  and  receivers) 3 

Hubs  and  spokes ,  .  2 

Hay  and  cotton  presses 1 

Ink  manufactories 1 

Iron  railing  and  fencing 27 

Iron  founderies 60 

Jewelry  manufactories 
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21 

17 

42 

20 

33 

30 
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5 

7 
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2 

36 

9 

79 

19 

54 

54 
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Japanned  ware. 6 

Kindling  wood 

Lamp  factory 4 

Lime  kilns 5 

Lumber  manufactories 50 

Lead  works 1 

Locomotives 3 

Looking  glass  makers 

Lead  pencils 

Lamp  blacking  works 

Machine  shops 35 

Mineral  waters  (shippers) 6 

Marble  works 24 

Malleable  iron 1 

Morocco  dressing  works 

Malt  houses 44 

Nurseries 47 

Oil  refineries 9 

Oakum ,      .    1 

Oil  cloth 

Paper  board 1 

Print  works 2 

Planing  mills 54 

Paints  (shippers) 

Paper  bags  and  collars 

Printing  materials 2 

Pump  manufactories 5 

Plaster  and  cement   ,. 10 

Paper  mills 14 

Pianos  and  other  musical  instruments 8 

Patterns 3 

Perfumery  makers 2 

Rubber  works 2 

Refrigerators  and  filters 1 

Rope,  twine  and  tow 4 

Spindle  makers 2 

Steam  gauge 

Show-case  makers 1 

Sash  and  blinds 35 

Soap  and  candle  factories 23 

Stone  yards 10 


8 

2 

3 

t  3 

4 

0 

10 

5 

83 

33 

2 

1 

4 

1 

11 

11 

2 

2 

1 

1 

81 

46 

14 

8 

34 

•  10 

5 

4 

8 

8 

73 

29 

52 

5 

13 

4 

3 

2 

2 

2 

2 

1 

4 

2 

121 

67 

3 

3 

12 

12 

3 

1 

10 

5 

24 

14 

23 

9 

17 

9 

6 

3 

8 

6 

t) 

4 

4 

3 

10 

6 

1 

d1 

1 

1 
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76 

41 

32 
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20 

10 
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Shingle  mills 11 

Safes  and  scale  works 7 

Stoves  2 

Steam  fire  engine  makers 

Sewing  machines 

Silk  factories 14 

Saw  mills 229 

Spices  (mills) 6 

Shell  works . .  . , 2 

Sugar  refineries 1 

Shoe  laces   . . .  -. 

Skates 

Sad  irons 

Shoe  pegs 

Sand  paper  

Tool  manufactories 12 

Trunk  and  whip  factories 18 

Tank  works 

Telegraph  and  electrical  instruments 

Tin  ware  factories 3 

Tanneries 89 

Tobacco  and  segar  factories 27 

Vinegar  works 9 

Varnish  factories 1 

Vineyards  and  wine  presses 1 

Wire  fencing , 3 

Wheelwrights 4 

Woolen  mills 12 

Wire  works 1 

Washing  machines 1 

Wagons  and  carriages 74 

Wood  in  shape 14 

Cotton  washing,  knitting,  canned  fruitj  confec- 
tioners, artificial  flowers,  wampum,  &c.,  &c. 
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18 
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34 
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17 

14 
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57 

108 

81 

10 
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15 

14 

11 

10 

9 

6 

7 

3 

18 

6 

4 

8 

2 

1 

147 

73 

145 

31 

14 

8 

Totals  1763-  3502      1667 

By  Mr,  Shipman  : 

Q,  You  give  there  thp  percentages  ?  A.  The  total  number 
pf  establishments  tributary  to  our  line. 

Q.  Oovpring  the  whole  length  pf  the  line '?  A.  Covering  the 
whole  line  and  its  branches ;  it  was  piy  dir§ption  that  there 
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should  be  eliminated  from  this  all  [establishments  upon  lities 
that  were  new  to  the  company,  and  it  should  be  practically 
taken  from  the  same  mileage. 

By  Mr.  Steene  ; 

Q.  Do  you  also  give  there  the  increase  of  shipments  by  these 
people  ?     A.  No,  sir  ;  we  give  simply  the  establishments. 

Q.  So  in  some  cases  there  may  be  an  actual  decrease  in  the 
shipments  ?  A.  "We  don't  think  24  blast  furnaces  would  ship 
less  that  12  did  before. 

Q.  They  might  ?  A.  They  might,  but  it  is  not  at  all  prob- 
able ;  they  do  not  put  up  establishments  to  do  less  business ;  I 
have  a  memorandum  upon  the  bottom  of  this  that  the  increase 
was  so  large  that  I  have  asked,  and  hoped  to  have  had,  A 
statement  as  to  whether  or  not  this  was  taken  at  a  time  when 
the  Newark  branch,  which  I  believe  was  the  only  new  line  that 
was  open  ,  was  included  in  both  years,  and  if  I  find  that  the 
City  of  Newark  was  put  in  in  1873,  and  was  not  included  in 
1865,  I  shall  desire  to  correct  these  figures,  so  as  to  show 
what  was  upon  new  lines. 

Q.  Have  you  also  a  table  showing  the  decrease  ?  A.  Thetfe 
are  no  decreases,  except  tliose  that  I  have  stated. 

Mr.  Sterne — Let  me  draw  attention,  in  this  connection  to 
this  fact,  that  the  report  of  1867  (I  do  not  find  the  report  of 
1865  here),  shows  a  tonnage  carried  over  the  railway,  bf 
3,484,54:6  ton.i ;  there  is  no  tonnage  of  coal  at  that  time ; 
at  that  time,  the  Erie  was  not  a  carrier  of  coal;  in  1877,  which 
is  five  years  afterwards,  there  is  a  tonnage  of  6,182,451  tons, 
of  which  there  are  3,248,110  tons  of  coal ;  leaving  the  actual 
tonnage  to  be  carried  as  between  1867  and  1877,  an  interval  of 
ten  years,  to  be  almost  precisely  the  same. 

The  Witness — Contrary  to  the  statement  of  Mr.  Sterne  there 
were  shipped  over  the  Erie  Railway,  by  the  Pennsylvania  CoEfcl 
Company,  in  the  year  1867,  840,560  tons  of  coal. 

By  the  Chaieman  : 

Q.  The  statement  that  you  have  just  rendered,  coiers  a 
period  from  1865  to  187b  ?  A.  Yes,  sir  ;  1865  was  at  the  close 
of  the  war,  and  1873  was  taken  during  the  spring  of  that  year, 
and  everything  was  in  full  blast  at  both  periods. 

57 
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Q.  Have  you  a  right  to  charge  this  increase  of  these  various 
factories  to  your  system  ?  A.  I  do  not,  but  I  charge  that  our 
system  has  not  reduced  those  factories. 

Q.  Have  you  the  data  vi^hereby  you  could  separate  directly 
what  was  attributable  to  the  management  of  the  road  ?  A.  I 
undertook  to  do  that,  but  I  tnow  of  no  way  in  which  I  could  go 
back  during  those  years  and  do  it ;  a  good  many  have  gone  out 
and  new  ones  have  come  in,  and  firms  have  been  reorganized, 
and  several  gentlemen  who  inaugurated  them  are  dead. 

By  Mr.  Sterne  : 

Q.  Have  you  the  data  which  which  will  show  whether  to  these 
various  industries  you  did  or  did  not  give  special  rates  ?  A.  I 
have. 

Q.  Are  you  prepared  to  say  that  all  of  these  that  you  have 
read  have  had  special  rates?  A.  By  no  means ;  it  was  not 
necessary,  for  the  current  rates  of  the  company  were  all  the 
protection  they  desired. 

Q.  You  undertook  to  connect  your  statement,  that  you  have 
just  read,  with  the  system  of  giving  special  rates ;  then,  you 
are  not  prepared  to  say  that  it  was  not  adhesion  to  your  general 
tariff  during  this  period  that  made  them  all  prosperous  ?  A.  I 
mean  to  say  it  was  adhesion  to  the  general  system  of  doing  the 
company's  business,  that  made  or  did  not  abridge  their  pros- 
perity. 

Q.  That  the  system  from  1865  to  1872,  when  jon  became 
connected  with  it,  was  such  as  to  make  the  inhabitants  along 
the  line  of  the  road  prosperous  ?  A.  I  believe  so ;  there  is 
another  evidence — it  possibly  may  be  regarded  as  such — and 
that  is  the  population  in  the  counties  through  which  the  Erie 
Railway  Company  runs,  from  1865  to  1875. 

By  Mr.  Shipman  : 

Q.  Through  how  many  counties  does  the  Erie  Eoad  and  its 
branches  run  ?  A.  Eighteen  ;  I  thought  that  eighteen  included 
New  Jersey  and  Pennsylvania,  but  it  is  eighteen  in  New  York ; 
this  table  has  been  compiled  from  the  State  census. 

The  witness  produces  and  reads  a  table,  of  which  the  follow- 
ing is  a  copy  : 
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Comparison •  OF  Acreage  of  AGiacuLTUEAL  Peoductioks  of  the  Counties  along  the  iine  of  ihe  Erie  Eailway,  in  the  State  of  New  York,  from  18G5  to  1875. 
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Broome. 

Cattaraugus. 

Chautauqua. 
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Delaware. 

Erie. 
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1865. 

1875. 

1866. 

1875. 

1865. 

1875. 

1865. 

1875. 

1865. 

1875. 

1866 

1875. 

1865. 

1875. 

1865. 

1875. 

1865. 

187,5. 

Barlev 

1.383 

3,409 

.=.,320 

26,168 

346 

4,717 

1,712 

82 

178 

1,657 

140 

3,460 

18 

1,961 

6,758 

5,506 

42,446 

492 

2,065 

8,315 

1,305 

507 

1,713 

27 

6,53,'. 

0 

122 

6,235 

8,305 

17,044 

2,316 

395 

2,997 

58 

85 

40 

121 

3,305 

20 

28 

6,949 

7,728 

22,451 

588 

33) 

4,456 

1,189 

46 

23 

169 

5,692 

17 

1,298 

1,155 

7,655 

22,20:f 

291 
2.61)8 

534 

584 
1,018 
1,079 

113 

3,734 

2 

1,268 

■J  ,455 

8,273 

34,927 

260 

1,199 

.1,877 

2,289 

191 

577 

29 

5,529 

1 

2,764 

365 

13,594 

21,570 

59 

1,588 

3,458 

647 

91 

266 

30 

3,980 

9 

1,536 

626 

15,173 

29,380 

93 

1,293 

3,746 

3,952 

262 

195 

26 

6,541 

0 

2,605 

5,464 

6,433 

17,179 

1,342 

1,106 

4,774 

93 

-    80 

51 

43 

1,411 

261 

1,333 

5,551 

7,259 

19,712 

461 

765 

8.363 

■162 

104 

9 

10 

2.019 

459 

323 

8.646 

5,353 

24.321 

3,996 

663 

126 

806 

no 

190 

612 

4,084 

5 

147 

6,764 

3,905 

27,969 

1,742 

298 

216 

2,167 

39 

41 

484 

5.802 

0 

10,934 

1,844 

18,431 

35,975 

3,296 

2,912 

12,333 

1.888 

423 

2,546 

111 

9,616 

9 

12,306 

2,623 

19,742 

54,380 

2,631 

1,143 

21,490 

4,315 

767 

1,480 

63 

15,201 

0 

13...  Ml 

7,890 

1 ,298 

17,872 

13,447 

221 

499 

26.628 

208 

2.029 

1 ,964 

107 

3  693 

26 

12,994 

1,252 

16,738 

21,306 

268 

258 

30,645 

74  5 

7,764 

645 

276 

9,750 

12 

12,590 

2,194 

34,589 

26,987 

1,935 

68 

35,116 

276 

3,182 

1,312 

84 

10,909 

117 

17,886 
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27,853 
34,745 
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2,633 

27 
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44,633 
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Peas 
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15 
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48,.i90 
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42,274 
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49,235 
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75,882 
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Steuben. 
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18                     6 
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116                     9 

232                 360 

15                 273 

36                   23 

12                     3 

o                   14 

2,276              3,466 

0                      1 
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■ 
1865. 

I.  A. 

1875. 

Uls 
1865. 

lER. 

187.5,  ■ 

Totals 
All  Counties. 

1865. 

1875. 

18r6. 

1875. 

1865. 

1875. 

1865. 

1875. 

1865. 

1S75. 

Barley 

Buckwlieat 

4,801 

1,422 

21,423 

25,265 

2.260 

1,713 

17,240 

148 

1,101 

2,176 

27 

3,846 

13 

18,194 

1,102 

22,556 

30.756 

1,262 

299 

41,590 

779 

7,195 

1,248 

10 

5,206 

4 

4" 

1,336 

16.016 

15,970 

11,477 

18 

5,408 

226 

22 

15 

0 

2.546 

14 

0 

670 

15.296 

13,918 

7,866 

10 

6,850 

1,433 

10 

12 

15 

3,608 

0 

6 

1,033 

3.635 

2  791 

3,194 

10 

415 

25 

0 

1 

0 

1,371 

0 

4 

425 

2  687 

2.088 

1.9li9 

6 

228 

161 

3 

n 

0 

1,698 

2 

8,594 

14,404 

12,284 

47,218 

2,469 

10,316 

11,015 

137 

328 

2,116 

131 

4,394 

116 

10,458 

19,350 

15,524 

73.621 

7,995 

7,946 

22,177 

1,838 

669 

1,530 

91 

9,912 

20 

541 

5,942 

8,849 

19,ti61 

1,651 

583 

3,663 

186, 

73 

50 

10 

2  209 

'  24 

166 

4,^64 

8,935 

22,187 

293 

503 

6,956 

704 

37 

21 

6 

4,306 

15 

76 

4,232 

17,042 

14.890 

17,795 

38 

2,228 

10 

38 

8 

22 

4,169 

13 

22 

4,590 

16,016 

18.24  4 

17.139 

83 

2,324 

:-'49 

37 

31 

4 

6,201 

0 

5,103 

l,llil 

7,187 

19,552 

125 

5,387 

5,724 

278 

2,11 16 

1,715 

Kl 

3,079 

2 

8,953 

2,454 
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26,880 

229 

1,886 

10,324 

1,310 

6,455 

818 

122 

5,356 

0 

59,088 

60,930 

208.717 

355,360 

58,187 

32,687 

133,683 

5,666 

10,840 

15,198 

1,632 

68,082 

649 

87,262 

70,750 
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Oats 

485,264 

Rye   
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Peas 

Hops 

41,133 
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115.368 
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81.435 

130.201 

53,088 

49,677 

12,481 

9,271 

113,522 

101,311 
,,  12,211 

20,377 

30,901 

42,842 
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60,561 

65,010 

51,380 

70,432 
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1,324,680 

4  8,766 
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31 
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Population  of  Counties  on  Line  op  Beie  EailwaV. 


CODNTIES. 

1865. 

1875. 

Increase. 

Percentage. 

Eockland 

20,788 
70,165 
32,741 
41,638 
37,933 
28,163 
31,923 
66,192 
40,285 
37,565 

104,236 
3n,033 
31,219 

155,773 
49,283 
43.158 
58,499 

726,368 

26,915 
85,209 
33,911 
42,054 
47,940 
31,749 
41,769 
73,838 
41,681 
38,518 

134,884 
30,682 
32,246 

197,902 

51,399 

47,298 

64,781 

1,041,886 

6,127 

15,044 

1,170 

416 

10,007 

3,586 

9,846 

7,646 

1,396 

963 

30.649 

549 

1,026 

42,129 

2,116 

4,140 

6,282 

316,518 

29.4 

21.6 

Sullivan 

3.6 

Delaware 

1 

Broome 

Tioga 

26.4 
12.7 

Chemung   

Steuben 

30.9 
11.6 

AUeffhanv 

3.4 

Livingston 

2.6 
29.4 

Wyoming 

1.8 

Genesee        

3.2 

Erie 

27 

Niagai-a 

Cattaraugus 

Chautauqua 

4.S 

9.6 

10.8 

New  York 

43.4 

■ 

1,605,961 

2,064,561 

458,610 

28.5 

The  Witness — In  addition  to  this  table  I  have  prepared  from 
the  same  two  census  reports  of  1865  and  1875,  a  statement  of 
the  acreage  of  agricdltural  production  of  these  same  counties 
along  the  line  of  our  road. 

(The  witness  produces  and  reads  a  statement,  of  which  the 
foil  owing  is  a  copy) : 


ms 

By  Mi;.  SaiPBtAN : 

Q,  You-  have  been  stating  there  the  increase  of  acreage 
plpijed,  have  you  ?  A.  Tlie  entire  acreage  of  agricultural  pro- 
duction ;  the  total  increase  in  all  the  counties  is  314,061  acres, 
or  31  per  cent.  In  addition  to  that  I  quote  verbatim  from  the 
last.  State  census.  Table  64,  the  increased  per  cent,  or  decreased 
per  cent,  of  acreage,  crops,  etc,  from  18(35  to  1875  in  the 
State : 

(The  witness  produces  and  reads  a  statement,  of  which  the 
following  is  a  copyj  : 

Table  64,  New  Yoke  Census,  1875. 

Increase  per  cent,  in  Acreage,  Crops,  &c.,from  1865  to  1875. 

Acres  of  improved  land , 7.07 

Acres  of  ijnimproved  land — 6.03 

Yaiue-  of  farms .' 82.72 

Yalue  of  stock 15.29 

Value  of  tools  and  implements   108.81 

Cost  of  fertilizers 110.67 

Area  of  plowed  land .   18.3 

Area  of  pasture  land 3.5 

Area  of  mown  land 13.21 

Tons  of  hay  produced 39.58 

Bushels  of  grass  seed  produced 99.34 

Area  of  barley,  acres 11.92 

Bushels  of  barley  produced 57.07 

Area  of  buckwheat,  acres  9.77 

Bushels  of  buckwheat  produced 14.52 

Area  of  Indian  corn,  acres 0.71 

Bushels  of  Indian  corn  produced 12.86 

Area  of  oats,  acres 19.65 

Bushels  of  oats  produced 99.28 

Area  of  rye,  acres 9  gg 

Bushels  of  rye  produced 18.29 

Area  of  spring  wheat,  acres jg  j j 

Bushels  of  spring  wheat  produced 46  26 

Area  of  winter  wheat,  acres 39  55 

Bushels  of  winter  wheat  produced 66  00 

Area  of  beans,  acres 31  54 


2879 

Bushels  of  beans  produced 18.88 

Area  of  peas,  acres — 51.76 

Bushels  of  peas  produced — 2!).33 

Area  of  hops,  acres 16.19 

Pounds  of  hops  produced 18.05 

Area  of  potatoes,  acres.,..., 5.^.49 

Bushels  of  potatoes  produced 57.68 

Square  rods  of  tobacco  plbated — 80.0f 

Pounds  of  tobacco  produced. — 76.17 

Number  of  apple  trees ^6.34 

Bushels  of  apples  prodiiic?ed 42.06 

Barrels  of  cider  made 36.99 

Pounds  of  grapes  produced[. . .  ., 

Gallons  of  wine  made 345.25 

Pounds  of  maple  sugar  made — 3.76 

Gallons  of  maple  syrup  made 72.06 

Pounds  of  honey  produced , . , — 23.13 

Number  of  horses  (on  farms) — 1.54 

Number  of  mules  (on  farms)    19.89 

Value  of  poultry  owned  (on  farms) 6().y0 

Value  of  poultry  sold 44.30 

Value  of  eggs  sold 92.87 

Number  of  neat  cattle  (on  farms) 5.97 

Number  of  milch  cows  (on  farms) '8.90 

Number  of  cattle  slaughtered  (on  farms) — 61.36 

(Slaughter  houses  included  in  some  cases  in  census 
of  1865.) 

Pounds  of  butter  made  in  families , 27.54 

Gallons  of  milk  sold  in  market 40.09 

Number  of  sheep  shorn — 60;81 

Pounds  of  wool  clipped — 53.38 

Lambs  raised — 54.11 

Number  of  sheep  slaughtered  (on  farms) — 66.90 

Number  of.  sheep  killed  by  dogs — ■f.74 

Number  of  swine  (on  farms) — 10.85 

Number  slaughtered  on  farms  — 26.21 

Pounds  of  pork  made  on  farms — 5.67 

By  Mr.  Shipman  : 

Q.  Are  you  through  now  with  those  statistics  ?     A.  Yes,  sir. 

Q.  Yqu  b-EOught  those  statistics  down«,  or  rathier  jim  gath'- 
ered  them  to  1875  ?    A.  I  did. 


2880 

Q.  Have  you  any  meaus  of  knowing  tliem  since  that  time? 
A.  I  have  no  means  of  knov^ing. 

Q.  Since  that  time  you  have,  been' familiar,  practically,  all 
the  time  with  the  local  tariffs  and  rates  on  the  Erie  Road  and 
its  branches?     A.  I  have  since  I. came  to  it  in  1872. 

Q.  Since  1875  has  there  been  anything  in  the  policy  of  the 
road,  I  mean  in  its  practical  effect,  so  far  as  your  best  judg- 
ment can. see,  to  depress  or  impair  the  growth  of  the  |agricul- 
tural  resources  of  the  State  on  your  line  ?  A.  On  the  con- 
trary, the  reduction  that  I  announced  yesterday  in  grain  rates 
eastbound  was  not  made  until  November,  1874,  at  which 
time  I  judge  from  the  text  of  this  census,  neiirly  all  of  the 
statistics  of  that  year  were  in;  the  results  of  those  rates  I 
stated  yesterday  to  be  an  increase  in  quantity ;  I  therefore 
believe,  from  the  reports  of  our  station  agents,  from  the  reports 
of  our  division  superintendents,  and  from  this  increase  of 
quantity,  that  beginning  in  1874  the  next  census  will  show  a 
greater  increase  upon  the  line  of  our  road  than  that  shown  in 
these  statistics  in  the  same  number  of  years — ten  years. 

By  the  Chairman  : 

Q.  Did  you  compare  the  statistics  that  you  have  given  us 
for  the  decade  ending  1875  with  the  decade  ending  1865  ?  A. 
Yes.,  sir ;  a  comparison  of  1875  with  1865 ;  1875  being  a  year 
and  a  half  after  the  panic  of  1873,  and  1865  being  upon  the 
swell  of  prosperity  growing  out  of  the  war. 

Q.  You  compared  1865  with  1875  ?     A.  Yes,  sir. 

Q.  Did  you  compare  1855  with  1865  ?  A.  I  did  not ;  I  asked 
for  the  census  of  1855,  and  haven't  yet  succeeded  in  getting  it. 

By  Mr.  Steene  : 

Q.  We  have  the  census  of  1860  and  1870  ?  A.  I  couldn't 
get  those. 

By  the  Chairman  : 

Q.  I  want  to.  ask  the  witness  just  what  he  thinks  that  proves ;  do 
you  think  it  is  fair  to  infer  from  the  fact  that  there  was  a  substan- 
tial increase  in  all  these  industries  to  which  you  have  given  refer- 
ence, that  it  is  attributable  to  the  railroad  management  of  the 
State  ?  A.  I  do  not  introduce  it  exactly  to "  take  credit  for  it 
all  to  the  railroad  management  of  the  State ;  I  take  some  of 
the  credit  upon  the  line  of  the  Erie  Road  to  these  reductions 
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that  I  speak  of,  and  prior  to  that  time  believe  that  the  policy 
of  the  Erie  Company  was  not  such  as  to  prevent  this  develop- 
ment of  the  farming  interests,  and  these  statements  prove  it. 

Q.  Might  it  not  be  true  that  the  railroads  while  discrimin- 
ating against  the  State  of  New-  York,  yet  the  State,  with  its 
natural  resources,  still  continue  to  increase?  A.  I  have  no 
doubt,  in  some  cases. 

Q.  Will  you  tell  me  in  what  year  the  Baltimore  &  Ohio 
Eioad  reached  Chicago?  A.  I  can  give  you  the  exact  date;  I 
have  here  a  telegram  from  the  General  Freight  Agent  of  the 
Baltimore  &  Ohio  Eoad  (producing  a  telegram) ;  "  Our  line  to 
Chicago  opened  for  business  November  15, 1874." 

Q.  Haven't  the  railroad  wars  and  the  cutting  of  freights  and 
these  discriminations  in  favor  of  the  west  and  against  the 
State  of  New  York,  as  complained  of,  eii'sted  substantially 
since  that  time  ?  A.  Almost  entirely  since  that  time ;  upon 
that  subject,  Mr.  Chairman,  I  have  to  give  you  a  great  deal  of 
information. 

Mr.  Shipman — ^You  need  not  anticipate  that  point ;  we  are 
trying  to  keep  these  points  separate  ;  of  course  the  question 
bas  yet  to  be  considered  hereafter  by  us ;  we  propose  to  pre- 
sent our  view  of  that  case. 

The  Chairman — Take  your  own  course. 

Mr.  Shipman — The  point  on  which  we  introduce  this  testi- 
mony is  to  show  that  when  you  get  at  the  bottom  facts  in  this 
case,  very  much  of  this  dissatisfaction  is  factitious,  or  some  of 
it  IS  factitious,  and  some  of  it  is  based  upon  inferences  drawn 
by  people ;  where  they  find  their  prosperity  in  any  particular 
instance  wanes  thev  have  drawn  the  inferences  from  the  wrong 
premises,  and  it  yrill  be  argued  in  various  aspects  hereafter.  If 
the  Committee  will  excuse  me  one  moment,  to  show  the  per- 
tinency of  these  statistics— Mr.  Boot,  a  very  intelligent  farmer, 
testified — I  do  not  know  whether  the  Committee  remember 
him — at  Rochester.  He  is  a  very  intelligent  man  and  a  very 
candid  man.  Come  to  look  into  his  testimony  I  think  that  the 
decline  in  his  profits  in  farming  can  be  explained  without 
scarcely  any  reference  to  the  railroad  transportation  at  all. 
It  is  with  the  view  of  meeting  this  dissatisfaction  of  the  public 
by  the  decline  of  the  profits  of  farming  that  these  statistics  are 
introduced.  The  argument  we  shall  try  to  elaborate  hereafter 
as  best  we  may. 

The  Witness — I^wish  to  add,  in  answer  to  the  last  question, 
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that  the  sweeping  westbound  reductions  that  I  spoke  of  yes- 
terday, to  whatever  extent  they  increased  the  farming  indus. 
try,  did  not  take  place  until  February,  1878,  so  that  the  com- 
bination of  the  east  and  westbound  reductions  would  proba- 
bly be  most  marked  after  1878. 

By^Mr.  Shipman: 

Q.  Have  you  said  all  you  wanted  to  on  that  topic  ?  A.  I 
think  so. 

Q.  Now,  I  want  to  know  whether  you  are  familiar  with  the 
local  tariffs  on  the  Baltimore  &  Ohio  and  Pennsylvania  Hoads 
as  compared  with  your  own  local  tariffs?  A.  The  circum- 
stances which  I  have  detailed  show  that  we  come  in  compe- 
tition not  only  with  through  points  upon  those  lines,  but  with 
a  great  many  of  the  industries  at  their  local  stations ;  I  have, 
therefore,  had  to  be  more  or  less  familiar  with  the  local  tariffs 
of  those  roads. 

Q.  I  want  you  to  give  noW  a  few  statistics  to  this  Com- 
mittee, which  will  show  the  comparison  as  between  the  local 
rates  of  freight  on  the  Pennsylvania  Eoad  to  its  local  points, 
and  bn  the  Baltimore  &  Ohio  to  its  local  points,  &s  con- 
trasted with  the  local  fares  on  the  Erie  Kailroad  to  local 
points  on  your  line  ?  A.  I  have  here  the  local  tariff  also  of 
the  New  York  Central  Eailroad. 

By  Mr.  Stebne  : 

Q.  Do  you  mean  the  local  passenger  tariff  ?  A.  The  local 
freight  tariff  of  the  New  York  Central  Road  ;  the  local  freight 
tariff,  which  I  submitted  yesterday,  being  our  reduced  tariff  of 
February,  1878  ;  and  I  have  the  local  tariff  also  of  the  Penn- 
sylvania Eailroad  for  both  its  New  Jersey  division  and  main 
line,  and  the  tariff  of  the  main  line  of  the  Pennsylvania  Road ; 
the  Baltimore  &  Ohio  tariff  I  have  not  here,  but  last  spring 
the  Baltimore  &  Ohio  Railroad  was  compelled  by  legislation 
in  the  iState  of  Virginia  to  comply  with  an  old  law. 

Q.  Of  "Western  Virginia  ?  A.  Western  Virginia,  but  it  came 
originally  from  the  parent  State  ;  it  was  compelled  to  comply,  at 
lejEist,  in  fprm  if  not  with  the  letter  of  a  law,  which  prevented 
tjiepi  from,  charging  more  from  a  point  nine  miles  from  the 
OJiio  river  to  Baltimore  than  they  charged  from  Wheeling  to 
Baltimore  ;  the  peculiar  phraseology  of  the  law  being  in  anti- 
cipation, as  I  understood,  of  exchanging  their  river  or  through 
freight  at  Moundsville,  eight  or  nine  miles  south  of  Wheel- 
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ing,  a  point  a  mile  (where  they  were  to  estabUsh  their  depots 
at  that  time)  upon  the  Ohio  river ;  the  circular  attached  to  the 
new  tariff  of  the  Baltimore  &  Ohio  Company  states  distinctly, 
that  having  been  required  by  the  Legislature  of  the  State  of 
Virginia  to  make  certain  reductions,  they  have  made  them  ;  I 
have  prepared  from  these  various  tariffs  a  statement  showing 
a  comparison  of  the  tariffs  of  the  four  trunk  lines. 

By  the  Chairman  : 

Q.  At  "what  period  ?     A.  At"the  present  period. 

Q.  That  includes  the  New  York  Central  ?  A.  That  includes 
the  New  York  Central,  the  Erie,  Pennsylvania  and  Baltimore 
&  Ohio  Eoads. 

By  Mr.  Shipman  : 

Q.  One  word  before  you  go  into  jour  statistics ;  have  you 
based  your  tariffs  upon  mileage?  A.  Yes,  sir;  I  have  laid  off 
the  road  in  blocks  or  multiples  of  25  miles,  as  near  as  I  could- 

Q.  In  answer  to  the  Chairman,  you  state  you  are  giving 
the  tariff  now  ?     A.  Now  in  force  on  each  of  the  trunk   lines. 

Q.  In  the  three  States  ?     A.  In  the  three  States. 

Q.  Are  those  tariffs  now  any  more  favorable  to  the  Slate  of 
New  York  than  they  have  been  in  years  previous ;  in  other 
words,  if  the  local  rates  on  the  Pennsylvania  and  the  Balti- 
more &  Ohio  Eoads  are  now  higher  than  they  are  on  the 
New  York  roads,  have  they  always  been  higher  in  the  j-ears 
past,  as  you  are  familiar  with  it  ?  A.  I  will  show  a  compari- 
son made  in  former  years. 

By  the  Chaieman  : 

Q.  I  would  like  to  ask  if  you  have  got  the  paper  in  such  shapg 
that  you  want  it  put  in  evidence  ?  A.  Yes,  sir  ;  these  tariffe 
have  been  furnished  me  by  these  railroad  companies  since  the 
beginning  of  this  testimony,  in  answer  to  my  request  for  them, 
and  I  therefore  assume  that  they  are  the  tariffs  now  in  existence 
upon  all  the  other  lines  as  they  are  upon  ours.  These  com- 
parisons are  made  in  the  rates  from  Baltimore,  Philadelphia 
and  New  York,  westbound ;  it  was  a  great  labor  to  go  into  the 
rates  from  all  the  way  stations  to  way  stations,  or  from  way 
stations  to  those  cities ;  this  comparison,  therefore,  appears 
from  25,  50,  75,  100,  and  multiples  of  100  miles  fiom  the  sea- 
board. 

The  witness  produces  and  reads  a  statement,  of  which  the 
following  is  a  copy  : 
58 
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naltimore  &  Ohio,  from  Baltimore 

PeDDsylvauia,  from  Philadelphia 

New  York  Central,  &c.,  from  New  York. 
N.  Y.,  Lake  Erie  &  Westeru,  from  N.  Y. . 

Average 

Baltimore  &  Ohio,  from  Baltimore 

Pennsylvania,  from  Philadelphia 

New  York  Central,  &c.,  from  New  York, 
N.  Y.,  Lake  Erie  &  Western,  from  N.  Y. 

Average 

Baltimore  &  Ohio,  from  Baltimore 

Pennsylvania,  from  Philadelphia 

New  York  Central,  &c.,  from  New  York. 
N.  Y.,  Lake  Erie  k  Western,  from  N.  Y. 

Averag" 


New  York  Central,  &c.,  from  New  York.. 
N.  Y.,  Lake  Erie  &  Western,  from  N.«Y. . 


327 
325 
326 
325 


361 
350 
360 
350 


375 

to  379 

3G0 

375 

376 


Fob  325  Miles. 


78 
71 
39 
43 


67% 


68 
66 
29 
36 


60 
46 
25 
30 


37?i 


Fob  350  Miles. 


78 
71 
40 
43 


58 


68 
56 
30 
36 


60 
46 
26 
20 


FOK  376  Miles. 


[78 

71 

40 
43 


68 
66 

30 

35 


47X 


60 
46 


SIX 


19 
23 


4,V4      37%      28% 


20 
23 


34 
36 

20 

23 


WH 


400 

43 

33 

29 

427 
to  44  6 

}43 

36 

30 

400 
to  460 

}43 

35 

30 

a  S  a)    ■ 


•       2887 

The  Witness — I  need  not  read  each  and  all  of  these  figures, 
but  I  have  endeavored  to  compile  at  the  close  a  statement  to 
this  effect ;  there  are  upon  this  statement  120  Baltimore  & 
Ohio  and  Pennsylvania  rates ;  the  Pennsylvania  and  Baltimore 
and  Ohio  roads  are  over  the  average  on  101  rates,  and  under 
it  on  18.  Of  the  120  rates  published  on  the  Brie  and 
New  York  Central,  because  their  distances  to  Buffalo 
and  Dunkirk  exceed  the  distances  to  Wheeling  and  Pitts- 
burgh. We  are  below  the  average  on  102  rates,  and  above 
it  on  only  17  ;  the  Baltimore  &  Ohio  local  tariff  is  the  highest, 
the  Pennsylvania  Railroad  is  next,  and  the  Erie  is  next,  and 
the  New  York  Central  is  the  lowest.  By  adding  the  rates  on 
all  classes  together  they  show  that : 
At  100  miles,  B.  &  O.  tariff  is  20  per  cent,  in  excess  of  Erie. 


150   ' 

42 

200   ' 

55 

250   ' 

it                           (l 

70 

300   ' 

90 

375   ' 

1          1  •   1    ■    1  t 

76 

At  375  miles,  which  is  the  maximum  length  of  the  Baltimore 
&  Ohio  Eailroad  on  its  Wheeling  line,  the  Baltimore  & 
Ohio  tariff  is  76  per  cent,  in  excess  of  the  rate  by  the  Erie  for 
460  miles  ;  being  87  miles  farther,  and  their  tariff  is  76  per  cent, 
higher  ;  to  show  the  extreme  rate,  the  Baltimore  &  Ohio 
tariff  for  375  miles  is  78  ;  ours  is  43  on  fi.rst  class ;  it  is  68  on 
second  class,  and  ours  is  35  ;  it  is  50  on  third  class,  and  ours 
is  30  ;  it  is  34  on  fourth-class,  and  ours  is  23  ;  the  Baltimore 
&  Ohio  tariff  for  379  miles  being  their  extreme  distance  to 
Wheeling,  is  78  cents ;  ours  for  460  miles  is  43  ;  their  tariff  on 
second  class  is  68,  against  our  35  ;  on  third  class  50  against 
our  30 ;  on  fourth  class,  34  against  23 ;  I  stated  that  these 
rates  had  been  made  up  before,  and  in  the  Bailway  World  of  Sat- 
urday, the  6th  of  March,  1875,  appeared  a  comparative  state- 
ment of  local  freight  rates  charged  by  the  five  trunk  lines  for 
the  same  or  similar  distances ;  this  was  divided  for  50,  75, 100, 
150,  200,  250,  300,  350,  and  gave  the  following  result. 

The  witness  produces  and  reads  a  statement  from  the  Bail- 
icay  World.,  of  which  the  following  is  a  copy  : 
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By  the  Chaibman  : 

Q.  Your  local  rate  is  three  cents  per  mile,  isn't  it?  A.  Our 
authorized  passenger  rate  is  three  cents  a  mile. 

Q.  Isn't  that  what  you  charge  for  passengers?  A.  In  some 
cases  from  way  station  to  way  station  ;  I  am  glad  the  ques- 
tion is  asked  me,  as  I  wish  also  to  state,  that  as  one  of  the 
inducements  to  citizens  along  the  line  of  our  road  to  come  to 
NcAV  York  and  purchase  their  goods  instead  of  going  to 
Kocliester  and  to  BuiSfalo,  and  to  Syracuse,  and  these  places 
affected  by  these  special  rates,  a  reduction  in  passenger 
rates  was  also  made  for  round  trip  tickets  to  New  York  for 
persons  desiring  to  come  here  and  return  within  a  reasonable 
number  of  days  ;  that  is  one  of  the  further  concessions  we  have 
made,  the  particulars  of  which  I  asked  for  this  morning,  but  I 
have  not  yet  received  them. 

By  Mr.  Bakee  : 

Q.  Don't  you  make  the  same  reduction  in  favor'of  passen- 
gers going  to  Rochester  or  Buffalo?  A.  We  have  special  ex- 
cursion rates  from  most  adjacent  stations  for  passengers  going 
to  Rochester  or  Buffalo,  but  those  special  excursion  rates  were 
not  changed  when  the  New  York  rate  was  reduced ;  we  had 
had  those  rates,  but  had  not  before  had  those  special  rates  for 
New  York. 

By  the  Chairman  : 

Q.  When  you  say  excursion  rates,  do  you  mean  going  on  ex- 
cursion trains  ?     A.  No,  going  on  regular  trains. 

Q.  Do  you  have  commutation  tickets  ?  A.  We  have  some 
commutation  tickets. 

Q.  Mileage  tickets  ?     A.  Mileage  tickets. 

By  Mr.  Shipman  : 

Q.  Bound  tiip  tickets  ?  A.  Bound  trip  tickets  are  these 
excursion  tickets. 

Q.  What  is  the  summary  or  general  result  from  that  com- 
parison of  passenger  rates,  whether  the  passengers  who  travel 
over  the  New  York  roads  have  to  pay  more  or  less,  than  those 
who  travel  over  the  Baltimore  &  Ohio,  and  Pennsylvania 
roads  ?     A.  Much  less. 

Q.  Are  you  through  with  all  the  statistics  you  have  on  that 
point  ?     A.  I  believe  so. 
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By  tihe  Chaibman  : 

Q.  You  know  this  statement ,  that  you  take  from  the  ^a*t- 
way  World  to  be  correct,  do  you  ?  A.  That  was  examined  by 
my  chief  clerk  at  the  time  and  confirmed. 

By  Mr.  Shipman  : 

Q.  Now  I  want  to  go  to  another  point ;  in  making  your 
tariffs,  of  course  you  have  to  take  certain  matters  into  consid- 
eration ;  there  has  been  a  great  deal  stated  here  about  that 
very  wavy  point  of  the  cost  of  transportation ;  I  want  you  to 
state  to  the  Committee  how  far,  in  making  these  tariffs  you 
take  into  account,  the  cost  of  transportation,  and  the  relations 
of  that  question  to  your  practical  daily  operations ;  you  get 
my  question  ?  A.  I  think  I  do ;  I  have  stated  already  to  the 
Committee,  and  given  examples  of  the  necessity  for  deciding 
applications  for  special  rates  as  speedily  as  possible,  both  for 
the  interests  of  the  company  and  for  the  interests  of  the  parties 
who  ask  for  them ;  and  for  us  of  the  freight  department  to  refer 
to  an  expert,  in  every  case,  the  question  as  to  what  that  trans- 
action would  cost,  would  be  in  itself  ridiculous  for  several  rea- 
sons. If  we  referred  to  Mr.  Chanute,  with  all  his  capacity  for 
these  questions,  or  Mr.  Fink,  they  would  not  know  in  the  first 
place  the  exact  circumstances  under  which  that  freight  might 
go  ;  there  might  be  an  empty  carat  that  station ;  it  might  have 
to  be  brought  from  Buffalo  75  miles ;  it  might  be  taken  out  of  a 
westbound  train,  and  it  might  not ;  it  might  be  taken  out  of 
an  eastbound  train,  and  it  might  not ;  a  car  might  be  at  that 
point  forthe  same  consignee  loaded  with  some  other  freight  that 
he  desired  simply  to  return— another  article  of  freight;  it 
would  be  utterly  impossible  for  us  at  the  identical  moment 
when  each  one  of  these  transactions  continuing  through  the 
future  were  to  apply,  to  know  by  any  possibility  of  human  pre- 
vision or  machinery  what  circumstances  would  accompany 
each  one  of  those  transactions. 

Q.  And  those  circumstances  would  affect  the  cost  ?  A.  Would 
affect  the  cost ;  must  affect  the  cost ;  it  is  therefore  an  utterly 
impossible  thing  for  any  man,  of  any  ability  to  state  to  this 
Committee,  what  the  cost  of  transportation  is  except  in  a  general 
way,  and  that  is  likely  to  be  accurately  erroneous.  All  therefore 
that  a  freight  oflScer  can  do  in  making  rates,  or  that  a  combina- 
tion of  freight  officers  can  doj  or  that  a  joint  executive  com- 
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mittee  can  do  in  making  through  westbound  rates,  is  to  take 
and  state  the  annual  averages  as  shown  by  their  entire  traffic, 
local  as  well  as  through.  Now  the  annual  transportation  cost 
averaged  over  the  entire  business  of  the  Erie  Railroad  for  1877, 
was  7.52  mills;  in  1878  it  was  6.74  mills  per  ton  per  mile ; 
now,  when  it  comes  to  the  making  of  a  rate  for  anybody  on 
the  line  of  our  road,  locally,  the  orders  and  the  policy,  and 
the  good  sense  of  a  freight  officer,  would  be  of  course  not  to 
carry  the  business  at  a  price  at  or  below  that  stated  in  the 
annual  report  for  the  prior  year,  as  the  average  cost  of  the 
whole  business  of  the  road ;  therefore  we  undertake  in  the  ap- 
plication of  these  special  rates  to  get  as  much  in  excess  of  that 
rate  of  prior  annual  cost,  as  we  believe  returns  a  fair  value 
upon  the  transaction ;  but  we  do  not,  in  each  case,  go  into  an 
examination  of  the  proportion  of  repairs  on  the  road  bed,  the 
percentage  that  a  transaction  bears  to  the  interest  upon  the 
bonds,  what  its  relation  may  be  to  a  possible  or  promised  divi- 
dend of  some  enthusiastic  believer  in  the  stock  of  the  pro- 
perty ;  and  it  is  utterly  out  of  the  question  for  a  railroad  officer 
coming  in  contact  with  the  daily  difficulties  of  the  situation,  to 
take  this'  much  vexed  question  of  cost  into  practical  consi- 
deration. Now,  assume  that  our  average  for  last  year  was 
6.74  mills  per  ton  per  mile,  the  question  is  presented  to  us  as 
between  Binghamton  and  New  York,  if  you  please,  or  between 
Buffp.lo  and  Binghamton,  whether  we  will  carry  50  car  loads 
of  freight  at  5  cents  per  hundred  pounds,  which  is  not  as 
much  as  the  cost  for  the  prior  year ;  yet  that  transaction  may 
be  related  to  several  other  transactions  ;  the  shipper  of  that 
article  may  be  forced,  on  that  day,  by  the  rate  that  he  finds  in 
force  by  way  of  Oswego  to  Binghamton  upon  grain  from 
Chicago — and  the  price  that  he  has  paid  from  Chicago 
to  Buffalo,  plus  5  cents  a  hundred,  may  jast  put  it  down 
in  Binghamton  at  the  price  that  it  can  be  taken  through  Oswe- 
go. For  us  simply  to  say  in  that  case  that  we  decline 
to  carry  that  business  because  it  shows  biit  tt  of  a  cent  on  a 
ton  per  mile,  would  be  doing,  ordinarily,  a  foolish  thing ; 
for  we  know,  as  a  matter  of  fact,  that  our  local  business 
costs  us  a  great  deal  more  per  ton  per  mile  than  our 
through  business  ;  but  to  undertake  to  average  over  the  mil- 
lion and  nine  hundred  and  odd  thousand  transactions  that  I 
referred  to  yesterday,  the  cost  of  each  one,  is  to  undertake  to 
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do  that  whicli  the  human  mind  is  not  capable  of ;  there  are  no 
facts  that  will  furnish  it,  and  therefore  we  must  generajize  in 
doing  our  freight  business.  Now  this  shipper  of  this  property 
at  5  cents  a  hundred,  may  have  to  another  point  on  our  line 
a  considerable  business  at  15  cents,  or  at  another  point,  17 
cents ;  and  at  slill  another  point  he  may  be  receiving  freight 
to  be  made  into  this  article  that  he  sends  out.  so  that  for  us  to 
simply  decline,  joer  se,  to  carry  that  property  because  it  ap- 
pears to  create  a  loss,  would  be  to  injure  his  industry  and  ours 
in  certain  other  directions  in  which  he  and  we  may  have  re- 
ceived a  profit ;  therefore,  I  say,  that  whatever  amount  of  criti- 
cism may  be  made  as  to  the  ability  of  a  railroad  officer  to 
state  the  cost,  and  the  amount  of  fun  that  has  been  made  upon 
this  subject  before  this  Committee,  it  is  just  as  impossible  for 
the  Chairman  or  any  member  of  this  Committee  to  average 
over  every  transaction  of  his  life  the  precise  cost  to  himself  of 
each.  Our  circumstances  vary  infinitely  more  than  the  indi- 
vidual circumstances  of  a  man  ;  we  are  dealing  with  communi- 
ties that  number  themselves  by  millions ;  with  transactions 
that  number  themselves  by  millions;  with  industries  that 
number  themselves  by  hundreds ;  between  places  that  number 
themselves  by  hundreds ;  under  varieties  of  circumstances  that 
number  themselves  by  thousands,  and  it  is  utterly  impossible 
for  any  writer  upon  railroad  subjects,  however  able  or  sincere 
he  may  be,  to  sit  down  and  give  anything  but  general  conclu- 
sions as  to  railway  freight  cost,  and  any  books  that  have  been 
published,  any  treatises  that  have  been  written  are  taken  from 
an  average  of  circumstances  that  may  be  varied  a  thousand 
times  in  the  very  next  month,  and  upon  five  thousand  trans- 
actions of  a  railroad  ;  and  when  cases  come  before  us  there 
is  just  one  way  todo  it,  and  that  is  to  take  whatever  is  shown 
to  be  the  monthly,  quarterly,  semi-annual  or  annual  results  of 
our  business,  and  average  the  cost  over  it  all.  If  we  were 
called  upon,  lor  instance,  to  carry  freight  from  Hornellsville  to 
Little  Valley,  on  the  "Western  Division,  have  we  any  possible 
means  by  which  we  can  charge  that  excepting  upon  the  entire 
business  of  the  Erie  Kailroad  ?  In  the  State  of  Pennsylvania, 
where  Susquehanna  is,  and  our  general  repair  shops  are  lo- 
cated, and  in  the  State  of  New  Jersey,  where  our  vast  terminal 
system  and  labor  exist,  there  is  no  other  way.  "Would  it  be 
just  to  charge  all  those  expenses  to  the  cost  of  operating  the 
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portions  of  the  road  in  those  States  ?  A  portion  oi  the  supfirin'- 
tenrienee  of  each  transaction  involved  occurred  at  New  York  ; 
the  accounts  are  made  and  stated  at  New  York ;  the  direc- 
tions as  to  the  cars  were  issued  at  New  York ;  the  car  may 
have  left  Jersey  Oity,  and  yet  if  we  are  coming  down  to  a 
technical  question,  we  would  be  required  to  show  the  actual 
cost  of  that  actual  transaction  under  the  actual  circumstances, 
between  those  actual  points ;  and  for  anybody  to  undertake  to 
do  it,  or  present  to  this  Committee  any  books  upon  that  sub- 
ject of  other  than  the  most  general  character,  is  to  mislead  you ; 
and  I  undertake  to  say  without  hesitation  that  every  railroad 
oflScer  of  the  State,  or  of  the  country,  whose  opinion  is  worth 
anything  to  this  Committee  upon  which  to  base  its  conclusion, 
will  concur  with  me  as  to  the  impossibility  of  stating  actual 
cost  on  each  or  any  given  transaction. 

By  the  Chairman  : 

Q.  You  do  not  even  make  the  average  cost  of  the  previous 
year  the  minimum  price  in  making  a  special  contract  ?  A. 
We  can  not  for  the  reasons  I  have  stated. 

Q.  Do  you  carry  local  freight  at  a  loss  ?  A.  Sometimes, 
in  order  to  get  some  other  local  freight  that  will  pay  us  more ; 
I  can  give  you  an  example  that  just  occurs  to  me  from  a 
recent  application ;  we  were  asked,  for  instance,  to  carry  be- 
tween the  furnace  at  Elmira  and  thejjunction  of  the  Northern 
Central  Railroad  iron  ore  coming  from  Canada ;  that  furnace 
is  strictly  a  local  point,  and  cannot  be  reached  except  over 
the  tracks  of  the  Erie  road ;  we  were  asked  to  carry  that  prop- 
erty, I  think,  for  50  cents  a  car  load  between  those  points. 

Q.  How  far ;  what  is  the  haul  ?  A.  Perhaps  a  mile ;  and  the 
argument  was  used  that  we  had  our  switching  engines  there, 
■  and  we  could  hitch  on  to  it  and  do  it ;  now  we,  in  that  cas^, 
were  called  upon  to  decide  whether  we  would  help  to  encour- 
age the  Elmira  rolling  mill  and  furnace,  and  stimulate  them  to 
ship  over  our  road  the  manufactured  articles  that  might  be 
valuable  freight  to  us,  to  get  their  ore  or  limestone  for  mixing, 
partly  from  Lake  Superior,  which  did  pay  us  a  profitable  rate 
in  return  cars  from  Buffalo,  or  whether  we  would  decline  to 
do  it ;  to  take  that  car  from  the  Northern  Central 
junction  to  the  mill  or  furnace,  let  it  stay  there  a  day  or  two 
for  the  convenience   of  the   party  to   unload,  and  hitch   our 
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engine  on  to  it,  bring  it  back,  and  make  our  delivery  to  the 
Northern  Central  road,  was  a  positive  loss;  no  question 
about  it. 

Q.  Then  you  carried  property  under  certain  circumstances 
at  a  positive  loss  for  one  party,  and  made  it  up  on  another  ? 
A.  Made  it  up  on  his  own  shipments. 

By  Mr.  Shipman  : 

Q.  You  carried  that  ore  that  came  from  Canada  by  the 
other  road — what  road  ?  A.  The  Northern  Central,  for  exam- 
ple. 

Q.  You  carried  that  only  a  mile  over  your  road,  and  you 
carried  it  at  a  loss ;  but  the  Lake  Superior  ore  that  came 
to  mix  with  that,  and  which  would  not  have  come  if  you  had 
not  carried  it  at  a  loss,  you  carried  from  Lake  Erie  to  that  point 
at  a  profit  over  a  longer  portion  of  your  road  ?  A.  We  think 
so. 

Q.  And  when  that  ore  that  you  carried  at  a  loss  there  was 
returned  to  you  in  the  manufactured  product,  it  not  only  went 
over  that  mile  which  the  ore  went  over,  but  it  went  over  a  long 
line  of  your  road  in  another  direction  ?  A.  Being  manufac- 
tured into  pig  iron,  it  went  to  Paterson,  or  Goshen  or  Middle- 
town  or  elsewhere,  at  our  local  rates ;  manufactured  into 
bridge  material,  it  went  west ;  and  upon  the  aggregate  of  the 
transaction,  we  believe  we  receive  a  profit,  while  per  se.  and 
theoretically,  the  loss  upon  that  first  transaction  was  charged 
in  some  part  to  every  man  who  ever  had  any  transaction  con- 
nected with  the  Erie  Railroad, 

By  the  Chairman  : 

Q.  Then,  taking  your  statement  of  the  business  as  you  trans- 
act it,  and  as  you  think  it  must  be  done,  it  does  inevitably  and 
frequently  occur  that  where  you  make  a  loss  upon  certain 
shipments,  and  make  a  general  profit  on  your  whole  business 
that  the  loss  is  made  up  by  other  individuals  and  other  ship- 
pers?    A.  Yes,  sir  ;  it  must  be  so. 

By  Mr.  Shipman  : 

Q.  You  say  you  are  unable  to  specify  the  cost  of  transporta- 
tion ;  still  this  cost  must  have  some  relative  bearing  upon 
local  and  through  traflSc  ;  I  want  you  to  state  the  relations  of 
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the  cost  of  transportation  to  the  through  trRffic  and  the  local 
traffic  ;  you  are  pretty  full  of  this  subject,  and  you  talk  pretty 
fast ;  I  want  to  understand  it,  as  I  go  along,  because  that  is 
the  commencement  of  a  very  important  branch  of  this  in- 
.quiry  ?  A.  In  the  first  place,  I  would  like  to  call  the  attention 
of  the  Committee  to  the  number  of  heads  under  which  our  ex- 
penses are  divided  (producing  a  statement) ;  it  will  be  noted 
from  this  statement,  or  it  is  a  fact — I  don't  know  whether  this 
statement  shows  it — that  our  income  is  derived  from  eight 
sources,  four  of  which  are  general  income :  freights,  pas- 
sengers, baggage,  express,  mail,  real  estate,  and  others  than 
those  prominent  items  constituting  the  balance ;  now,  under- 
taking to  keep  the  accounts  of  the  Erie  Eailroad  with  reference 
to  the  actual  cost,  of  course  we  would  have  to  subdivide  and 
.charge  to  each  source  of  income  precisely  what  it  cost  us  to  get 
■that  income  from  that  specific  source ;  that  is  a  proposition  too 
plain  to  need  any  further  reference.  This  account,  however 
divides  our  expenses  into  224  different  heads,  and  to  be  exact 
we  would  have  to  show  precisely  what  exact  part  of  each  of 
these  224  difi'erent  heads  belong  to  each  of  the  eight  sources 
of  income. 

The  witness  produces    and    reads  a  paper,  of   which   the 
following  is  a  copy  : 

ACCOUNTS  OF  THE  ERIE  RAILWAY  COMPANY. 
Conducting  Transportation. 

Passenger  Depaetment. 
Advertising. 
Agents — Ticket. 
Baggage  Masters. 
Brakemen. 

Cars— ^Cleaning  and  inspecting. 
Car  furniture  and  fixtures. 
Car  service. 
Clerks. 
Conductors. 
Despatchers. 
Emigrant  agency. 

Expenses  of  stations,  except  labor. 
Eoreign  agencies. 
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Fuel  for  stations. 

Fuel  for  cars. 

Incidentals. 

Insurance. 

Labor  at  stations. 

Light  at  stations. 

Light  for  cars. 

Loss  and  damage. 

Loss  from  injuries  to  persons  and  property. 

Mail  expenses. 

Oil,  tallow,  waste,  etc. 

Bents. 

Stationery  and  printing. 

Stations — Repairs  of,  and  furniture. 

Superintendents. 

Switchmen. 

Tax  on  depots. 

Telegraph  expenses. 

Tolls  E.  E. 

Transfer  expenses,  N.  T. 
Wharves  and  landings — Eepairs  of. 
Wrecks — Clearing. 

Pavonia  Ferries. 
Agents,  Clerks  and  Superintendents. 
Docks — Dredging  and  cleaning. 
Ferry-house  expenses. 
Incidentals. 
Piers — Eent  of. 
Steamboats — Fuel  for. 

"  Incidentals  for. 

"  Insurance. 

'•  Manning. 

"  Eepairs  of. 

Eeie  Baggage  Express. 
Pavonia  Horse  E.  E. 

Fbeight  Department. 
Advertising.' 
Agents — Freight. 
Brakemen. 
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Barges — Manning. 

"        Incidentals  for. 

Eent  of. 
"        Bepairs  of. 
Car  floats. 

Oars- — Cleaning  and  inspecting. 
Car  furniture  and  fixtures. 
Car  service. 
Clerks. 
Conductors, 
Despatchers. 

Docks — Dredging  and  cleaning. 
Expenses  of  stations,  except  labor. 
Foreign  agencies. 
Fuel  for  stations. 
Fuel  for  cars. 
Incidentals. 
Insurance. 
Labor  at  stations. 
Light  at  stations. 
Light  for  cars. 
Lighterage. 
Loss  and  damage. 

Loss  from  injuries  to  persons  and  property. 
Oil,  tallow,  waste,  etc. 
Piers — Eent  of. 
Rents. 

Stationery  and  printing. 
Stations — Repairs  of,  and  furniture. 
Superintendents. 
Switchmen. 
Tax  on  depot,  etc.,  etc. 
Telegraph  expenses. 

Tolls E.  R. 

Transfer  expenses,  N.  Y. 
Tugs — Manning. 

"        Incidentals  for. 
Rent  of. 

"        Repairs  of. 
Fuel  for. 
Wharves  and  landings — Repairs  of. 
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"Wrecks — Clearing. 
Weehawken  Docks. 

Motive  Power. 

Coal  for  locomotives. 

Cotton  waste. 

Engineers  and  firemen — Passenger. 

Freight. 
Engine-houses,  machine  shops,  etc. — Repairs  of. 
Fuel  for  stoves  in  engine-houses  and  machine  shops. 
Incidentals. 
Insurance. 

Interest  on  valuation  of  locomotives  >  ■, 

Laborers. 

Locomotive,  furniture  and  fixtures. 
Locomotives,  repairs  of  passenger. 

freight. 
"  renewals  of  passenger, 

freight. 
Oil. 

Stationery  and  printing. 
Tallow. 

Taxes  on  engine  houses  and  shops. 
Tools  and  machinery,  repairs  of. 
Watchmen. 
Water,  wood  and  coal  stations,  repairs  of. 

"  "  "  expenses  of. 

Wood  for  locomotives. 

Maintenance  of  Cars. 

Car  shops  and  sheds,  repairs  of. 
Cars — repairs  of  ballast  and  wood. 

"      renewals  of  ballast  and  wood. 

"      repairs  of  freight. 

"      renewals  of  freight. 

"      repairs  of  passenger  and  baggage. 

"      renewals  of  passenger  and  baggage. 
Fuel  for  stoves  in  shops  and  sheds. 
Incidentals. 
Insurance. 
Interest  on  valuation  of  cars,  freight,  I  gj-g^^^jj  roads. 

passenger,  &o j 
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Laborers. 

Stationery  and  printing. 

Tools  and  repairs  of  tools. 

Watchmen. 

Maintenance  of  Way. 

Ballast. 

Bridges — repairs  of. 

Oars — ^road  and  hand — repairs  of. 

Chairs  and  splices. 

Clerks. 

Cross  ties. 

Expenses  on  property. 

Fences — repairs  of. 

Foreman,  tool  and  watch  houses,  repairs  of. 

Frogs. 

Incidentals. 

Insurance. 

Oil,  tallow,  waste,  &c. 

Eoad  bed — repairs  of — labor  and  materials. 

Bails — iron. 

Bails — steel. 

Bail  shops — repairs  of. 

Snow  and  ice,  removing. 

Spikes  and  bolts. 

Stationery  and  printing. 

Superintendents  and  Supervisors. 

Switches. 

Taxes  on  real  estate  for  road. 

Telegraph — repairs  of. 

Tools  and  repairs  of  tools. 

Track,  labor  repairing. 

Watchmen. 

General  Expenses. 

Advertising, 

Attendances. 

Clerks. 

Fuel  and  light. 

Incidentals. 

Insurance. 

Legal  expenses. 
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OflBce  expenses. 

Eent  of  general  oflSce. 

Salaries  of  President  and  other  officers. 

Stationery  and  blanks. 

Taxes  on  real  estate,  N.  T. 

Construction  and  Equipment, 

Cost  of  Construction. 
Ballast. 

Bridge  masonry. 
Bridge  superstructure. 
Chairs  and  splices. 
Car  shops  and  sheds. 
Cross-ties. 

Engineers,  salaries  of. 
Fencing. 

Foreman  and  tool  houses. 
Frogs  and  switches. 
Grading. 
Incidentals. 

Machine  shops,  engine  houses,  &c. 
Bails,  iron. 
Bails,  steel. 
Eight  of  way. 
Eoad  superstructure. 
Spikes  and  bolts. 
Stations  and  warehouses. 
Telegraph  line. 
Wharfing. 


Barges. 
Cars,  burden. 

"    passenger. 

"    road  and  hand. 
Car  floats. 
Incidentals. 
Locomotives. 
Machinery  for  shops. 
Steamboats. 


Equipment. 
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Open  Accounts. 
Coal. 

Cotton  waste. 
General  stores. 
Materials  for — shop. 
Oil. 

Printing  and  stationery. 
Tallow. 
Wood. 

Eails,  iron,  General  Superintendent. 
Eails,  steel, 

Eoadway  and  bridge  materials — Division. 
General  Passenger  Department. 

land 

Claim 
Line  Insurance  Account. 

Beal  Instate. 
Eastern  Division. 
Delaware       " 
Susquehanna  Division. 
Buffalo 

Eochester  " 

Western  " 

Individuals  and  Companies. 
Ledger  Accounts. 
New  York,  October  1,  1875.  (Signed.) 

S.  LITTLE,  Auditor. 

The  Witness — If  we  were  to  be  exact,  as  I  before  stated,  we 
would  show  what  proportion  of  each  individual  item  of  expen- 
diture of  each  one  of  those  224  accounts  belonged  to  each 
one  of  the  eight  different  heads  of  income.  There  are  certain 
fixed  charges,  as  Mr.  Fink  and  Mr.  Chanute  have  more  fully 
explained,  that  belong  to  the  company  in  any  case ;  my  salary, 
for  instance, is  chargeable  upon  the  entire  traffic  of  the  Erie 
Eoad,  be  it  large  or  be  it  small,  and  just  in  proportion  as  it  is 
large  or  it  is  small  does  the  proportion  of  cost  of  my  salary 
vary  upon  the  varying  amounts  of  tonnage  or  passengers  car- 
ried. That  is  an  illustration  that  shows  that  in  some  ap- 
preciable   amount,   my    salary,   divided   between   the    tons, 
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changes  the  result ;  an  increase  of  my  salary  changes  the 
result ;  a  decrease  of  it  changes  the  result ;  so  with  every  ex- 
pense on  the  line  of  the  road ;  so  with  every  economy  or 
every  extravagance  on  the  line  of  the  road ;  it  is  utterly  im- 
possible to  divide,  and  assign  to  each  one  of  these  items  ac- 
curately what  each  item  of  income  costs.  Now,  to  take  another 
illustration  that  is  applicable  to  this  case  :  assume  that  we 
have  upon  the  Hue  of  the  Erie  Kailroad,  fifty  bridges  that  are 
of  wood,  and  it  costs  us  at  each  one  of  these  bridges  $400  a 
year  for  a  watchman,  making  $20,000 ;  if  we  were  to  be  exact, 
we  would  charge  the  services  of  those  watchmen,  to  what? 
"Would  we  charge  it  to  the  freight  that  actually  passed  over  that 
bridge  ?  if  so,  how  could  we  find  out  what  it  was,  except 
by  taking  up  all  our  way  bills  and  finding  where  the  property 
originated  on  one  side  of  the  bridge  and  terminated  on  the 
other  side  of  the  bridge  ?  could  we  then  so  separate  into  dif- 
ferent accounts  fifty  watchmen  on  our  line,  and  charge  to  the 
freight  that  actually  passed  over  each  exactly  what  that  charge 
was  in  every  instance  ?  But  the  freight  that  passed  over  each 
bridge  is  in  fifty  difierent  classes,  as  dry  goods,  flour,  cotton, 
hams  and  sugar.  Should  we  again  have  a  subdivision  to 
show  what  proportion  of  the  charge  for  the  bridge  was  at- 
tached to  each  class  of  that  freight  ?  A  great  many  empty  cars 
pass  over  that  bridge,  can  we  further  possibly  show  not  only 
what  belongs  to  the  freight,  but  to  each  class  of  fr-eight,  as  well 
as  to  its  direction  and  to  each  empty  car  that  passes  over  ? 

Then  a  locomotive  weighs  as  much  as  5  cars  ;  how  much 
shall  we  charge  to  repairs  of  machinery  for  passing  the  differ- 
ent weights  and  conditions  of  locomotives  over  that  bridge  at 
varying  rates  of  speed  ?  Then  freight  preponderated  in  one 
direction  and  it  was  less  in  another  ;  sliall  we  charge  it  to  east- 
bound  or  shall  we  charge  it  to  westbound  freight,  is  there 
any  possible  way  of  charging — or  to  state  it  as  a  matter  of 
evidence,  there  is  no  possible  way  for  any  oflicer  connected 
with  Erie  Company  to  go  into  details  that  are  so  utterly  worth- 
less and  misleading  as  to  show  the  cost  of  each  transaction. 

Now,  to  multiply  that  illustration,  not  by  a  bridge  watchman 
but  by  a  switch  watchman  at  every  station,  to  take  the  sta- 
tion agent  at  every  station,  to  take  the  laborers  at  every  sta- 
tion, and  on  each  part  of  the  line,  to  take  the  maintenance  of 
power  at  every  station  and  measure  the  difficulties — assume, 
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for  instance,  tliat  after  passing  over  the  bridge  in  illustration, 
say  50  rods  west  of  it  the  engine  broke  up  in  a  collision,  shall 
we  charge  the  repairs  to  that  locomotive  to  the  freight  it 
actually  hauled  at  that  time  and  had  behind  it  when  the  ac- 
cident occurred  ?  is  that  a  fair  thing  ?  if  so,  we  can  show 
time  and  again,  that  we  have  carried  freight  for  the  public  at 
an  enormous  loss  ;  for  the  entire  freightievenue  might  be  $200, 
and  the  loss  might  be  $200,000,  if  that  rule  of  cost  was  to 
prevail.  There  is  no  such  way  of  keeping  accounts  of  freight ; 
there  is,  therefore,  just  one  way,  and  that  is  to  take  the  annual 
traffic  of  the  Erie  Kailway  Company,  or  any  other  railroad 
company,  and  average  over  its  whole  annual  traffic  the 
amount  shown  to  have  attached  to  the  general  and  entire 
business  and  not  to  any  specific  transaction  ;  in  that  case 
this  locomotive  might  have  had  behind  it  freight  to  be 
hauled  a  long  or  for  a  short  distance  ;  would  it  be  proper  to 
charge  the  cost  of  such  accident  in  proportion  to  the  entire 
charges  that  we  made  upon  that  business  or  for  only  the  pro- 
portion of  the  rate  that  had  been  earned  when  the  accident 
occurred  ?  That  is,  if  between  the  same  points,  one  class  was 
25  and  one  15  cents  per  100  pounds,  should  we  apportion  to 
each  one  as  25  is  to  15,  or  on  the  total  weight  carried  at  each 
rate,  or  according  to  a  conjectural  profit  to  be  derived  from 
each  ?  One  might  have  been  a  long  haul  for  a  long  revenue  and 
one  might  have  been  a  short  haul  for  an  equal  revenue;  one 
transaction  might  have  originated  at  Hornellsville,  and  another 
at  Portland,  in  Maine  ;  we  cannot  tell ;  should  we  make  the 
charge  in  proportion  as  these  revenues  accrue?  if  so,  and 
you  are  arriving  at  a  general  judgment,  should  that  accident 
attach  to  the  whole  line  from  Portland,  Maine,  to  Cattarau- 
gus, New  York,  because  we  broke  up  that  locomotive  15  miles 
east  of  Cattaraugus,  or  be  charged  to  the  expenses  of  operat- 
ing the  mile  or  division  upon  which  the  casualty  happened? 
How  is  it  possible  therefore  for  anybody,  except  as 
a  theorist,  to  undertake  to  show  more  than  the  general 
cost  of  these  transactions  ?  Now,  to  multiply  these  il- 
lustrations by  all  the  casualties  which  a  railroad  com- 
pany is  subject  to,  by  all  the  variety  of  expenses  to  which  I 
have  referred,  by  the  variety  of  its  classes,  by  the  variety  of 
its  curvatures,  by  the  variety  of  its  grades,  whether  they  are 
up  hill  or  whether  they  are  down  hill ;  whether  we  pay  an 
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agent  at  that  station  $25  a  month,  and  pay  the  agent  at  another 
and  perhaps  smaller  station  $30  a  month,  and  the  one  having 
$30  beicg  at  an  old  station  handles  less  business  than  the 
one  who  has  $25  ;  it  would  take  too,  long  to  detail  to  this 
Committee  all  the  circumstances  that  not  only  might  be  sup- 
posed to  arise,  but  actually  do  arise  with  every  faithful  oflScer 
in  connection  with  this  intricate  subject,  if  he  undertook  to 
state  the  cost  to  you  accurately. 

Then  how  is  the  cost  of  maintenance  of  a  railroad 
to  be  divided  ?  If  in  this  year,  because  the  maintenance 
of  the  line  from  Attica  to  Buffalo  was  deficient  last 
year,  we  put  an  unusual  expense  upon  it,  shall  we  charge 
that  unusual  outgo  all  to  business  originating  at  or  between 
Attica  and  Buffalo,  or  passing  only  over  that  part  of  the  line, 
or  must  the  portion  of  the  railroad  in  the  State  of  New  Jersey 
bear  its  proportion  of  the  maintenance  of  the  entire  line  and 
over  the  whole  road  ?  Clearly  only  the  latter,  and  yet  if  we 
were  to  give  you  the  cost  of  the  maintenance  from  Attica  to 
Buffalo,  the  extraordinary  expenditure  on  that  part  of  that 
property  in  that  year  might,  for  the  entire  year,  justify  an  in- 
crease of  our  rate  25  per  cent,  in  order  to  secure  to  the  citizen 
of  Attica  between  Attica  and  Buffalo  a  better  protection  to  his 
life  and  to  his  property.  It  is  utterly'  impossible  to  so  adjust 
our  freight  rates. 

Then  suppose  we  put  a  new  locomotive  on  the  line,  an  ab- 
solutely new  locomotiTe,  and  it  is  a  matter  of  construction  • 
to  what  traffic  shall  we  charge  its  cost,  when  the  expense  is 
created  and  before  it  has  done  any  work?  Suppose,  to  take 
the  reverse,  that  we  put  a  locomotive  on  the  line  that  replaces 
an  old  one,  and  the  old  one  is  sold  for  old  iron  for  $1,000,  and 
the  new  one  costs  $8,000,  to  what  shall  we  credit  and  charge 
each  amount  when  the  account  comes  into  our  office ;  must  we 
go  back  to  ascertain  what  the  old  one  hauled  and  credit  the 
$1,000  realized  from  its  sale  to  every  ton  of  freight  or  passenger 
it  hauled  a  mile,  assuming  those  to  be  the  proper  units  ?  The 
new  locomotive  may  be  running  next  week  between  Hornells- 
viUe  and  Dunkirk  because  of  a  press  of  business  on  that  branch  j 
it  maybe  running  to-day  between  Attica  and  Buffalo;  it  may 
be  called  to  Rochester ;  it  may  go  on  to  the  eastern  division 
of  the  road ;  how  can  we  charge  the  cost  of  that  locomotive 
except  into  the  annual  cost  of  transportation  on  the  entire 
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property  carried  on  the  railway  in  that  year,  or,  as  the  freight 
we  had  ah'eady  carried  had  worn  out  the  engine  the  new  one 
replaced,  why  should  not  past  traffic  bear  some  part  of  the 
new  cost? 

I  do  not  believe  it  is  necessary  to  go  any  further  in  these 
illustrations ;  they  are  too  clear ;  but  sujppose  we  put  in  a 
new  side  track  ;  that  side  track  receives  both  freight  and  pas- 
senger trains,  both  through  and  local,  shall  we  charge  that  cost 
in  proportion  to  the  trains  that  meet  there  ?  before  we  get  that 
side  track  put  in  the  trains  may  not  meet  there ;  the  meeting 
point  on  the  time  table  may  have  been  made  twenty  miles  west; 
shall  we  charge  it  to  each  one  of  the  trains  that  have  happened 
to  go  on  to  the  side  track  and  required  the  use  of  that  iron  and 
that  right  of  way,  or  shall  we  charge  it  over  the  whole  traffic 
of  the  road  ?     It  must  necessarily  be  the  latter. 

The  taxation  of  the  company  in  one  county  is  more  per  mile 
than  in  another  one ;  can  we  thereby  put  up  the  rates  in  the 
county  that  charges  us  the  most,  simply  because  they  do  so ; 
or  shall  we  average  our  taxation  as  one  of  the  expenses  of 
the  maintenance  of  the  entire  property  over  the  whole  road  ? 
Clearly  the  latter. 

Now  this  principle  passes  through  water  stations.  Take  a 
water  station  where  we  are  compelled  to  pay  $300  a  year  for 
water,  shall  we  keep  a  record  of  every  train  that  stops  at 
that  station  for  water,  and  find  out  precisely  what  proportion 
of  the  water  for  that  train  for  that  day  should  be  charged  to  a 
certain  box  of  freight  that  happened  to  be  in  that  car,  that  was 
attached  to  that  locomotive  ?  It  is  an  utter  impossibility,  and 
anybody  that  tells  you  that  it  is  not,  tells  you  that  that  they 
know  nothing  about  it. 

Por  further  illustration,  the  rent  of  our  Jersey  City  station, 
the  price  we  pay  for  our  Long  Dock  Property,  which  is  a  per- 
manent cost,  shall  we  charge  that  rental  to  the  annual  results 
of  the  Erie  Company,  or  shall  we  select  each  ton  of' freight 
that  passes  in  and  out  and  across  the  Long  Dock  property, 
and  charge  it  to  each  ?  It  is  an  enormous  property  costing  a 
vast  sum  of  money,  and  it  is  clear  to  me  that  if  that  property 
was  a  necessity  for  a  merchant  from  Binghamton  to  get  to  the 
City  of  New  York,  two  hundred  and  fourteen  miles,  some  other 
two  hundred  and  fourteen  miles  upon  some  other  part  of  the 
line  where  we  did  not  need  or  use  Long  Dock,  might  make  a 
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variation  of  the  rates  if  we  were  going  into  all  this  nicety.  We 
cannot  do  that;  we  therefore  must  adopt  in  every  railroad 
some  arbitrary  basis  for  the  division  of  the  flexible  expenses, 

By  Mr.  Shipman  : 

Q.  Can  you  distinguish  between  your  local  and  through 
traffic  in  this  statement,  or  does  it  all  necessarily  come  under 
one  head  ?  A.  It  all  necessarily  in  this  part  of  the  case,  comes 
under  one  head.  For  the  reasons  I  have  given  we  must  divide 
the  annual  expenses  over  the  different  items  constituting  the 
expenses — the  general  heads  of  expenses,  of  which  there  are 
ten— in  some  arbitrary  or  otherwise  theoretical  way,  and  must 
then  make  a  like  arbitrary  subdivision  between  freight  and 
passenger  expenses.  Upon  the  Erie  Railroad  this  subdivision 
is  made  according  to  the  mileage  made  by  the  engine  carrying 
tbe  freight  or  the  passenger  train,  as  the  case  may  be  ;  in  other 
words,  if  two-thirds  of  our  mileage,  counting  nothing  but  the 
locomotive,  and  not  what  is  behind  it,  is  made  by  freight 
engines,  and  one-third  is  made  by  passenger  engines,  two- 
thirds  of  the  transportation  expense  is  charged  to  the  freight. 
It  is  easy  for  anybody  to  see  how  arbitrary  that  must  be  ;  for 
example,  suppose  an  empty  engine  was  compelled  to  run 
from  Buffalo  to  Hornellsville,  to  take  freight  West  because 
there  was  no  freight  in  Buffalo ;  that  engine  is  empty ;  the  en- 
gine against  which  it  was  charged  might  have  a  full  passenger 
train  of  twelve  cars  ;  again,  over  different  parts  of  our  line,  we 
have  different  loads,  therefore  the  amount  of  earnings  and  the 
percentage  of  expense  to  earnings  resulting  from  the  haulage 
by  each  engine  must  differ ;  and  yet,  taking  the  average  of  the 
entire  business  done  by  the  Erie  Railroad,  it  is  regarded  as  a 
fair  and  equitable  rule.  Upon  other  roads  this  division  differs ; 
some  make  an  arbitrary  division  of  one-fourth  and  three- 
fourths  ;  some  make  an  arbitrary  division  of  one-third  and 
two-thirds  ;  some  companies  divide  according  to  the  earnings 
derived  from  each  source  ;  there  are  many  things  to  be  said  in 
favor  of  each  one  of  those  plans ;  for  instance,  we  have  some 
locomotives  that  weigh  fifty  tons,  and  we  have  others  that 
weigh  twenty-eight ;  a  locomotive  passing  over  the  line  weigh- 
ing fifty  tons  palpably  does  more  damage  to  the  track  than  one 
weighing  twenty-eight  tons  ;  and  yet,  if  we  were  going  into  the 
lamination  of  the  r?iils,  and  like  intricate  calculations,  we 
61 
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should  have  to  charge  totljs  locoiaotive  that  weighed  fifty  toils 
the  proportion  of  expense  of  maintenance  that  it  created  in 
proportion  to  its  weight.  That  is  an  utterly  impracticable 
thing  to  do  ;  if  that  engine  in  passing  over  the  line,  as  I  hava 
before  stated,  met  an  accident,  would  we  charge  that  expense 
to  the  passengers  who  are  being  conveyed  by  it  at  the  moment, 
and,  therefore,  exact  from  thorn  higher  than  our  regular  fare? 
Such  accident  is  clearly  one  of  the  contingences  and  casualties 
connected  with  our  whole  business,  and  we,  therefore,  cannot 
state  the  exact  passenger  cost  any  more  than  we  can  the 
freight  coat. 

By  the  Chairman  : 

Q.  Can  you  not  separate  them  ?  A.  We  separate  generally 
on  the  rule  that  I  have  stated  ;  but  to  carry  out  the  idea  in 
my  mind,  if  we  have  in  our  passenger  traifi.c  an  excursion 
business,  a  commutation  business,  a  first  class  business,,  a  way 
business,  a  through  business,  an  emigrant  business,  and  we 
have  a  locomotive  carrying  a  passenger  train  that  breaks  up, 
shall  we  ascertain  precisely  the  number  of  each  kind  of  those 
passengers  who  are  being  conveyed  by  that  train,  and  charge 
to  the  earnings  from  each  class  of  passengers  precisely  the 
proportion  in  which  each  was  being  cairied  in  that  train  at 
the  time  ?  yet  if  this  Committee  or  anybody  else  asked  us  to 
show  the  proportion  of  an  arbitrary  passenger  expense  which 
Was  fur  the  carriage  of  our  commutation  business,  for  our 
emigrant  business,  for  our  first  class  through  business,  for  our 
way  business,  we  could  not  do  it,  and  to  average  the  whole 
expense  over  the  whole  business  is  the  only  way  it  can  be 
'  done,  and  the  Capitol  at  Albany  would  not  hold  the  clerks 
that  would  state  one  month's  business  upon  the  theory  of 
showing  exact  cost  in  each  transaction. 

In  addition  to  these  features  of  the  case,  a  passenger  train 
carries  mail,  carries  baggage — extra  baggage  that  passengers 
pay  for,  and  carries  express  goods;  can  we  find  out  from  the 
United  States  Government,  or  from  the  United  States  Express 
Company,  or  from  the  passenger  who  had  that  extra  baggage 
carried  for  him,  precisely  the  proportion  of  cost  of  that  accident, 
or  the  customai'y  transportation  cost  if  there  was  no  accident, 
which  should  accrue  to  the  transportation  of  each  one  of  these 
articles  carried  in  passenger  trains?     That  is  again  entirely 
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impossible,  and  requires,  as  I  have  before  stated,  the  same 
system  of  average.  The  station  agents,  for  example,  are  re- 
quired to  attend  to  all  the  duties  of  the  railroad  company  at  a 
station ;  they  have  to  attend  to  the  delivery  of  mails,  to  the 
putting  on  of  the  express  goods,  to  the  alighting  or  embarking 
of  the  passengers  from  and  on  the  trains,  the  baggage,  the  va- 
rious varieties  of  freight,  in-coming  and  out-going,  the  freight 
that  the  forwarder  loads,  or  the  freight  that  we  load,  the  freight 
that  the  forwarder  unloads,  or  the  freight  that  we  unload.  How 
then  can  we  pick  up  the  two  hundred  and  sixty  odd  station 
agents  of  our  road  and  attach  to  each  transaction  of  each  in 
each  month  the  exact  proportion  of  the  expense  of  his  station 
attendance  upon  each  transaction  that  he  performed  during 
that  month  ?     It  is  utterly  out  of  the  question. 

Now,  to  go  still  farther,  suppose  that  we  adopt,  in  any  one 
year,  what  we  regard  as  the  average  freight  or  passenger  ex- 
pense per  mile  of  the  preceding  or  the  average  of  several  prior 
years  ;  the  following  year  may  entirely  change  the  propriety  of 
that  conclusion ;  for  example,  we  had  in  1875,  being  but  a  year 
and  a  half  after  the  panic,  a  very  limited  passenger  business  ; 
in  1876  we  had  an  enormous  rush  of  the  Centennial  business ; 
could  we  in  1875  prepare  a  set  of  books  or  accounts  contingent 
upon  the  increased  proportion  which  the  Centennial  travel 
would  bear  to  our  entire  earnings,  or  to  our  first  and  second 
class  or  excursion  or  round  trip  business,  and  change  all  our 
books  to  accommodate  it  ?  Clearly  not.  It  is  also  frequently 
the  case  and  particularly  growing  out  of  these  variations  of 
through  rateSf  that  the  through  business,  by  reason  of  the  dif- 
ferences of  rate,  bears  a  varying  proportion  to  the  local ;  it  is 
frequently  the  case  that  merchants  will  buy  fewer  goods  in  the 
City  of  New  York  and  ship  more  into  New  York  ;  when  they 
are  economizing ;  they  are  raising,  and  selling  more  and  buying 
less ;  good  times  come  like  the  present,  and  they  produce  and 
buy  more  even  in  proportion  to  increased  production ;  that 
changes  the  relative  proportion  of  west  bound  local  and  east 
bound  local,  and  just  in  proportion  as  those  proportions  change, 
j;ust  so  do  our  expenses  change  when  attached  to  each  one. 

I  do  not  wish  to  weary  the  Committee  with  a  multitude  of 
th©se  details,  but  so  much  has  been  said  upon  this  subject  of 
cost,  that  I  wish  to  make  one  more  illustration ;  assume  in 
each  case,  one  car  load  of  freight,  the  same  car  load  and  the 
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same  contents,  the  locomotiTe  and  the  cars  and  the  contents 
being  precisely  alike  ;  in  each  case  it  is  to  be  transported  fifty 
miles ;  now,  if  we  start  from  New  York  we  have  to  go  fifty 
miles  from  the  City  of  New  York  or  from  our  Chambers  street 
station,  and  it  is  perfectly  clear  that  we  have  got  to  cross  the 
Hudson  river,  and  that  involves  one  expense  ;  now,  inasmuch 
as  the  grades  and  every  condition  going  west  difi^er  from  those 
coming  east,  the  reversal  of  that  in  this  direction  creates  a  dif- 
ferent expense ;  siippose,  instead  of  going  fifty  miles  on 
the  main  line  it  goes  off  on  a  branch  involving  an  expense  at 
the  starting  point,  an  expense  at  the  junction  point,  and 
an  expense  at  the  terminal  point  ;  that  is  clearly  a  third 
expense ;  the  grades  of  that  line  differ  coming  east ;  there- 
fore there  is  a  fourth  expense ;  suppose  we  start  from  a 
station  on  the  Eastern  Division  that  is  a  local  point  where  the 
expense  differs  from  Jersey  City,  and  go  fifty  miles  ;  that  is 
still  another  expense  ;  suppose  we  start  on  one  branch,  run 
ten  miles  and  go  down  on  the  main  line  thirty  miles,  and  go 
ten  miles  on  another  branch  ;  that  is  a  starting  expense,  a 
terminal  expense,  and  two  junction  expenses. 

Suppose  we  start  at  the  top  of  the  grade  going  into  Port 
Jervis  and  go  down  hill  all  the  way  into  Port  Jervis  and  then 
on  the  level  track ;  that  is  still  another  expense ;-  there  is  a 
remaking  of  trains,  a  change  of  men  and  fuel  and  everything 
else  at  Port  Jervis. 

To  reverse  the  last  illustration,  we  start  from  Lackawaxen 
and  go  up  on  the  grade ;  is  not  that  clearly  another  expense  ? 
Suppose  we  start  upon  the  Delaware  Division,  on  our  level  road 
and  we  go  for  fifty  miles  between  way  stations  with  no  change 
of  cars  or  engines,  and  no  change  of  men  ;  that  is  another  ex- 
pense. 

Suppose  the  Delaware  and  Susquehanna  Divisions  to  be 
"both  level,  and  we  start  to  go  from  a  point  -on  one,  to  a  point 
on  another,  and  we  change  men,  engines  and  trains  at  the  point 
of  junction ;  that  is  clearly  still  another  expense. 

Suppose  we  go  into  Buffalo  and  deliver  freight  to  a  connec- 
ting line  where  we  do  not  handle  it  at  the  end  of  our  line,  as 
compared  with  the  same  goods  that  we  deliver  through  our 
freight  stations,  collecting  all  the  bills  and  handling  the  prop- 
erty ;  that  is  clearly  another  expense. 

Now,  these  are  citations  from  the  actual  practical  working  of 
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the  railroads  of  the  length  and  with  the  number  of  branches 
and  the  variety  of  circumstances  attending  the  Erie  Kailroad, 
and  without  going  into  the  varieties  of  grade,  ciirvatuie,  &c.; 
the  classes  carried  in  actual  practice,  the  variety  of  the 
weight  of  locomotives,  the  salaries  of  the  engineers,  if  they  be 
engineers  of  the  first  or  second  grade,  and  the  thousand  details 
almost,  that  actually  enter  into  the  expense,  and  I  believs 
I  can  state  to  this  Committee  that  there  are  over  75  clear, 
actual  and  distinguishable  divisions  of  expense  in  the  hand- 
ling of  the  same  class  of  freight  by  a  locomotive  of  the  same 
weight,  and  the  same  salary  paid  to  the  employees  of  the 
train  upon  difi"erent  parts  of  our  line.  Then,  how  is  it  possible 
for  anyone  to  come  here  and  tell  any  intelligent  railroad  man 
that  the  actual  cost  of  each  transaction  can  be  accurately 
stated  and  the  tarififs  be  based  thereon. 

By  Mr.  Shipman. 

Q.  Are  you  through  with  that?  A.  Not  quite;  there  is 
another  item  that  forms  quite  an  important  figure  in  this  mat- 
ter of  cost ;  the  Erie  Railway  in  the  year  1878  handled  571,256 
tons  of  freight  for  its  own  supplies;  now  if  we  were  to  go  into 
this  matter  of  the  actual  expenses  of  operating  each  class  of 
our  business,  eveiy  pound  and  every  ton  of  that  freight  (on 
none  of  which  did  we  receive  any  charge)  must  enter  into  the 
calculation  as  to  the  making  of  rate.?.  That  is  one  of  the 
general  expenses  that  we  are  unable  to  avoid,  and  has  a  large 
influence  on  cost.  Again,  if  the  agent  at  Addison  required  a 
new  depot  for  the  accommodation  of  his  business,  would  it  be 
proper  to  charge  the  citizens  of  Addison  increased  rates,  in- 
coming and  out-going,  for  the  expense  of  putting  up  that  depot 
if  it  were  a  new  and  enlarged  one  and  not  an  old  one  repaired  ? 
We  can  not  do  that ;  if  we  did  we  would  have  varying  fluctu- 
ations and  rates  over  the  entire  line  of  road  that  would  cause 
speedy,  constant  and  well  founded  complaint. 

The  only  other  consideration  that  I  have  not  referred  to  of 
importance  is  that  it  makes  [a,  great  differerice  to  the  railroad 
company  whether  they  haudle  one  hundred  thousand  tons  of 
freight  in  a  thousand  days,  or  one  hundred  thousand  tons  of 
freight  in  one  day  ;  the  consideration  of  quantity  and  regulari- 
ty is  therefore  of  so  much  importance  that  it  is  included  in  all 
our  large  contracts,  like  coal  contracts ;  and  under  those  two 
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cifcumstaaces  it  is  perfectly  plain  to  be  seen  that  the  same  ex- 
pense in  the  management  of  business  on  the  Erie  Railroad 
would  be  an  utter  impractibility.  Without  going  into  these 
illustrations  further,  as  I  have  repeatedly  said,  we  sit  at  our 
desks  and  multiply  these  varieties  of  circumstances  by  the 
varieties  of  traffic,  and  the  number  of  transactions  coming  to 
us  for  decision,  and  the  necessity  for  prom'pt  decision,  and  in 
any  and  every  estimate  of  cost,  on  any  and  every  railroad, 
upon  any  and  every  department  of  its  traffic,  it  is  and  must  be 
theoretical. 

By  Mr.  Sterne  : 

Q.  When  you  say  theoretical,  do  you  mean  approximate  ? 
A.  Approximate  only. 

By  Mr.  Shipman  : 

Q.  How  considerable  is  the  effect  of  the  vicissitudes  of  the 
seasons  and  weather  upon  the  cost  of  transportation,  including 
snow  and  everything?  A.  I  stated  in  the  beginning  that  I  am 
not  connected  with  the  transportation  department,  but  it  is  a 
fact  well  known  to  us  that  the  snows  which  most  hinder  our 
line  affect  it  between  Buffiilo  and  Corning  ;  that  our  annual  ex- 
penses are  very  much  changed  by  the  differences  of  seasons  in 
that  regard  between  those  points.  Is  it  proper  for  us  to 
charge  to  the  traffic  between  those  points  the  enormous  sums 
paid  for  the  shovelling  of  and  detention  by  snow,  or  is  it 
proper  to  regard  it  as  one  of  the  contingencies  of  keeping  the 
whole  line  open  from  Buffalo  to  New  York  ?  That  part  of  the 
road  stops  its  earnings  during  snow  storms,  it  earns  nothing, 
and  if  we  were  technical  about  it,  the  expense,  in  order  to 
make  it  earn  something,  is  practically  taken  from  the  traffic  of 
the  balance  of  the  road  that  is  in  operaion  and  is  earning 
something;  and  to  go  still  further,  would  justify  us  in  raising 
our  rates  upon  the  open  sections  to  get  through  communica- 
tion, or  else  raise  the  rates  upon  the  closed  portions  of  the 
line  when  it  was  re-opened. 

Q.  1  suppose  it  is  a  well  known  fact  to  everybody  thatt  some 
winters  the  cost  of  your  transportation  is  largely  increased 
over  what  it  is  others  ?     A.  Very  much. 

Q'.  Would  it  be  practicable  to  vary  your  rates  from  aruy  such 
consideration  as  that  ?    A.  Utterfy  impTacticable- ;  for  examfp-le, 
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we  lost  the  Port  Jervis  bridge  by  ice  some  years  ago  ;  would  it 
be  possible  for  us  to  charge  tliat  to  the  business  that  might 
thereafter  pass  over  the  Port  Jervis  bridge,  I  have  in  this 
connection  in  answer  to  a  question  asked  me  by  Mr.  Sterne,  in- 
formation as  to  the  number  of  cars  hauled  upon  different 
portions  of  our  line,  whicli  I  will  be  very  glad,  as  it  is  brief,  to 
put  in  evidence  now.  It  is  irom  our  Superintendent  of 
Transportation,  P.  P.  Wright. 

The  witness  produces   and  reads  a  statement,  of  which  the 
following  is  a  copy  : 

"  New  York,  Lake  Erie  &  Western  Eailroad  Company,  j 
"  Office  Supeeintendent  of  Tbanspoetation.  j 

<'P.  P.  Weight,  Superintendent. 

"  Jeesey  City,  N.  J.,  August  2d,  1879. 
"  Geo.  E.  Blanchaed,  Esq., 

"  Ass'c  to  the  President  : 
"  Dear  Sir — In  reply  to  your  favor  of  July  21.     The  maxi- 
"  mum  number  of  loaded  cars  we  can  haul  in  one  train,  over 
"  the  parts  of  the  road  you  mention,  is  : 

"  Western  Division. — Dunkirk  to  Hornellsville. 
"  East  24 ;  west  20.     No  regular  coal  trains. 

"  Buffcdo  Division. 
"  East- Buffalo  to  Castile,  35  )  ^^  ^^  ^j^^. 

"  Castile  to  Hornellsville,  55  V       ,  ,  °  ■ 
"West—  ^QJ  coal  trains. 

"  Niagara  Falls  Branch. 
"  East,  30 ;  west  22. — No  regular  coal  trains. 

"  Bochester  Division. 

"  East — Eochester  to  Avon,  30.        1 

"  Avon  to  Conesu,'',  16.         1  No  regular 

"  Conesus  to  Way  land,  25.  (  coal  trains. 
"  Wayland  to  Corning,  40.  J 

"  West— Corning  to  Conesus,  28.     j  No  regular 

"  Conesus  to  Eochester,  40.  [  coal  trains. 

"  Susquehanna  Division. 
"East    Frt.,  55;  coal,  50;  west — Frt.,  55;  coal,  50. 

"  Ddaware  Division. 
"  East— Frt.,  50 ;  coal,  65 ;  west— Frt.,  35. 

"  Eastern  Division. 
"  East— Frt.,  40 ;  coal  40 ;  west— Frt.,  35. 
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"  On  Delaware  and  Eastern  Divisions  coal  is  not  hauled 
"  westward. 

"  Power,  &c.,  of  locomotive  with  which  the  maximnm  train 
is  hauled  : 

Drivera.  Lbs.  Uiam. 

"Division.  No.  Size.  Wt.  on  drivers.        Cylinders.  Stroke. 

•'Western 6.               54  in.  60,000  18  in.  24  in. 

"  Buffalo 8  50"  88,000  20"  24" 

"  Niagara  Falls 4  60"  48,000  18"  22" 

"Rochester 4  60"  48,000  18"  22" 

"Susquehanna 4  60"  49,000  18"  24" 

„„,  )Frt 4  60"  42,700  18"  22" 

IJelaware,  ^  ^^^^ g  g^„  ,^2,000 '  18"  24" 

"Eastern 8  50"  91,830  20"  24" 

'■  On  Delaware  Division  trains  are  helped  over  the  grade. 
"  both  east  and  west,  between  Susquehanna  and  Deposit  by 
"  pushing  engines. 

"  On  Eastern  Division  east  bound  trains  are  assisted  out  of 
"  Port  Jervis,  Goshen  and  Grey  court  by  pushing  engines. 

''Consolidation    engines    have    been    put  in   use    on    the 
"  Buffalo  Division  and  maximum  train  increased. 
"  Eastward,  15  loaded  cars.   • 
"  Westward,  17,      " 
"  Eastern  Division,  10      " 

"  Tbey  have  not  been  introduced  on  the  Western,  Rochester 
"  Susquehanna  or  Delaware  Divisions  nor  on  Niagara  Falls 
"  branch. 

"  By  their  use,  the  maximum  train  could  be  increased  as 
"follows: 

"  Western  Division,  by  10  to  11  loaded  cars. 

"  Niagara  Falls  Branch  by  18  to  25  loaded  cars. 

"  Eochester  Division,  by  16  to  25  loaded  cars. 

"  Susquehanna  Division,  by  20  loaded  cars. 

"  Delaware  Division,  by  35  to  50  loaded  cars. 
"  The  trains  we  now  haul  on  the  Susquehanna  and  Delaware 
"  Divisions  are  as  long  as  may  be  economically  hauled,  and  I 
"  do  not  think  it  would  be  advisable  to  use  consolidation  en- 
"  gines  on  either.. 

[Intebmission.] 
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By  Mr.  Shipman  : 

Q.  I  think  ttat  on  consideration  you  will  see  tliat  you  mis- 
understood my  question  ;  we  were  on  the  general  subject  of 
the  relative  cost  of  through  and  local  figures  ;  you  stated  gen- 
erally the  cost  in  relation  to  the  whole  subject  of  freight ; 
can  you  make  a  general  distinction  without  going  into  the  de- 
ails  of  the  cost  of  the  through  as  compared  with  the  cost  of 
the  local  freight  ?  A.  I  did  understand  you  to  ask  me,  if  I 
could  state  the  general  cost  of  the  freight ;  I  did  not  under- 
stand that  you  wished  me  to  divide  it. 

Q.  If  you  prefer  to  do  that  in   some  other  department  of 
your  testimony,  very  well,  if  not,  I  would  like  to  have  it  here  ? 
A.  I  will  do  it  DOW ;  under  the  system  that  I  have  explained 
the  entire  cost  of  the  whole  business  is  stated  by  us  in  cents 
per  ton  per  mile  on  through  and   and  local  business  without 
distincion  ;  but  we,  of  course,  believe  that  certain  branches  of 
our  business  cost  more   than  other  branches ;  and   we   knoio 
such  to  be  the  fact ;  I  have  prepared,  and  submit  to  the  Com- 
mittee a  statement,  for  instance,  from  Chicago  to  New  York, 
showing  the  average  earnings  per  ton  per  mile,  and  the  per- 
centage per  mile  upon  these  roads  from  1870  to  1878  inclu- 
sive ;  in  1870  the  average  earnings  upon  the  Erie  were  1.33 
cents  per  ton  per  mile,  and  upon  the  Lake  Shore  1.50  cents  per 
ton  per  mile ;  and   upon  the  Lake  Shore  and  Erie  combined, 
1.43 ;  this  had  been  reduced  until  in  1878  the  earnings  on  the 
Erie  was  .97  and  upon  the  Lake  Shore  .73,  the  two  combined 
being  .81  of  one   cent  per  mile,  as    a    matter  of  cents  per 
hundred    pounds    from    Chicago  to  New   York.       The    rate 
per  hundred  pounds,   based  upon  these   figures,  showed  the 
cost    to  be   45.6   cents    per  hundred  pounds    from   Chicago 
to  New  York  in  1870,  which  cost  had  been  reduced  to  26.9 
cents  per  hundred  pounds  in  1878.     If  you  say  all  business, 
through  or  local,  costs  the  same,  then  that  is  actually  what  it 
did  cost,  and  in  proportion  as  through  cost  less  local  cost  more, 
or  if  local  cost  less,  through  cost  more,  for  that  is  the  average 
cost  of  all  the  tons  carried  ;  if  we  take  the  average  cost  on  both 
of  these  roads  that  rate  was  the  cost  of  the  through  freight 
during  that  year  in  cents  per  100  pounds  ;  but  on  both  roads 
it  included  both    local  and   through    business ;    it  included 
their  through  business  in  both  directions,  and  all  classes  and 
their  local    business    in    both  directions  and    all    classes ; 
68 
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therefore,  if  that  statement  stand  by  itself,  the  testimony  given 
here  by  others  to  the  effect  that  10  or  15  cents  per  one  hun- 
dred pounds  might  pay  is  disproven  because  that  is  the  ex- 
act average  cost  on  the  two  representative  lines. 

The  following  is  the  statement  above  referred  to : 
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By  the  Chaibman  : 

Q.  What  does  it  aggregate'?  A.  26.9  cents  per  100  pounds 
was  the  cost  to  the  two  roads,  over  the  whole  distance  from 
New  York  to  Chicago  on  all  classes  of  freight  in  both  direc- 
tions ;  that  is  the  through  and  the  local  cost.  It  would 
appear  from  this  that  anything  that  we  carried  for  20  cents  per 
100  pounds  from  Chicago  to  New  York,  incurred  a  loss  of  seven 
cents  per  100  pounds,  but  such  I  do  not  believe  to  be  the 
fact.  This  statement  also  shows  that  while  the  profit  in  1870 
was  .48  of  a  cent  per  ton  per  mile,  that  profit  has  been  reduced 
in  1878  to  .28  of  a  cent  per  ton,  per  mile.  It  is  impossible 
for  us  to  separate  from  that  statement  what  the  through  and 
the  local  business  on  either  or  both  roads  amounted  to  or 
cost  for  each  ;  but  I  stated  in  Washington,  in  an  argument 
before  the  Senate  Committee  in  February  last,  what  I  ask 
the  privilege  of  reading  as  testimony  in  this  case  ;  it  relates  to 
the  increased  cost  of  performing  local  as  compared  with 
through  service : 

"  I  can,  perhaps,  best  sustain  this  illuatration  by  supposing 
that  the  Erie  Railway  Company  had  no  agencies  except  those 
at  its  termini,  and  did  only  a  through  business  ;  there  would 
be  no  other  station  agencies,  and  only  where  locomotives  and 
men  were  to  be  changed,  would  stoppages  be  required  upon  a 
double  track  road ;  trains  loaded  to  their  fullest  capacity  at  the 
west  could  then  run  without  break  in  their  cars  or  trains  except 
those  required  by  the  variations  of  grade ;  and  no  sidings 
would  be  required  except  at  relay  and  terminal  points  ;  expen- 
sive switches,  risks,  delays,  and  station  stoppages,  with  their 
increased  wear  and  tear,  would  be  avoided ;  a  more  even  wear 
upon  its  tracks  over  its  entire  lengtli,  the  non-complication  of 
through  trains  with  the  receipt  and  delivery  of  local  business  ;  a 
quicker  through  time,  with  less  running  speed  would  follow,  and 
the  millenium  of  cheap  railway  through  transportation  would 
be  reached,  if  quantity  could  then  be  had  with  sufficient  regu- 
larity to  keep  the  trains  in  constant  motion,  and  particularly 
if  all  the  cars  destined  one  way  could  be  returned  loaded  the 
other  with  fair  average  weights. 

Independent  of  these  comparatively  few  necessities  for 
through  traffic,  it  is  therefore  clear  that  upon  the  line  of  the 
Erie  Railway  there  are  260  or  more  stations  devoted  to  the  local 
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traflBc  of  the  line  in  addition  to  a  much  larger  cost  per  ton  at 
the  terminal  stations  for  handling  the  local  business  because  of 
its  irregularity,  the  smaller  volume  to  and  from  each  point,  the 
necessity  for  assorting  it  much  more  carefully,  and  the  greater 
risk  attending  all  these  increased  services ;  there,  therefore, 
clearly  attach  to  those  260  local  stations  a  corresponding  or 
greater  number  of  side  tracks  to  connect  these  side  tracks  with 
the  main  line,  and  the  subsidiary  side  tracks,  there  is  required 
a  very  large  number  of  connection  frogs,  rails,  and  switches, 
and  in  proportion  as  these  connections  and  switches 
are  added  to  or  multiplied,  the  risks  of  running 
off  the  track  and  of  collision  are  correspondingly  in- 
creased ;  it  is  also  clear  that  the  aggregate  lands  purchased 
upon  which  to  lay  this  large  aggregate  of  tracks  and  sidings, 
if  combined  at  any  one  terminal  point  would  far  esceed  the 
combined  seaboard  terminal  facilities  of  all  the  trunk  lines  at  all 
the  seaports  ;  there  are  then  erected  upon  these  grounds,  with 
varying  degrees  of  expense,  260  station  buildings,  more  or  less 
unnecessary  for  through  trafSc ;  in  each  of  these  stations  there 
must  be  separate  agents,  individual  forces  of  clerks,  and,  at  a 
majority  of  them,  paid  laborers ;  and  largely  increased  tax- 
ation must  be  paid  ;  then  comes  the  question  of  current  run- 
ning ;  given  a  train  of  forty  through  cars  from  Buffalo,  which, 
at  the  present  average  freight  speed,  can  reach  New  York  in 
forty  hours,  to  start  an  engine  from  Buffalo,  upon  local  freight 
trains,  possiblj^  with  five  cars,  and  running  into  Jersey  City 
with  post-ibly  thirty  cars,  the  same  train  may,  upon  that  en- 
tire distance,  pick  up  and  drop  an  aggregate  of  three  hundred 
cars,  to  do  which  will  require  one  liundred  and  thirty  hours, 
and  the  cars,  from  this  fact  alone,  will  not  average  nearly  as 
much  in  earnings  per  day  each  as  the  through  cars  ;  the  cost 
of  station  service,  where  but  fifty  tons  are  handled  in  a  month, 
may  then  be  an  aggregate  of  $1.50  per  ton,  while  at  a  station 
where  50,000  per  month  are  handled  the  cost  may  be  reduced 
to  25  cents  per  ton ;  in  addition  to  these  varying  costs  of  the 
receipt,  loading,  unloading  and  delivery,  cars  can  be  loaded 
with  through  freight  to  their  utmost  capacity,  while  to  and 
from  local  stations  they  hardly  average  one  half  their  capacity, 
although  for  purposes  of  transportation  they  may  be  car  loads; 
increased  numbers  of  men  are,  then,  further  required  upon  the 
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local  trains  for  the  increased  number  of  stoppages,  the  in- 
creased length  of  time  they  are  out,  the  additional  switching 
at  stations,  the  additional  handling  of  goods  to  and  from  the 
cars ;  so  that,  as  before  cited,  a  through  train  of  forty  cars 
may  carry  five  hundred  tons  of  freight,  in  one  instance,  while  a 
focal  train,  which  has  in  its  passage  handled  two  hundred  cars, 
may  not  handle  to  exceed  five  hundred  tons,  and  at  much 
manifest  increase  of  cost  for  station  service,  wear  and  tear  of 
roadway,  increased  train  service,  both  in  employees  and  ma- 
chinery, and  fuel,  greater  delays  and  risks  as  well  as  earning 
power  per  car,  and  in  every  respect  deficient  results,as  compared 
with  the  through  trafiBc  ;  the  increase  of  local  cost  has,  from 
these  and  minor  causes,  been  variously  estimated  by  experts  at 
from  33  to  60  per  cent,  over  through  business  of  the  regularity 
and  volume  which  is  presupposed ;  this  question  was  ex- 
haustively considered  by  a  committee  of  tbe  New  York  Legis- 
lature in  January,  1860,  but  as  the  report  accompanying  this 
bill  concedes  some  difference  of  cost,  I  have  not  gone  more 
fully  into  that  question  ;  in  the  practical  operations  of  a  rail- 
way, one  class  of  traffic  must  necessarily  be  intermingled  with 
the  other ;  although  there  is  a  growing  desire  of  management 
to  separate  the  two  as  far  as  practicable,  as  such  separation 
decreases  the  cost  of  both  ;  but  in  whatever  measure  the  mix- 
ture of  traffic  may  occur,  the  variation  of  expenditure  will 
exist,  and  no  law  of  inflexible  rating  can  provide  for  the  multi- 
farious contingencies,  competitions,  complications,  mileages 
and  traffic  introduced  into  the  daily  transportation  of  the 
country  ;  it  has,  therefore,  become  a  railway  axiom,  that  local 
or  way  rates  would  have  to  be  advanced  in  the  absence  of 
through  rates,  and  through  rates  would  require  increase  but 
for  local  traffic  ;  I  cannot  close  this  feature  of  the  case  more 
clearly  than  by  quoting  the  words  of  the  Chairman  of  a 
Special  Committee  of  the  Senate  of  Alabama,  a^jpointed  to 
consider  this  subject  in  1873  : 

"  Ordinarily  it  requires  24  hours  to  load  a  car,  and  24  hours 
to  unload  it.  The  average  speed  of  a  freight  train  is  ten  miles 
an  hour.  A  car  carries  ten  tons  of  freight.  Suppose  the  rate 
charged  to  be  two  cents  a  mile  :  if  the  car  is  to  be  moved  ten 
miles,  it"would  require  forty-nine  hours,  and  it  would  earn  for 
the  company  $2,  that  is,  96  cents  per  day.     If  this  same  car 
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were  to  be  moved  1,000  miles,  it  would  require  148  hours,  iind 
at  the  rate  of  freight,  would  earn  $32.50  per  day?  " 

Those  are  the  general  considerations  involving  the  cost ;  but 
the  question  that  has  largely  to  do  with  the  difference  of  cost 
between  through  and  local,  is  the  question  only  briefly  referred 
to  in  this  Washington  speech  and  that  is  the  difference  in  the 
cost  of  handling  at  local,  as  compared  with  through  stations, 
and  at  large  as  compared  with  small  local  stations.  I  have 
asked  Mr.  P.  P.  Wright,  our  Superintendent  of  Transportation, 
for  an  accurate  statement  for  the  year  1878,  of  the  cost  of 
handling  our  freight  at  the  largest  and  at  the  smallest  local 
station  on  each  division  of  our  line,  and  I  have  the  results  here. 

The  Chairman — That  is  what  has  actually  taken  place? 

The  Witness — This  is  what  has  actually  taken  place  on  our 
line. 

On  the  Western  Division,  Wellsville  station  is  the  largest : 
Tons  handled,  20,948  |f  U  at  a  cost  of  $4,268.85,  or  20.4  cents 
per  ton.  Smith's  Mills  is  the  smallest :  tons  handled,  573  -i^Sa, 
at  a  cost  of  $492.00,  or  85.8  cents  per  ton.  In  the  latter  case 
the  cost  per  ton  is  4  j  times  what  it  is  at  the  larger  station. 

On  the  Buffalo  Division,  Castile  is  the  largest  station  and 
Linden  the  smallest.  At  Castile  6,757  tons  were  handled  at  a 
total  cost  of  $2,445.97,  or  36.2  cents  per  ton  ;  at  Linden  740 
tons  cost  $1,011.41,  or  $1,861^  per  ton. 

Mr.  DuGcriD — Does  that  include  all  of  the  expenses  at  those 
stations  ? 

The  Witness — The  expenses  actually  paid. 

The  Chairman — It  does  not  include  any  other  expenses  than 
those  of  handling  the  freight  ? 

The  Witness — No  other  expenses;  these  amounts  were  actu- 
ally paid;  I  am  not  giving  an  estimate. 

On  the  Rochester  Division,  at  Bath,  the  largest  station, 
15,531  tons  were  handled  at  a  total  cost  of  $2,644.66  or  17  cents 
per  ton;  at  Webster,  the  smallest  station,  949  tons  were 
handled  at  a  cost  of  $264.80,  or  27.8  cents  per  ton. 

On  the  Susquehanna  Division,  at  Addison,  the  largest  sta- 
tion, there  were  handled  11,887  ^Vtto  tons  at  a  cost  of  $3,756.42, 
31.6  cents  per  ton ;  at  Hooper,  the  smallest,  27  ^-^41  tons  at 
a  cost  of  $120.00  or  $4.36iV  per  ton. 

Mr.  Sterne — These  are  terminal  handlings  ? 

The  Witness — Yes,  these  are  terminal  handlings. 
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Mr.  Bakbe — Does  that  include  loading  and  unloading  ? 

The  Witness — It  includes  both  loading  and  unloading. 

On  the  Delaware  Division,  at  Deposit,  the  largest  station 
5,239  ^Ul  tons  were  handled   at   a   cost   of  $3,280.40,  or  62.6 
cents  per  ton  ;  at  Millville,  238  ii%^  tons  at  a  cost  of  $540.00, 
or  $2.26t:%-  per  ton. 

Mr.  Stekne — Is  that  the  smallest  station  on  the  Delaware 
Branch? 

The  Witness — Yes,  I  am  giving  the  largest  and  the  smallest 
stations  on  each  branch  without  reference  to  what  or  where 
they  are. 

On  the  Eastern  Division,  at  Goshen,  there  were  handled 
25,544  ^i%l  tons  at  a  cost  of  $5,066.75,  or  19.8  cents  per  ton  ; 
at  Blauveltville,  267  /Af  tons  at  a  cost  of  $180.00,  or  67.3 
cents  per  ton. 

By  Mr.  Steene  : 

Q.  These  tables  are  introduced  to  illustrate  the  fact  that  the 
smaller  the  station  and  the  less  the  amount  of  freight  handled 
at  the  station,  the  larger  is  the  average  cost  of  the  terminal 
handling  ?  A.  These  tables  are  introduced  for  the  purpose  of 
showing  the  difference  in  cost  at  the  largest  and  at  the  smallest 
stations.  If  we  are  called  upon  to  make  a  rate  between  Hooper 
on  the  Susquehanna  Division  and  Millville  on  the  Delaware 
Division,  we  find  that  the  actual  cost  in  1878  was  in  the  aggre- 
gate $6.62  per  ton  for  the  mere  handling  of  the  total  amount 
of  business  done  at  those  stations.  That  is  33  cents  per  100 
pounds  as  the  actual  cost  upon  our  railroad  for  the  last  year. 
If  we  are  called  upon  to  do  business  between  these  points 
at  that  cost,  it  is  quite  clear  that  a  loss  would  be  entailed 
upon  the  company.  The  difference  in  the  cost  of  handling  at 
those  stations  was  shown  from  actual  results  upon  the  Erie 
Boad  in  1878  by  a  comparison  between  the  largest  and  the 
smallest  stations,  showing  how  impracticable  it  would  be  to 
make  a  ruling  that  in  all  cases  the  shorter  distance  should  not 
be  charged  at  a  rate  exceeding  the  greater,  and  at  the  same 
time  deal  justly  by  the  railway  company. 

Q.  Will  you  explain  in  the  same  connection  why  there  is 
such  an  enormous  difference  in  the  cost  of  handling  at  small 
stations,  as  compared  with  the  large  stations  ?  A.  It  is  be- 
cause the  people  do  not  bring  us  the  business. 
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Q.  That  is  a  reason,  but  that  does  not  explain  it  to  the  Com- 
mittee ;  is  it  not  because  you  have  to  have  a  personnel  at  these 
small  stations  which  is  largely  in  excess  of  the  business  ?  A. 
A-Tiy  personnel  at  these  small  stations  is  largely  in  excess  of 
the  amount  of  business. 

By  the  Chairman  : 

Q.  The  volume  of  the  business  really  determines  the  cost  ? 
A.  Yes;  it  does  somewhat — that  is  the  terminal  cost. 

Q.  State  whether  or  not,  in  the  illustration  that  you  gave  of 
the  making  of  rates  to  people  along  the  line  of  your  road,  so 
that  they  could  compete  in  bidding  for  the  building  of  a  bridge 
at  some  western  point — it  is  not  the  fact  that  you  sometimes 
reverse  that  process  and  make  the  rate  to  people  in  Ohio 
and  other  States  so  low  as  to  enable  them  to  come  into  this 
State  and  compete  with  the  local  business  here  ?  A.  We  do 
not  make  eastbound  rates ;  I  undertook  to  show  yesterday 
that  we  had  stopped  the  right  of  western  roads  to  come  on 
to  our  roads,  and  do  that  thing  without  the  imposition  of  cer- 
tain arbitrary  rates  by  us. 

Q.  But  do  you  not  acquiesce  in  rates  made  for  the  purpose 
of  enabling  parties  outside  of  the  State  to  come  in  and  com- 
pete ?  A.  We  do  not  in  any  case ;  I  mean  to  say  that  we  do 
not  in  any  case  make  special  rates  below  the  tariff  that  I  gave 
for  that  purpose. 

Q.  Do  3'ou  not  in  any  instance  make  special  rates  or  ac- 
quiesce in  them  lower  than  your  tariff?  A.  I  cannot  recall  a 
case  where  we  make  a  special  rate  over  a  connecting  western 
road  from  a  station  on  our  road  in  antagonism  to  our  interest 
except  under  the  general  rule  as  to  the  division  of  rates. 

By  Mr.  Steene  : 

Q.  Suppose  that  the  freight  agent  of  the  Atlantic  &  Great 
Western  made  a  special  rate  from  Dayton  to  Elmira,  and  tele- 
graphed you  that  he  had  made  such  a  rate— altering  your  tariff 
rate  ;  do  you  not  in  such  a  case  acquiesce  in  such  special  rate  ? 
A.  Not  by  any  means,  unless  we  concur  in  the  shipment  and 
transaction  itself. 

Q.  Of  course,  you  do  not  acquiesce  unless  you  do  concur  ; 
but  do  you  not  then  allow  the  Atlantic  &  Great  Western  tq 
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make  a  rate  from  Dayton,  Ohio,  over  your  road,  altering  your 
tariff  rate  at  times  ?     A.  At  times  we  do. 

By  the  Chairman  : 

Q.  I  am  told  that  this  state  of  facts  is  true ;  that  firms  in 
Toledo  can  place  certain  articles  of  manufactured  iron  upon 
the  Boston  market  at  a  lesser  cost  for  transportation  than 
firms  manufacturing  the  same  ar^icles  40  miles  out  of  Boston 
can  do  it  ?  A.  I  know  nothing  of  that ;  it  cannot  be  done  on 
our  road. 

By  Mr.  Duguid  : 

Q.  I  think  tliat  I  saw  something  of  a  case  of  this  kind  men- 
tioned in  a  paper,  that  grain  from  the  west  to  Port  Jervis,  for 
instance,  could  be  obtained  cheaper  by  sending  it  to  Newburgh 
and  shipping  it  back  from  Newburgh  to  Port  Jervis,  than  by 
shipping  it  direct  ?     A.  I  would  not  be  at  all  surprised. 

Q.  Can  you  explain  why  that  is  necessary?     A.  For  the 

reason  stated  yesterday,  that  for  the   ])urpose    of  preventing 

people  from  going  to  our  local  station ;  during  this  railroad 

contest  we  had  decided  that  we  would  not  accept  the  pro  rata 

of  the  through  freight  rates  to  New  York  at  our  local  stations ; 

Newburgh   being    on  the  river,  and  in  competition  with,  the 

New    York  Central  Road,  and  the  canal  and  river,  was   pro 

rated  upon   the   New  York  percentage.     At  the    same   time 

that   we   put  up  the  rate  against  western  companies   going 

to   Port  Jervis,   we  put  down  the  rate    for   people   on  the 

Eochester,  Buffalo  and  Western  Division  going  to  Port  Jervis, 

as  we  believed,  and  as  the  result  showed  for  their  protection ; 

now,  if,  during   this   contest,  our  proportion   of  the   rate   to 

Newburgh,  plu-i  our  local  rate  back  to  Port  Jervis,  was  less 

than  the  arbitrary  rate  imposed  direct  from  Salamanca  to  Port 

Jervis — that  could  be  done,  and  not  otherwise. 

By  the  Chairman  : 

Q.  You  stated  some  of  the  reasons  why  it  was  proper,  under 
certain  circumstances,  to  charge  more  for  a  lesser  than  for  a 
greater  distance ;  but  you  do  not  think  it  would  be  right  to  charge 
more  for  transporting  a  given  commodity  after  it  was  placed 
on  your  car  a  lesser  distance  than  for  a  greater  ?  A.  If  it  went 
to- a  station  where  the  bandUng  of  it  cost  five  times  what  it 
63 
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would  at  the  other  station,  and  the  cost  of  handling  at  the 
nearer  station  exceeded  the  cost  of  handling  at  the  further 
station,  then  it  would  be  perfectly  proper  to  do  it. 

Q.  Then,  do  I  understand  you  to  take  into  consideration  the 
cost  of  terminal  handling  in  fixing  these  rates  ?  A.  We  take 
in  the  whole  average  cost  on  the  road. 

Q.  Supposing  you  had  a  train  load  of  freight  given  you  at 
one  point,  is  there  any  circumstance  which  would  justify  you 
in  charging  more  for  hauling  that  a  short  distance  than  for 
hauling  it  a  long  distance  ?  A.  I  say  yes ;  if  a  car  load  of 
freight  is  consigned  to  Port  Jervis  at  a  cost  of  35  cents  per 
ton  for  handling,  or  consigned  to  Millville,  where  it  costs  $4 
per  ton  for  handling — the  difference  between  the  two  is  15 
cents  per  hundred  pounds,  but  Millville  is  a  shorter  distance 
than  Port  Jervis ;  therefore,  if  we  were  to  undertake  to  make 
the  rule  that  we  should  in  no  case  charge  more  for  a  short  dis- 
tance than  for  a  long  one,  it  would  work  an  injustice  to  us  in 
such  instances. 

Q.  Then  you  depart  from  your  general  average  cost  of  ter- 
minal handling  ?     A.  In  certain  instances  we  do. 

Q.  And  you  do  take  into  consideration  the  cost  of  terminal 
handling  in  determining  the  rate  ?  A.  We  do  so,  often,  on  ap- 
plication made  to  us  for  special  rates. 

By  Mr.  Sterne  : 

Q.  When  do  you  take  that  into  consideration  and  when  do  you 
not  ?  A.  When  it  comes  into  a  station  where  we  have  a  large 
and  regular  business,  as  compared  with  stations  where  we  have  a 
very  small  or  a  very  irregular  business,  and  it  also  depends  upon 
whether  the  consignee  loads  or  unloads  ;  whether  it  is  loaded 
upon  a  siding  belonging  to  him  or  to  us  ;  whether  it  is  un- 
loaded upon  his  siding  or  upon  ours  ;  whether  it  is  unloaded 
upon  his  siding  by  our  employees  or  by  his  employees ; 
whether  the  car  is  detained ;  whether  our  customer  is  known 
to  use  our  cars  as  a  storehouse  for  coal,  or  grain,  or  flour;  the 
officers  who  make  these  rates  are  constantly  recurring  to  these 
various  circumstances,  and  they  have  to  take  them  into  con- 
sideration. In  forwarding  to  us  applications  for  these  special 
rates  they  state:  "Look  out  for  this  party;  he  is  always 
slow,"  or  something  to  that  effect;  in  connection  with  this  I 
should  say,  that  in  the  matter  of  coal  to  our  local  stations  we 
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have  been  compelled  to  adopt  this  rule  ;  that  our  rates  have 
been  increased  thirty  cents  per  ton  upon  coal,  without  regard 
to  what  the  original  rate  had  been  ;  and  a  circular  issued  that 
if  the  party  will  unload  the  coal  within  twenty-four  hours  after 
its  arrival  we  will  refund  the  whole  of  this  thirty  cents,  and 
if  he  does  not  we  keep  it ;  that  was  a  consideration  that  we 
took  into  special  account  by  circular,  it  had  become  such  an 
abuse  upon  our  lines. 

By  Mr.  DuGUiD  : 

Q.  In  the  case  that  I  mentioned,  with  regard  to  the  Port 
Jervis  miller  and  the  Newburgh  miller,  is  it  not  a  plain,  square 
discrimination  against  the  Port  Jervis  miller  in  favor  of  the 
Newburgh  miller?  A.  While  the  Erie  Company  may  get  a 
better  result  from  one  than  from  the  other,  still  there  may  be 
no  discrimination,  because,  as  I  have  undertaken  to  state,  the 
service  that  is  performed  for  the  Port  Jervis  miller,  and  the 
circumstances  attending  it,  is  worth  the  difference  in  the  charge 
for  transportation. 

Q.  Ton  take  the  carload  of  grain  right  past  the  Port  Jervis 
miller,  fifty  miles,  and  bring  it  back  again  ?  A.  Yes  ;  but  he 
pays  us  for  the  return  carriage. 

Q.  He  has  to  do  it  in  order  to  get  it  as  cheaply?  A.  In 
some  parts  of  the  testimony  I  have  shown  that  was  made 
up  not  altogether  of  our  charge,  but  of  the  charges  of  the  road 
that  brought  the  property  to  us,  as  well,  and  the  charge  in- 
cluded their  freight  upon  their  road  to  the  point  of  junction 
with  ours,  and  was  very  much  more  upon  the  flour  consigned 
to  the  Port  Jervis  miller  than  their  charges  were  upon  the 
flour  consigned  to  the  Newburgh  miller ;  while  the  difference 
in  our  charges  may  have  been  very  slight. 

Q.  Would  it  have  cost  your  road  any  more  to  drop  the  car 
in  Port  Jervis  ?  A.  The  mere  question  of  the  cost  of  dropping 
the  car  is  not  the  only  one  to  enter  into  the  determination  of 
the  rate  to  be  charged ;  suppose  the  carload  of  flour  to  be 
unloaded  by  our  agent  at  Newburgh  in  twenty  minutes,  and 
that  the  Port  Jervis  miller  asked  us  to  hold  it  for  him  for  three 
days  ;  this  car  is  worth  at  least  five  dollars  per  day  to  us ;  to- 
day it  is  worth  from  seven  to  ten  dollars  ;  we  have  to  take  this 
circumstance  into  consideration  in  fixing  the  rate. 
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Q.  And  that  is  really  what  guides  you  ?  A.  That  is  what 
really,  to  a  large  extent,  guides  us. 

By  Mr.  Shipman  : 

Q.  And  it  is  because  of  the  fact  that  you  do  at  times  take 
into  consideration  the  expenses  of  terminal  handling,  that  you 
make  your  special  rates  ?  A.  That  is  when  we  make  special 
rates,  and  not  when  we  make  our  general  tariff  rates. 

Q.  Have  you  anything  more  on  that  point  that  you  wish  to 
state  ?  A.  I  would  like  to  say  one  thing  more  :  in  making  the 
rates  over  our  line,  under  the  competition  that  has  been  pre- 
vailing, I  am  not  here  to  deny  that  some  of  the  abuses  alleged 
may  have  crept  in,  and  in  the  case  of  the  Port  Jervis  miller,  if 
we  knew  the  facts,  it  might  show  a  discrimination ;  I  am  not 
prepared  to  say  that  as  a  rule  we  can  watch  our  business  so 
closely  that  there  cannot  be  any  discrimination  ;  but  under  the 
rates,  as  they  stand  to-day,  of  35  cents  per  hundred  pounds  on 
grain  and  flour,  and  40  cents  per  one  hundred  pounds  on  mis- 
cellaneous provisions,  such  a  discrimination  can  hardly  occur 
at  Port  Jervis  or  any  where  elss. 

By  Mr.  Duguid  : 

Q.  You  stated  just  now  that  a  car  might  have  to  remain 
three  days  at  Port  Jervis  before  being  unloaded  ;  would  it  not 
have  to  remain  in  use  the  same  length  of  time  in  case  it  came 
to  Newburgh,  and  then  went  back  to  Port  Jervis?  A.  Yes, 
but  we  would  get  paid  for  that  as  local  freight. 

Q.  But  the  cost  would  be  the  same  ?  A.  The  average  cost 
from  Salamanca  to  Newburgh,  plus  the  charge  for  taking  it 
back  to  Port  Jervis,  might  be  in  excess  of  New  York  rates,  but 
the  apparent  discrimination  in  the  case  supposed  would  be 
owing  more  to  the  rates  made  by  the  western  connections 
rather  than  iu  the  rates  made  upon  our  road. 

By  Mr.  Steene  : 

Q.  You  admit,  I  suppose,  (referring  to  the  question  you 
were  upon  before  the  adjournment),  that  the  difference  of  rate 
is  a  difference  upon  which  may  depend  the  question  of  whether 
a  factory  can  remain  in  blast  and  continue  its  operations,  or 
whether  it  is  compelled  to  go  out  of  blast  and  dismiss  its 
men  ?    A.  It  may  depend  upon  that. 
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Q.  And  that  just  exactly  ns  you  may  by  making  a  special 
rate  to  a  factory,  or  to  a  mill,  or  to  an  industrial  operation 
along  your  road,  put  it  into  operation  and  keep  it  in  operation, 
you  may  discontinue  its  operation  and  wipe  it  out?  A.  If 
we  immediately  charged  five  dollars  per  ton  where  we  had 
charged  one  dollar,  it  would  put  a  furnace  out  of  blast. 

Q.  Or  you  may  do  it  by  a  charge  which  prevents  it  from  en- 
tering into  competition  with  other  enterprises  of  the  same 
nature  ?  A.  It  might  not  wipe  the  enterprise  out,  but  it  would 
draw  rpon  its  reserve  capital. 

Q.  But  it  would  in  time  wipe  it  out?  A.  In  time  it  would  ; 
but  we  do  not  do  that  intentionally  ;  we  try  not  to  do  it,  be- 
cause the  stoppage  of  that  mill  would  stop  part  of  our  revenues, 
Q.  But  if  you  get  the  revenue  from  ten  mills  by  stopping 
one,  you  would  not  hesitate  as  a  railway  manager  to  do  that 
and  wipe  out  the  one  mill?  A.  Yes,  I  would ;  I  would  not  wipe 
out  one  to  build  up  ten. 

Q.  Suppose  that  ten  mills  should  offer  you  their  business, 
on  condition  that  you  should  wipe  out  the  one,  would  you 
not  deem  it  your  duty  to  the  stockholders  who  pay  you  your 
salary,  to  increase  the  revenues  of  the  Erie  Railway  Company 
and  to  increase  their  income  at  the  expense  of  that  one  mill  ? 
A.  Clearly  not. 

Q.  And  you  would  not  do  it?  A.  I  would  not  do  it ;  there 
never  was  such  a  case  to  my  knowledge. 

Q.  Then  you  do  not  speak  from  personal  knowledge  or  expe- 
rience ?  A.  You  asked  me  if  I  would  do  it ;  I  answer  that  I 
would  not. 

Q.  Suppose  that  the  question  were  presented  to  you  to-day 
as  a  new  question — would  you  refuse  to  do  it  ?  A.  I  would  de- 
cline to  do  it. 

By  Mr.  Shipman  : 

Q.  I  want  toj  call  your  attention  to  an  entirely  different 
branch,  and  that  is  the  question  of  classification  ;  state  what 
the  classifications  of  freight  are  over  your  line,  and  the  pro- 
portion of  each  upon  your  road,  and  give  a  comparison,  say  of 
two  years  or  more,  as  you  choose?  A.  Do  you  mean  to  ask 
how  we  classify  our  through  and  local  freights  ? 

Q.  Yes.  A.  The  manner  in  which  some  railroad  companies 
divide  their  freight,  and  call  a  part  through  freight  and  call  all 
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the  balance  of  their  freight  local  freight  must  differ  according 
to  different  circumstances. 

Q.  Explain  that?  A.  With  one  company  through  freight 
may  be  regarded  as  freight  over  their  entire  line,  as  for  in- 
stance, from  New  York  to  Buffalo  ;  another  class  of  freight 
might  be  regarded  as  through  freight,  although  it  passed  off  of 
their  line  ;  as  for  instance,  our  freight,  carried  from  Buffalo  to 
Philadelphia  via  Waverly,  although  it  passes  off  at  a  way  sta- 
tion, is  as  essentially  through  freight  as  that  which  goes  from 
New  York  to  Buffalo ;  because  it  is  not  only  competition  be- 
tween railways  but  cities  also.  If  we  receive  freight  from  a 
water  course,  at  a  local  station  on  our  line,  it  is  in  compe- 
tition with  others ;  as  for  instance,  the  lake  freight,  that  is 
called  a  local  transaction  by  our  auditor,  although  it  is  from 
Buffalo  to  New  York,  precisely  as  the  delivery  of  goods  by  a 
merchant  in  our  warehouse  at  Buffalo  would  be  a  local  trans- 
action ;  and  yet  there  is  a  difference  ;  one  is  strictly  through 
freight,  because  it  comes  from  beyond  our  line,  and  the  other 
is  local  freight,  upon  the  ordinary  acceptation  of  the  term  to 
us  because  it  does  not.  On  our  line  this  assignment  of  what 
is  through  and  what  is  local  must  necessarily  be  governed 
by  our  surroundings ;  in  other  cases  Presidents  or  boards 
decide  how  the  statistics  shall  be  kept ;  in  certain  cases  the 
law  specifies  what  shall  be  regarded  as  through  and  whab  as 
local  freight ;  our  Auditor  of  Freight  Receipts,  in  answer  to 
my  question  upon  that  subject,  has  given  me  the  following  as 
our  classification : 

"  In  answer  to  your  first  question,  as  to  what  is  considered 
through  freight  business,  I  may  define  it  as  follows  : 

"  All  freight  way-billed  between  our  western  terminal  stations, 
viz.,  Buffalo,  Salamanca,  Dunkirk,  and  Suspension  Bridge,  and 
the  eastern  terminal  stations,  viz..  New  York,  Jersey  City, 
Weehawken,  and  Oak  Cliff,  in  both  directions." 

"  All  freight  way-billed  from  points  on  other  roads  to  points 
on  this  road,  or  to  points  on  other  roads  via  this  road." 

"  You  will  perceive  that  the  manner  of  way-billing  the  freight 
may  determine  whether  it  is  through  or  local." 

"  To  illustrate  :  Freight  from  A.  &  G.  W.  E.  R.  to  points  on 
L.  V.  R.  E.,  might  be  way-billed  through  from  point  of  origin 
to  destination,  in  which  case  it  would  be  called  through;  or  it 
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might  be  way-billed  as  local  freight  on  each  road  over  which  it 
passed ;  i.  e.,  A.  &  G.  W.  E.  E.,  N.  Y.,  L.  E.  &  W.  E.  E.,  and  L. 
V.  E.  E." 

Acting  under  that  division,  our  freight  business  resolves  it- 
self into  three  units  of  comparison  :  (1.)  The  gross  income  of 
our  railroad.  (2.)  The  whole  number  of  tons  carried.  (3.)  The 
number  of  tons  carried  one  mile. 

The  percentages  of  each  of  these  must  of  necessity  vary. 
Our  gross  income  varies  with  the  seasons,  with  the  distances 
hauled,  and  with  a  variety  of  circumstances.  Our  whole 
number  of  tons  varies  in  the  same  proportion,  as  between 
winter  and  summer,  and  as  between  lines  of  active  competition 
in  trade,  when  people  lay  in  stocks,  and  seasons  of  depression, 
when  they  do  not  to  so  great  an  extent.  But  by  reducing  the 
whole  to  mileage,  the  Erie  Company  is  able  to  keep  those 
statistics  with  accuracy. 

In  the  fiscal  year  last  past  the  whole  number  of  tons  moved 
on  the  Erie  Eailway  was  6,721,724  tons. 

Of  this  the  company's  freight  was  571,256  tons,  being  8.5  per 
cent,  of  its  entire  tonnage.  Coal  of  all  kinds,  2,850,100  tons, 
being  42.4  per  cent.  All  other  through  and  local  freights, 
3,300,362  tons,  being  49.1  per  cent. 

The  tonnage  was  again  subdivided  : 

Company's  freight 571,256  tons,  being  8.5  per  cent. 

Coal,  Anthracite 2,462,698  "  "  36.6  " 

"    Bituminous 387,408  "  "  5.8  " 

Way  freight,    including    to 

and  from  Lakes 1,392,170  "  "  20.7  " 

Through    freights,    to     and 

from  other  roads 1,908,192  "  "  28.4  " 

Making  the  toal 6,721,724  100.       " 

I  have  compared  the  tons  of  the  paying  freight  only,  and 
excluding  the  Company's  tonnage,  for  the  years  1878  and  1875. 
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I  desire  to  call  the  attention  of  the  Committee  also  to  the 
fact  that  in  our  annual  report  our  local  business  is  subdivided 
into  way  freight,  including  the  lakes  at  Buflfalo ;  and  the 
different  kinds  of  tonnage  way  and  through  are  stated. 

By  Mr.  Sterne  : 

Q.  How  many  miles  of  your  railroad  are  within  this  State  ? 
A.  I  cannot  answer  without  looking  at  the  mileage  of  the 
branches  ;  I  will  get  it  for  you  with  pleasure. 

By  Mr.  Shipman  : 

Q.  Now,  as  to  the  milk  business,  which  seems  to  have  been 
an  object  of  some  amusement  at  different  times  ;  have  you,  at 
my  request,  paid  particular  attention  to  the  milk  business  of 
the  Erie  Railway  ?  A.  I  have  ;  and  the  statements  that  have 
been  made  have  amused  nobody  so  much  as  they  have  me ;  at 
your  special  request,  I  have  gone  into  that  subject. 

Q.  You  have  been  familiar  with  this  subject  ever  since  you 
have  been  on  the  road  ?     A.  Yes. 

G  ^Q.  State  its  past  history  and  its  present  condition ;  the  pol- 
icy on  which  it  is  conducted,  and  the  rates  which  are  charged, 
as  well  as  anything  else  that  occurs  to  you  in  connection  with 
the  business,  so  as  to  give  the  Committee  a  view  of  that  part 
of  your  traffic  on  the  Erie  road  ?  A.  At  the  session  of  1877-8, 
Mr.  Killmer,  who  has  appeared  as  a  witness  before  this  Com- 
mittee, presented  a  memorial  to  the  Legislature  at  Albanj', 
praying  for  a  reduction  from  55  cents  to  40 ;  that  memorial, 
which  I  Lave  lost,  was  of  almost  a  communistic  character  ;  I 
argued  the  milk  question,  and  presented  statistics  to  a  com- 
mittee of  the  Legislature  at  Albany  at  the  time.  In  1878-9, 
the  same  gentleman  proceeded  to  Albany  with  a  verbal  repre- 
sentation, and  at  that  time  prayed  for  a  reduction  to  30  cents 
per  can.  In  1877-8  he  thought  40  cents  per  can  was  proper ; 
in  1878-9,  40  cents  was  extortion  ;  I  do  not  know  whether  it  is 
proper  testimony  for  me  to  present  here  ;  if  not,  counsel  on 
the  other  side  will  object  to  it ;  but  here  is  an  agreement  which 
was  published  in  the  newspapers  ;  and  as  Mr.  Killmer  stated 
in  his  testimony  that  we  ought  to  get  his  constitution  and  by- 
laws from  the  public  prints,  it  may  be  proper  fo  take  this  from 
that  source  : 
64 
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"Agreement  made  between  and   Nelson  B. 

Killmer,  as  follows,  viz.  : 

"  Said  agrees  to  assign  to  said  Nelson  B.  Killmer, 

all  Ms  claims  now  existing,  or   that  lie  may  have  during  the 
the  next  two  years,  against  tlie  Eailroad  Com- 

pany, for  excess  in   freight  charges,  and   to  furnish  the  said 
Killmer  the  best  evidence  thereof  at  command. 

"  And  said  Killmer,  in  consideration  thereof,  agrees  to  use 
his  best  efforts  to  recover  from  said  railroad  company  said 
claims,  and  to  pay  to  said  twenty-five  per  cent,  of 

the  net  amount  received  by  him  thereon. 

"Dated  187  . 

Nelson  B.  Killmek. 
"  Witness  : 

"  For  one  dollar  and  other  good  and  valuable  consideration 
I  hereby  assign  to  Nelson  B.  Killmer  all  my  claims  against  the 
Eailroad  Company  for  excess  in  freight  charges 
on  milk  and  delays  in  transportation  thereof. 

"  Dated  187^^." 

When  I  came  to  the  Erie  Eailway  the  tariff  on  milk  was 
55  cents  per  can  from  all  stations  on  the  line  to  Jersey  City  ; 
we  made  no  rates  to  New  York  or  this  side  of  the  river  what- 
ever ;  the  milkmen  went  over  there  with  their  wagons,  and  the 
cans  were  put  into  their  wagons  from  our  milk  platform,  and 
that  ended  our  part  of  the  transaction,  which  began  in  the 
State  of  New  York  and  ended  in  the  State  of  New  Jersey ; 
and  our  entire  milk  business,  excepting  what  isolated  cases 
may  have  originated  in  the  State  of  New  Jersey,  was  of 
that  inter-State  character. 

On  the  29th  of  April,  1879,  and  without  being  moved  there- 
to by  any  legislation,  this  notice  was  issued  to  our  patrons  : 

"Notice. 
"  Commencing  May  1st,  1879,  the  rate  for  transportation  of 
milk  from  all  stations  on  the  Eastern  Division  and  branches  to 
Jersey  City  will  be  four  (4)  cents  per  gallon  in  cans  (no  can  to 
be  rated  at  less  than  ten  (10)  gallons  capacity),  instead  of  five 
and  one  half  (5J)  cents,  as  heretofore. 
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"  Deliveries  will  be  made  to  Brooklyn,  as  at  present,  at  an 
additional  charge  of  five  cents  per  can. 

(Signed)  "E.  C.  Vilas, 

"  General  Freight  Agent." 

Cream  was  exempted  from  tlie  operation  of  this  circular,  and 
continued  at  the  old  rates,  55  cents,  for  the  reason  that  cream 
is  worth  six  times  as  much  as  milk  ;  it  takes  the  cream  from 
ten  cans  of  milk  to  make  one  can  of  cream ;  therefore,  we 
would  be  deprived,  by  the  shipment  of  ons  can  of  cream  of  $4 
of  earnings  on  10  cans  of  milk  ;  we  regarded  ourselves  as  en- 
titled to  take  the  cream  of  that  rate.  The  amount  of  this  re- 
duction, and  the  statistics  of  our  milk  business  are  as  follows  : 

In  the  year  1877,  we  received  at  Jersey  City,  from  all  sta- 
tions : 

Milk,  1,090,011  cans,  containing  10,937,531^  gallons. 
Cream,  37,783  cans,  containing  377,840  gallons. 

As  we  made  no  reduction  in  the  rates  for  cream,  the  reduc- 
tion of  15  cents  per  can  on  1,090,011  cans  was  a  reduction  in 
our  revenues  of  $163,501.65  on  the  actual  business  of  1877  ;  in 
1878,  we  handled  during  the  year  1,012,231  cans  of  milk;  the 
reduction  of  15  cents  per  can  amounted  to  $151,834.65  ;  that  was 
the  yearly  reduction  made  by  us  in  reducing  the  charge  made 
for  the  carriage  of  milk  from  55  cents  to  40  cents  per  can. 

By  Mr.  Sterne  : 

Q.  Was  there  any  increase  of  revenue  ?  A.  Except  in  a  gen- 
eral way  we  know  that  since  the  first  of  May  there  has  been 
no  increase  of  revenue. 

It  has  been  commented  upon  that  this  is  a  special  rate, 
not  covered  by  the  classification  ;  that  it  is  an  exceptional 
rate.  The  nearest  station  from  which  we  receive  this 
milk  is  27  miles ;  the  farthest  station  from  which  we  re- 
ceive milk  is  79  miles  ;  this  business  has  special  cars  to  begin 
with  ;  they  are  constructed  at  special  expense ;  are  especi- 
ally strong ;  are  run  at^^special  hours  ;  they  start  from  special 
milk  stations;  they  run  at  a  special  speed  ;  the  milk  is  specially 
perishable  ;  there  are  special  hours  for  its  receipt  £lnd  deliv- 
ery ;  it  has  special  privileges  on  the  line  ;  we  run  special  ferry 
boats  for  it  at  night  at  a  loss  ;  it  has  special  agents  and   em- 
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ployees  ;  and  we  must  return  the  empty  cans  free  to  the  same 
stations  from  which  the  milk  was  taken. 

Q.  Don't  you  do  that  with  oil  and  coal  cars  ?  A.  We  do 
not. 

Q.  Don't  you  return  them  free  ?  A.  We  do,  but  we  have 
no  special  service  for  doing  it ;  those  cars  go  back  with  our 
through  freight.  For  the  milk  business  we  have  special  and  ex- 
ceptional switches  at  Jersey  City ;  for  these  reasons  and  others, 
it  is  classed  at  a  special  charge.  Our  milk  is  run  in  two  trains 
of  eleven  cars  each,  and  the  actual  average  in  the  year  1878 
was  135  loaded  cans  per  car  ;  these  cans,  when  filled,  weighed, 
on  an  average,  in  1878,  108  pounds  each,  which,  multiplied  by 
the  135  cans  per  car,  gives  an  average  of  14,580  pounds  per  car ; 
the  empty  cans  weighed  23  pounds  each,  or  3,105  pounds  per  car, 
which  was  returned  free ;  I  am  not  making  an  account  of  the 
weight  of  the  ice  which  the  milkmen  put  into  the  cars,  and  for 
the  transportation  of  which  we  make  no  charge  ;  this  makes 
the  total  weight  carried,  exclusive  of  ice,  17,685  pounds,  for 
$55.05;  the  average  being  128  cans  of  milk  and  7  of  cream; 
this  is  an  average  of  8,843  pounds  each  way,  or  $27.53  as  the 
earnings  of  the  Erie  Eailway  Company  on  a  car  in  each  di- 
rection. $55.05  for  17,685  pounds  is  a  fraction  over  31  cents  per 
100  pounds,  from  all  points  on  our  line,  for  both  milk  and 
cream. 

By  Mr.  Shipman  : 

Q.  Where  do  you  deliver  the  milk  ?  A.  At  a  special  milk 
station,  constructed  for  the  purpose,  in  Jersey  City. 

Q.  Have  you  ferry  boats  running  to  accommodate  the  arrival 
of  the  milk  trains  V  A.  Yes ;  no  matter  what  the  pressure  may 
be  for  cars  to  take  dry  goods  or  any  other  freight  from  Jersey 
City  to  these  stations,  the  milk  cans  must  go  back  every 
night  at  a  special  hour,  and  the  cars  must  not  contain  anything 
but  these  cans ;  these  cars  do  not  fetch  us  as  much  per 
100  pounds  as  our  local  freight  cars  carrying  merchandise 
on  our  eastern  division.  After  dividing  this  average  rate 
of  31  cents  per  100  pounds,  with  the  branches,  the  net 
result  is  not  more  to  the  Erie  Eailway  Company,  upon  its 
main  line,  computed  in  the  manner  I  have  shown,  than  it  is  on 
our  first-class  freight  or  dry  goods,  run  in  ordiaary  freight 
cars ;  for  example,  our  largest  milk  branch  is  the    Warwick 
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Valley  ;  they  get  one-quarter  of  the  rate,  leaving  the  Erie  30 
cents  per  can  or  22  cents  per  100  pounds  between  Greycourt 
and. Jersey  City.  The  quantities  fluctuate  in  this  as  in  every 
other  business  ;  the  largest  day  we  had  in  1878,  was  2d  July, 
when  we  carried  4,372  cans  ;  the  smallest  day  was  3d  Novem- 
ber, when  we  carried  2,259  cans,  being  almost  double  as  much 
on  the  largest  as  on  the  smallest  days.  This  milk  is  loaded 
free — or  ought  to  be — by  our  brakemen ;  if  the  farmers  or  any- 
body else  pay  our  brakemen  for  loading  this  milk,  they  need 
not  do  it  if  they  would  apply  to  the  proper  officers  of  the 
company.  The  average  speed  at  which  our  milk  trains  are  run 
between  stations  is  25  miles  per  hour,  on  passenger  time  ;  they 
make  about  fifty  stops  with  the  two  trains ;  stopping  at 
stations  which  are  not  milk  stations,  as  well  as  at  those  that 
are. 

By  Mr.  Steene  : 

Q.  Don't  you  carry  passengers  on  milk  trains  ?  A.  We  do 
not.  Thirteen  of  the  twenty-two  cars  which  we  handle  every 
night  are  taken  on  and  received  from  branches  of  the  main 
line ;  there  are  every  night  eight  locomotives  engaged  in  the 
handling  of  these  twenty-two  cars,  five  locomotives  upon  five 
branches  of  the  line,  and  two  locomotives  upon  the  main  line, 
besides  the  switching  engines  that  handle  this  business.  Two 
locomotives  and  a  helper  bring  forty  freight  cars  to  Jersey  City 
an  average  of  double  the  distance  that  we  bring  the  milk  and  in 
addition  to  these  special  considerations  there  is  one  brakeman 
to  each  car  besides  the  milk  agent,  making  in  all  twelve  men 
upon  each  one  of  these  trains,  in  addition  to  the  usual  engineer 
and  fireman. 

Q.  What  is  the  necessity  for  a  milk  agent  ?  A.  We  have 
to  receive  the  milk  at  each  car ;  we  have  to  make  out  the  way 
bills  On  the  cars  ;  our  train  is,  for  instance,  due  at  a  station  at 
6:15,  and  at  G:14  a  man  arrives  with  seven  cans  which  must 
go  on  the  train,  and  we  must  have  a  man  on  the  car  to  make 
the  bills. 

Q.  State  the  difi'erence  between  that  train,  in  respect  to  the 
number  of  hands,  and  an  ordinary  freight  train  doing  first- 
class  traffic.  A.  I  have  that  statement  and  the  comparison 
which  you  asked  for  at  Saratoga,  about  passenger  earnings ; 
I  will  state  that  we  have  eleven  extra  men  on   eleven  cars, 
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more  than  we  have  on  a  train  of  40  cars  from  Port  Jervis ;  in 
addition  to  that,  we  have  a  full  set  of  men,  always  ready,  who 
are  kept  running,  upon  alternate  days,  to  take  the  places  of 
those  (the  business  is  so  important)  who  are  disabled,  or  sick, 
or  laid  off  for  any  other  cause,  making  24  extra  men  oa  22 
milk  cars,  over  the  usual  complement  on  40  freight  cars ;  or 
in  other  words,  where  we  run  40  freight  cars  from  Jersey 
City  to  Port  Jervis,  vdth  three  brakemen,  an  engineei-,  a  fire- 
man and  a  conductor,  we  require  18  men  in  excess  of  that 
complement  to  handle  about  one  half  the  number  of  milk 
cars.  In  addition  to  these,  upon  the  arrival  of  these  cars  at 
Jersey  Oity,  there  is  a  special  milk  agent,  at  a  special  station, 
constructed  at  special  cost,  specially  near  the  ferry,  which  has 
the  help  of  three  men  during  the  night,  making  an  additional 
force  for  that  business.  For  these  combined  reasons,  we  be- 
lieve that  if  ever  a  business  should  be  charged  a  special  rate, 
the  milk  business  justifies  it.  We  have,  as  rivals  of  the  Erie 
Railway,  the  New  Jersey  Midland,  whose  rates  are  40  cents  per 
can  ;  the  New  Jersey  Central,  whose  rates  are  also  40  cents  per 
can  ;  and  the  Wallkill  Yalley  Road,  who  give  us  their  milk  in 
the  winter,  and  do  not  in  the  summer,  and  whose  rates  I  be- 
lieve to  be  40  cents  per  can  ;  the  Hudson  river  boats  charge  15 
to  20  cents  per  can ;  the  Long  Island  Railroad  charges  30 
cents  per  can  ;  the  Delaware,  Lackawanna  &  Western  Road 
charges  40  cents  per  can.  In  addition  to  the  facilities  I  have 
already  stated,  we  deliver  cans  in  Brooklyn ;  the  first  cost  to 
consignees  at  which  we  began  delivering  there  being  10  cents 
per  can ;  we  now  deliver  at  5  cents  per  can ;  in  addition  to 
this  expense,  the  Brie  Company  lost  an  average  of  Sil9,000 
per  year  for  two  years  in  delivering  its  milk  to  Brooklyn, 
during  the  time  that  the  Annex  was  running  under  contract. 
The  cost  of  ferriage,  by  actual  statement,  taken  from  the  milk 
men  themselves,  is  equivalent  to  1|  cents,  considering  the 
return  of  the  empty  cans,  as  well  as  the  full  loads  coming  in 
this  direction  ;  being  41|  cents  per  can  from  the  point  of  start- 
ing to  the  New  York  side  of  the  river,  and  45  cents  to  Brook- 
lyn ;  the  rate  by  the  Harlem  I  believe  to  be  45  cents,  our  rate 
to  New  York  being  3  cents  per  can  below  theirs.  A  compari- 
son, has  been  made  before  your  Committee  between  our 
rates  and  the  rates  of  the  Long  Island  Road,  and  I  had  our 
milk  agent  make  a  thorough  examination  of  the  matter  for  the 
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benefit  of  the  Committee  and  of  myself.  Their  milk  arrives 
on  a  regular  train,  at  the  junction  of  Flatbush  and  Atlantic 
Avenues,  Brooklyn  at  10  o'clock  in  the  morning  ;  and  one  train 
arrives  at  Bushwick,  at  6  o'clock  in  the  evening  ;  the  average 
haul  of  the  Long  Island  Eailroad  is  22  miles  ;  ours  is  from  55 
to  60  miles  ;  their  cars  are  smaller  than  ours,  their  full  capa- 
city being  from  100  to  150  cans ;  ours  are  from  200  to  250 
cans  ;  the  hours  at  which  their  milk  arrives  are  irregular  and 
unsuitable ;  and  they  have  no  special  milk  stations. 

Reference  has  been  made  to  the  stoppage  of  the  express 
company  from  doing  a  milk  business  upon  the  Erie  Eoad  ;  I 
am  not  aware  that  the  express  company  ever  did  a  milk  busi- 
ness upon  the  Erie  Road,  or  ever  asked  to  do  it,  or  that  any 
shipper  or  receiver  ever  asked  that  we  permit  them  to  do  it ; 
but  if  they  had  ever  tried  it  they  would  have  immediately 
come  back  to  our  present  arrangement.  Our  express  contract 
contains  no  stipulation  upon  the  subject ;  the  regular  rates 
of  the  express  tariff  are  largely  in  excess  of  the  rates  that  we 
charge  ;  and  they  certainly  could  not  carry  and  handle  by 
these  express  trains,  the  empty  cans  free  as  we  do  ;  our  regu- 
lar passenger  trains,  at  the  hours  at  which  they  pass  these 
junctions,  would  be  the  most  unsuitable  for  milk  ;  if  we  were 
compelled  to  stop  these  passenger  trains  at  the  junctions  and 
receive  the  milk,  we  would  delay  the  passengers  ;  the  milk  sta- 
tions, and  the  stations  at  which  we  receive  the  current  freight 
and  passengers,  are  in  very  few  instances  the  same  ;  there- 
fore, passenger  trains  would  be  compelled  to  stop  at  both  the 
milk  and  the  regular  btations  ;  that  would  delay  not  only  the 
milk,  but  it  would  delay  the  trains  bound  in  the  other  direc- 
tion, upon  the  branches,  and  the  passengers.  The  express 
company  would  have  to  make  separate  and  individual  arrange- 
ments with  us  for  handling  this  business  upon  each  one  of  the 
branches.  Reference  has  also  been  made  to  the  pot  cheese, 
and  the  price  at  which  we  carry  it ;  we  have  attached  to  these 
trains  usually  one  car  for  berries,  and  one  car  for  eggs,  in  their 
season ;  we  charge  for  these  at  regular  rates  ;  we  charge  for 
the  pot  cheese,  100  pounds  for  a  can  weighing  80  lbs.  ;  we 
want  to  give  the  farmers'  an  opportunity  to  get  rid  of  their 
surplus  milk  ;  we  charge  for  this  our  regular  freight  tariff 
rates,  and  not  our  regular  rates  for  milk. 

Comparison  has  been  asked  between  the  earnings  of  pas- 
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enger  trains  over  the  main  line  and  the  milk  trains.  As  I 
have  already  shown,  11  cars  of  milk  pay  $550.50,  and  on  the 
day  that  Mr.  Sterne  asked  Mr.  Vanderbilt  the  question  at 
Saratoga,  what  the  through  passenger  train  earnings  would 
be,  I  telegraphed  to  our  auditor  in  New  York,  to  give  me  the 
passenger  earnings  of  the  train  No.  12  arriving  at  Jersey  City 
the  following  noon,  for  the  purpose  of  comparison  ;  and  the 
earnings  of  train  No.  12,  August  19,  as  made  up  from  the  value 
of  the  tickets  collected,  was  $1,350,  and  the  total  earnings  of 
that  train  w-ere  $1,695.88. 

By  Mr.  Sterne  : 

Q.  State,  in  that  connection,  where  that  train  ran  from  and 
the  distance  rvin  ?  A.  From  Buffalo  to  Jersey  City  ;  it  was 
the  identical  question  which  you  asked  Mr.  Vanderbilt. 

Q.  How  long  did  it  take  to  run  that  train  and  how  many 
ears  composed  it  ?  A.  It  took  us  about  fifteen  hours,  and  the 
number  of  cars  was  the  same  as  in  the  milk  trains  ;  the  total 
was  $1,529.88,  to  which  was  added  the  average  of  our  express 
earning,  $166,  making  $1,695.88  as  against  $550.50.  But  $550.5U 
were  the  earnings  of  the  milk  traiu  in  going  both  ways, 
and  so  it  is  proper  to  take  the  passenger  train  both  ways  ; 
and  as  passenger  trains  westward  bound  earn  more  than  they 
do  when  eastbound,  the  earnings  of  the  passenger  train  round 
trip  were  estimated  by  the  auditor  as  between  $3,400  and 
$3,500,  as  compared  with  the  milk  train  earnings  of  $550,  the 
result  being  over  six  times  the  gross  earnings  of  the  milk 
train. 

Q.  Did  you  estimate  the  expenses  of  the  passenger  trains 
coming  east  and  going  west  and  the  expenses  of  the  milk  trains 
east  and  westbound  ?  A.  I  did  not,  for  you  did  not  ask  that 
question,  but  I  will  do  so.  The  manner  in  which  the  milk 
business  is  done  is  stated  to  be  as  follows  by  our  New  York 
agent :  "  The  milk  is  received  from  shippers  by  agents  at  the 
several  stations,  who  make  manifests  in  duplicate  of  same,  one 
copy  of  which  accompanies  the  milk.  To  each  train  on  main 
line  there  is  a  milk  agen';,  whose  duty  is  to  superintend  the 
business  of  the  train,  see  that  manifests  are  properly  made 
and  that  the  correct  number  of  cans  are  taken  on  board.  To 
every  milk  car  there  is  a  brakeman,  who  receives  and  takes 
charge  of  the  milk  and  makes  delivery  of  it  at  Jersey  City  and 
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who  also  receives,  takes  charge  of  and  delivers  the  returned 
empty  cans,  which  are  carried  hsLck/ree  of  charge.  Two  clerks 
accompany  the  train  and,  doing  their  work  thereon,  make 
abstracts  of  the  milk  manifests  and  corresponding  tickets  for 
each  consignee,  on  which  collection  of  freight  and  delivery 
of  the  milk  is  made.  Ferry  steamboats  are  run  to  accomodate, 
this  business  as  follows  :  Between  foot  of  Chambers  street, 
New  York,  and  foot  of  Pavonia  avenue,  Jersey  City,  every 
thirty  minutes  each  day  from  11  p.  M.  to  2  A.  M.,  and  every 
fifteen  minutes  from  2  A.  M.  to  6  A.  M. ;  also,  from  foot  of 
Twenty-third  street,  New  York,  at  11:45  p.  M.  and  1:30  A.  M. 
and  returning  from  Jersey  City  at  1:30  and  3  A.  M." 

Q.  Don't  they  take  in  other  traffic  also  ?  A.  They  do,  but 
they  are  specially  run  for  the  milk,  and  would  not  be  run  at 
those  hours  but  for  the  milk. 

Q.  "Would  you  have  no  night  boats  to  Jersey  City  at  all  but  for 
the  milk  ?  A.  We  might  have  one  or  two  ;  these  boats  are  run 
every  thirty  minutes  for  the  milk  ;  I  have  a  statement  which 
shows  that  those  boats  are  run  at  a  positive  loss  every  night 
for  that  purpose.  A  question  has  been  asked  as  to  the  regu- 
larity of  our  trains  and  the  number  of  times  they  missed  con- 
nections or  been  late,  and  whether  they  have  been  compelled 
to  give  way  to  other  trains ;  in  reply  to  that  question  I  submit 
the  following  statement : 

"  During  the  year  1878  milk  trains  arrived  at  Jersey  City 
late  as  follows : 

On    8  days  both  were  late 16  times 

On  19  days  one  was  late 19  times 

Total,  27  days 35  times 

Train  18  was  late 21.times 

Train  20  was  late   14  times 

Total 35  times. 

"  We  were  (and  are)  daily  obliged  to  detain  other  trains  in 
order  to  bring  milk  trains  in  on  time,  but  there  are  no  records 
to  show  how  much  such  detention  amounted  to.  Milk  trains 
have  the  same  right  as  first  class  passenger  trains,  and  all 
trains  except  first  class  passenger  trains,  are  required  to  give 
way  to  milk  trains." 
65 
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As  compared  witli  the  proportion  of  milk  receipts  at  New 
York,  I  have  taken  from  the  New  York  Tribune  a  statement  of 
milk  receipts  ;  but  the  statement  of  the  Erie  Company  is 
under  stated  55,438  cans.  If  the  other  statements  are  equally 
erroneous,  they  cannot  be  regarded  as  very  reliable.  The 
statements  may  take  the  wrong  days  or  fail  to  get  in  Sundays. 
I  simply  state  the  fact  for  the  consideration  of  the  Committee. 
If  they  desire  to  use  this  statement  of  the  total  receipts  of 
milk  in  New  York,  it  is  at  their  service. 

On  page  480  of  the  testimony  first  taken  in  New  York,  Mr. 
Killmer  said  when  he  was  asked  for  the  organization  of  the 
Kings  County  Milk  Exchange,  that  it  had  already  been 
published  in  the  Brooklyn  papers,  and  he  had  no  hesitation  in 
showing  it.  I  have  a  copy  here.  I  will  only  read  those  por- 
tions which  relate  to  the  fact  that  there  is  a  pool. 


"  PREAMBLE. 

"  Whereas,  experience  has  shown  that  the  subjection  of 
formidable  objects  and  unyielding  obstacles  are  more  expe- 
ditiously and  permanently  accomplished  by  combination  of 
effort  and  imity  of  purpose  than  by  individual  exertion  : 

"  Therefore,  We  whose  names  are  hereunto  annexed  feeling 
the  absolute  necessity  of  something  to  protect  the  principled 
from  the  unprincipled  dealer  and  inspire  the  confidence  of  the 
milk  consumers  of  our  city,  insure  for  ourselves  and  customers 
protection  from  fraud,  adulteration  and  railroad  extortion,  have 
hereby  agreed  to  form  an  association  for  the  advancement  and 
better  protection  of  the  milk  dealers  who  desire  to  do  a  legiti- 
mate business.  In  furtherance  of  which  we  also  agree  to  be 
governed  by  the  following  By-Laws :  *  *  *  * 

No  member  shall  serve  the  customers  of  another  member  for  a 
less  price  than  that  established  by  the  Exchange,  or  at  a  less 
price  than  that  member,  is  receiving  either  at  wholesale  or 
retail." 

It  would  therefore  appear  from  the  very  paper  to  which  he 
referred  that  the  Exchange  does  fix  the  rates  upon  milk. 

I  have,  in  addition  to  this,  compiled  from  the  State  census 
the  milk  statistics  of  Orange  County  for  1865  and  1875. 
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Milk  Statistics,  Obange  County. 

1865.  1875.  Increase. 

Milch  Cows  kept : . .  40,090  44,287  4,191 

Acres  in  pasture 135,301  137,001  1,700 

1864.  1874. 

Gallons  milk  sold 8,835,052      13,530,709  4,695,657 

Q.  Ton  are  constantly  referring  to  the  State  statistics  of 
1865  ;  do  you  not  know  that  the  statisticians  of  this  Chamber, 
Mr.  Walker,  Mr.  Nimmo,  and  others,  regard  the  State  census 
of  1865  as  notoriously  incorrect  ?  A.  I  take  it  that  the  figures 
which  I  have  given  above  are  substantially  correct ;  the  figures 
which  I  have  heretofore  already  given  relate  to  the  milk  re- 
ceived by  us  from  points  on  the  main  line,  and  also  from  the 
five  branches  of  our  road ;  in  1878,  41.37  per  cent,  of  all  the 
milk  transported  was  received  from  those  branches;  it  was 
received  from  48  stations,  38  of  which  are  on  the  branch 
lines ;  we  distribute  two  cars  daily  to  the  Newburgh 
Branch,  one  car  to  the  Short  Cut,  2J  cars  to  the  Mont- 
gomery Branch,  including  the  Wallkill  Valley  road,  2J  to 
Goshen,  3  to  the  Warwick  Valley  Branch,  and  one  car  to 
the  Piermont  Branch  and  the  Northern  Railroad  of  New 
Jersey.  I  also  desire  to  call  the  attention  of  the  Committee 
to  the  fact  that  of  all  the  milk  received  by  our  company 
during  the  last  year,  48.4  per  cent,  of  the  mileage  made  by  all 
the  milk  trains  was  made  in  the  State  of  New  York,  and  51.6 
per  cent,  was  mileage  made  in  the  State  of  New  Jersey  by 
our  milk  trains.  The  division  of  the  rates  with  some  of  these 
branches  are  made  pro  rata,  and  with  certain  others  arbitrarily 
at  one-fourth.  I  believe  those  are  the  only  divisions.  In  com- 
ing to  New  York  this  milk  has  to  pass  over  the  Newark  & 
Hudson,  and  the  Paterson  &  Eamapo  Railroads ;  and  I  wish 
I  wish  to  call  the  attention  of  the  Committee  to  the  losses  in 
the  operation  of  these  roads  for  a  series  of  years  as  those 
roads  are  under  lease  to  and  are  operated  by  the  Erie. 

"  Losses  on  branch  lines  over  which  milk  is  transported  : 

1874.  1875.  18Y6.  1877. 

Newark  <fe  Hudson   $46,398  65  $ll,n60  27  $15,070  84  $11,639  40 

Paterson  <fe  Newark 48.263  98  26,16116  37,766  82  44,857  52 

Montgomery  &  Erie 22,804  39  31,373  88  28,225  96  26,857  57 

Pine  Island,  or  Goshen  &  )      32,5511 8       33,174  45         32,158  86       24,556  80 
Deckertown I 
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In  addition  to  this  statement  of  our  losses,  1  have  in  my 
hand  the  original  statement  submitted  by  President  Grinnell 
Burt  to  the  last  committee  that  considered  this  subject  at 
Albany,  showing  the  cost  of  the  railroads  that  had  been 
mainly  built  for  the  milk  business.  This  includes  stock  and 
the  bonded  indebtedness : 

"  The  Middletown  &  Crawford  Eailroad  cost..    $192,132  57 

Middletown,  Unionville  &  W.  G.  E.  E 524,562  04 

Goshen  &DeckertownE.E 357,800  00 

Montgomery  &  Erie  E.  E  322,065  00 

Walkill  Valley  E.  E 1,900,231  61 

Warwick  Valley  E.  E 285,000  00 

Total  cost $3,581,791  22  " 

To  show  in  addition  the  increased  expense  to  which  we  are 
put  by  handling  this  milk  business,  I  have  in  my  hand  a  letter 
of  E.  O.  Hill,  the  Superintendent  of  the  Eastern  Division  of 
the  Erie  Eoad,  written  11th  March,  1878,  just  prior  to  my  ar- 
gument upon  this  question  at  Albany.     He  says  : 

"  At  Jersey  City  we  have  a  milk  collector's  office  15  feet  5 
inches  x  18  feet  5  inches,  one  covered  milk  platform  460  feet 
6  mches  long  x  9  feet  6  inches  wide,  having  a  house  on  west 
end  16  feet  6  inches  long  x  9  feet  6  inches  wide,  to  store  milk 
not  called  for  before  the  trains  leave,  and  one  covered  plat- 
form 457  feet  long  x  9  feet  6  inches  wide.  We  have  one 
switch  l,220ieet  long  and  another  760  feet  long.  The  above 
were  constructed  in  1877,  to  better  accommodate  the  milk 
business,  and  cost,  exclusive  of  the  railroad  iron,  $10,699.67. 

"At  Turners  we  have  a  milk  house  24x13  feet,  and  480 
square  feet  of  platform. 

"  At  Monroe  we  have  a  platform  48x12  feet,  and  a  switch 
226  feet  long. 

"  At  Oxford  we  have  a  milk  house  60x8  feet,  and  a  platform 
16x32  feet. 

"At  Chester  a  platform  48x11  feet,  and  a  switch  246  feet 
long. 

"  At  Otterkill  a  milk  house  14x33  feet,  and  a  platform  12x37 
feet. 

"  At  Goshen  a  platform  8x32  feet,  and  a  switch  493  feet 
long. 
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"  At  Milk  Station  6J  (Oheechunk)  a  milk  house  14x30  feet, 
and  a  platform  15x20  feet. 

"  At  Hampton  a  platform  8x95  feet,  and  a  switch  663  feet 
long. 

"  At  Milk  Station  7^  a  milk  house  12x24  feet,  and  a  platform 
10x24  feet. 

"  At  Middletown  we  have  1,482  square  feet  of  platform,  aud 
a  switch  272  feet  long. 

"  At  Milk  Station  8|  a  milk  house  17x30  feet,  and  a  platform 
15x20  feet. 

"  At  Howells  a  milk  house  10x36  feet,  and  a  platform  12x36 
feet. 

"  At  Otisville  a  switch  408  feet  long, 

"  At  Guymard  30x8  feet  of  the  freight  house  and  14x10 
feet  of  the  freight  platform  are  used  exclusively  for  milk. 

"  At  Kipps  we  have  a  milk  house  30x13  feet. 

"  AfCampbell  Hall  a  switch  166  feet  long. 

"AtNeely  Town  a  milk  house  18x30  feet,  and  a  platform 
containing  100  square  feet. 

"  At  Beaver  Dam  a  milk  house  16x18  feet. 

"  At  Montgomery  the  milk  is  loaded  into  cars  from  wagons. 

At  Bennetts'  (one  mile  west  of  Goshen,  on  Pine  Island 
Branch),  we  have  a  milk  house  10  x  24  feet. 

"At  Orange  Farm  a  milk  house  24  x  8  feet,  and  a  platform  12 
X  24  feet. 

"At  Florida,  a  platform  11  feet  x  39  inches. 

"At  Big  Island,  a  milk  house,  16  x  20  feet  and  a  platform 
12  X  24  feet. 

"At  Pine  Island,  a  platform  27  x  10  feet. 

"At  Craigville,  a  milk  house  14  x  24  feet,  and  144 
square  feet  of  platform. 

"At  Blooming  Grove,  a  milk  house  12|feet  3  inches  x  24  feet 
6  inches,  and  a  platform  12  x  20  feet. 

"At  Washingtonville,  a  switch,  286  feet  long. 

"At  Sahsbury,  a  platform  36  x  11  feet. 

"At  Tail's  Gate,  a  platform  28  x  13  feet. 

"  At  Central  Valley,  a  platform  containing  1,014  square  feet. 

"At  Highland  Mills,  a  platform  containing  160  square  feet. 

"  At  Woodbury,  a  platform  containing  135  square  feet. 

"  At  Mountainville,  a  switch  137  feet  long. 

"  At  Nanuet,  a  platform  containing  750  square  feet. 
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"AUtlie  ajjove.hollses,  platforms  and  switches  were  construct- 
ed for  and  are  used  exclusively  for  the  milk  business. 

"Our  equipment  consists  of  4  engines,  4  engineers,  4  firemen, 
40  milk  cars,  4  conductors,  38  brakemen,  14  outside  milk 
agents,  2  milk  agents  on  the  train,  one  milk  collector  and  one 
assistant  collector  and  2  watchmen. 

"Our  milk  cars  have  passenger  car  trucks,  Miller's  patent 
platforms,  buffers  and  drawheads  ;  the  cost  of  a  milk  car  com- 
plete is,  $1,300  ;  the  average  life  of  a  milk  car  is  about  seven 
years  ;  they  decay  very  rapidly  on  account  of  being  continually 
wet  with  ice  and  milk  that  slops  over  from  an  occasional  can 
that  has  a  loose  cover  ;  the  cans  are  invariably  packed  with  ice 
during  tne  warm  season. 

"The  milk  business  is  expensive  on  account  of  the  large  de- 
preciation of  cars,  and  the  large  number  of  men  that  are  re- 
quired to  take  care  of  it." 

I  think,  for  these  reasons  and  others,  that  we  are  entitled  to 
charge  ior  the  milk  business  all  that  we  now  do,  and  even 
more. 

Q.  Can  you  tell  us  how  much  of  your  milk  comes  over  the 
Warwick  Valley  Road  ?     A.  I  can  without  much  difficulty. 

Q.  Will  you  try  and  ascertain  that  ?     A.  I  will. 

Q.  The  whole  of  the  milk  traffic  is  collected  in  the  night, 
and  disposed  of  before  8  o'clock  in  the  morning,  is  it  not  ?  A. 
Excepting  the  milk  that  is  left  over,  or  is  not  taken  away  when 
it  should  be. 

Q.  But  that  is  a  rare  occurrence,  with  that  exception  you 
have  required  no  storage  for  your  milk?  A.  We  require  all  the 
storage  that  I  have  just  read. 

Q.  The  milk  does  not  remain  upon  your  hands  but  twelve 
hours  ?  A.  It  requires  just  as  much  storage  as  if  it  were  de- 
tained twenty-four  hours;  these  platforms  and  switches  are 
built  for  that  purpose. 

Q.  But  if  you  had  to  provide  storage  for  the  milk,  the  ex- 
pense would  be  increased  ?  A.  Yes ;  although  if  we  were  always 
four  days  behind  it  would  not  take  more  storage  than  this. 

Q.  These  platforms  and  milk  houses  are  built  with  the  idea 
that  the  milk  is  gathered  in  the  night,  and  dehvered  in  the 
morning  ?  A.  They  are  built  with  the  view  that  the  milkmen 
gather  the  milk  when  they  please,  and  take  it  away  when  they 
please,  and  they  do  it ;  they  are  not  built  with  reference  to  our 
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running  the  trains  in  the  night,  although  if  they  were  run  only 
in  the  day-time,  we  would  not  have  to  furnish  all  of  these 
facilities. 

Q.  Your  milk  trains  come  down  in  the  evening,  and  the  milk 
is  delivered  at  Jersey  City  and  taken  away  before  eight  o'clock 
in  the  morning  as  a  rule  ?     A.  1  believe  it  is. 

Q.  And  whatever  depot  arrangements  you  have  and  what- 
ever milk  gathering  arrangements  you  have  made  which  do 
not  contemplate  that  busines  has  been  so  much  waste  ?  A.  I 
do  not  understand  you. 

Q.  If  you  have  taken  into  consideration  the  storage  of  the 
milk  and  that  storage  is  not  all  required,  is  not  that  a  mis- 
calculation on  the  part  of  the  railway  ?  A.  It  would  be  a 
miscalculation  on  the  part  of  the  milkmen,  who  represented 
that  they  required  those  facilities,  and  have  got  us  to  furnish 
them  at  an  additional  expense,  for  which  we  have  had  no 
adequate  return ;  our  people  have  had  conferences  with  the 
milkmen  and  have  put  up  whatever  facilities  these  men  said 
were  required  for  their  business. 

Q.  You  have  compared  the  earnings  of  the  milk  trains  with 
the  earnings  of  a  passenger  train  ;  will  you  also  make  a  com- 
parison of  the  earnings  of  the  milk  trains  with  those  of  the 
petroleum  trains?  A.  At  the  average  rates  of  the  past  few 
years  ? 

Q.  Yes  ?     A.  In  what  way  ? 

Q.  The  average  rate  of  the  milk  trains,  the  number  of  miles 
hauled,  as  compared  with  the  average  rate  of  petroleum 
trains  and  the  number  of  miles  hauled,  at  the  rates  that  have 
prevailed  from  April  1st  to  June  1st  ?  A.  Taking  refined  as 
well  as  crude  petroleum  ? 

Q.  Taking  the  tank  cars  of  crude  petroleum  ?  A.  The  oil 
is  in  barrels,  and  the  milk  is  in  cans ;  why  not  take  the  barrels  ? 

Q.  I  do  not  care,  I  will  let  you  take  the  refined  petroleum  if 
it  suits  your  purpose  better  ;  the  car  you  may  use  for  some 
other  purpose  possibly  ?  A.  We  do  ;  but  we  also  use  the  milk 
car  for  the  return  of  the  empty  cans. 

Q.  I  propose  to  take  petroleum  because  the  only  parallel  case 
I  can  think  of  is  a  tank  car  ;  which  you  return  empty,  and  which 
you  cannot  use  for  any  other  purpose  ;  the  milk  car  you  simply 
use  for  the  purpose  of  returning  the  empty  cans;  the  petroleum 
tank'cars  you  use  to  return  the  empty  tank ;  they  stand  there- 
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fore  upon  a  like  basis ;  will  you  give  us  a  comparison  between 
the  earnings  of  a  milk  train,  and  the  earnings  of  a  petroleum 
train  of  tank  cars  ?  A.  We  do  not  run  petroleum  in  absolute 
trains ;  it  is  mixed  with  various  classes  of  freight. 

Q.  You  might  just  as  well,  might  you  not?  A.  I  can  give 
you  a  hypothetical  case  of  the  earnings  per  car. 

Q.  Then  please  do  so  ?  A.  I  should  be  glad  if  you  would 
reduce  your  question   to  the  exact  form  in  which  you  want  it. 

Q.  I  will  give  it  to  you  now  ;  assuming  that  you  are  running 
petroleum  trains  of  tank  cars,  give  us  what  the  earnings  would 
be  of  such  petroleum  trains  at  the  rates  which  you  are 
getting  for  the  carriage  of  crude  petroleum  from  Oil  City  to 
New  York,  and  taking  the  empty  cars  back  ?  A.  Do  you  also 
want  a  comparison  with  trains  loaded  with  wool,  apples  or 
potatoes,  or  anything  of  that  kind? 

Q.  No ;  the  reason  that  I  want  that  comparison  and  do  not 
want  the  other  comparison  with  wool,  apples  or  potatoes,  is 
because  you  do  not  necessarily  return  empty  cars  in  the  other 
cases  ;  whereas,  in  the  case  of  petroleum  like  that  of  milk,  you 
are  compelled,  practically,  to  return  empty  cars  ;  and  when  I 
speak  of  an  empty  car,  I  speak  of  a  car  which  earns  nothing  ? 
A.  But  you  do  not  think  it  fair  to  average  the  refined  and 
crude,  as  we  average  the  milk  and  cream. 

Q.  No ;  because  the  refined  oil  comes  to  you  in  barrels,  and 
you  may  use  the  box  cars  in  which  you  carry  the  barrels,  for 
other  purposes  ?  A.  Just  as  we  use  the  returned  box  cars 
for  milk  cans. 

Q.  But  that  earns  you  nothing,  and  you  complain  of  that, 
and  make  that  a  reason  for  an  additional  rate ;  I  want  you  to 
take  a  fair  equivalent,  of  a  ear  returning  which  earns  you  no- 
thing ;  and  the  only  car  that  I  can  think  of,  except  a  milk  car, 
is  an  emptyltank  car  ?  A.  On  coal  cars,  and  on  live  stock  cars, 
we  do  not  return  anything. 

,  Q.  I  am  willing  to  take  a  comparison  with  any  other  traffic, 
which  returns  the  car  empty  if  you  want  to  add  that  fact  in 
addij;ipn.?     A.  If  the  Committee  regard  that  as  any  value,  I 

win  furnish  the  information  with  pleasure. 

■i-.i,i  .■  '  ^ 

By  the  Chairman  : 

Q.  We  want  you  to  answer  the  precise  question  put  to  you 
by  Mr.  Sterne,  in  connection  with  his  hypothetical  case  ;  and 
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then  to  make  a  separate  statement,  showing  what  are  the  ad- 
ditional expenditures  attending  the  milk  business,  with  regard 
to  the  additional  terminal  facilities,  the  extra  handling,  the 
extra  help,  required  by  the  milk  traffic?  A.  This  statement 
will  cover  only  receipts ;  I  cannot  show  you  the  cost  now. 

Mr.  Steene— Then  the  Chairman  is  in  doubt  whether  the 
statement  requested  would  be  of  any  value  to  the  Committee  ? 

Mr.  Shipman — On  your  cross-examination  you  can  ask  him 
to  furnish  it. 

Mr.  DuGDiD  moved  that  the  Chairman  be  authorized  to  ap- 
point a  Sub-Committee  to  continue  the  investigation,  with  the 
same  powers  as  the  full  Committee,  if  in  his  judgment  it  should 
be  necessary.     (Carried.) 

The  Chairman  appointed  as  such  Sub-Committee,  Messrs. 
Hepburn,  Duguid  and  Noyes. 

Adjourned  to  October  20th,  1879,  10  A.  m. 


New  Yoke,  October  20,  1878. 
The  Committee  met  pursuant  to  adjournment. 
Present — Messrs.  Hepburn,  Duguid  and  Noyes. 
George  JR.  Blanclmrd's  examination  resumed: 

By  Mr.  Shipman  : 

Q.  Does  anything  occur  to  you  that  you  want  to  add  to  your 
testimony  upon  the  points  as  to  which  yon  have  already  been 
examined  ?     A.  There  are  one  or  two  items. 

Q.  If  there  is,  you  had  better  add  it  here,  before  I  proceed 
to  the  next  question.  A.  I  was  asked  by  Mr.  Sterne  if  I  could 
give  the  percentage  of  our  milk  receipts  wliich  come  from  the 
Warwick  Valley  Railroad.  For  the  five  months  ending  with 
August,  1879,  fourteen  per  cent,  of  the  milk  came  from  that 
line. 

I  also  desire  to  submit  a  statement  which  is  copied  from 
a  pamphlet  issued  by  myself  in  1873,  upon  the  traffic  resources 
of  the  Erie  Railroad,  showing  the  total  number  of  gallons  of 
milk  carried  over  the  Erie  Railroad  from  1862  to  i.ci72,  both 
years  inclusive  : 
52 
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Total  numher  of  Gallcms  of  Milk  carried  over  the  Erie  Railway 

in  the  following  years  : 
Year.  Gallons. 

1862 6,180,5B7 

1863 7,078,045 

1864 7,296,740 

1865 ...  7,956,189 

1866 8,437,339 

1867. 9,480,677 

1868 9,887,284 

1869 10,310,219 

1870 11,177,535 

1871 11,732,940 

1872 11,721,481 

r 

Being  an  increase,  as  between  1862  and  1872,  of  upwards  of 
90  per  cent.  In  connection  with  tWs,  I  desire  to  state,  as  a 
part  of  my  evidence,  that  if  the  milk  rates  advanced  during  that 
time,  this  increase  was  in  the  face  of  that  advance  in  rates  ;  if 
the  rates  did  not  advance  (and  in  no  case  was  there  a  reduc- 
tion) it  would  seem  that  the  rates  were  not  too  high  to  stimu- 
late a  very  large  increase  in  the  production  of  milk. 

I  was  also  asked  if  I  could  give  the  proportion  of  our  road 
in  each  one  of  the  States ;  I  find  that  in  the  report  of  the 
State  Engineer  for  the  year  1878,  the  length  of  the  main  line 
in  New  Jersey  is.stated  to  be  about  80  miles ;  in  the  State  of 
New  York,  387  miles ;  in  the  State  of  Pennsylvania,  42  miles  ; 
this  statement  disregards  the  fractions  ;  these  are  the  propor- 
tion of  distances  of  the  main  line  from  Jersey  City  to  Dun- 
kirk ;  the  statement  does  not  include  the  leased  lines. 

Q.  Do  you  call  the  Buffalo  Eoad  a  part  of  your  main  line? 
A.  We  do  ;  but  it  is  not  included  in  that  statement.  Upon  page 
374  of  the  report  of  the  State  Engineer,  the  length  of  the 
road,  main  line  and  branches,  in  New  York  State,  is  given  at 
735  miles ;  and  the  length  ot  the  road  and  branches  outside 
of  New  York  State  at  192  miles — that  is,  in  Pennsylvania  and 
New  Jersey  ;  I  believe  that  is  all  that  I  desire  to  state  in  this 
connection. 

Q.  Then  I  will  now  put  to  you  another  question ;  give  to  the 
Committee  any  fact  or  information  that  you  may  have  in  rela- 
tion to  the  reduction  of  the  expenses  of  management  as  com- 
pared with  the  reduction  in  rates  for  previous  years  ?    A.  A 


2949 

great  deal  of  piecemeal  mformation  has  been  submitted  to  the 
Committee  upon  reductions  in  labor,  bridges,  materials,  mason- 
ry, &c.,  in  exceptional  cases  ;  but  as  this  Committee  is  examining 
this  question  first,  upon  our  railroad,  and  secondly,  with  refer- 
ence to  all  the  railroads  of  the  State  (that  is,  I  am  testifying  as 
to  our  railroad,  and  the  Committee  desires  information  from 
all  the  railroads  of  the  State),  I  have  been  at  some  trouble  to 
compile  from  the  State  Reports  for  a  number  of  years,  the  data 
upon  this  whole  subject,  and  have  prepared  a  statement,  show- 
ing the  Erie  Railway  earnings  and  expenses  per  ton  per  mile, 
from  1872  to  1878,  both  inclusive. 


Erie  Railway  Earnings   and  Expenses  per  ton  per  mile  from 
1872  to  1878,  both  inclusive. 


Year. 

Profit. 

Freight  per  ton  per  mOe. 

Earnings. 

Expenses. 

1872 .... 

54 
51 

40 
25 
21 
20 
30 

$1  52 
1  45 
1  31 
1  20 
1  09 
95 
97 

$  98 

1873 .... 

94 

187i.... 

91 

1875 .... 

95 

1876   . 

88 

1877     . . 

75 

1878 .... 

67 

The  percentage  of  reduction  in  the  earnings  is  36.2. 

The  percentage  of  redaction  in  expenses  is  31.6. 

The  public  has  had  a  reduction  of  rates  of  d6~^jy  per  cent.    . 

We  have  had  a  reduction  in  our  expenses  of  but  31y*V  V^^ 
cent. 

Difference  in  favor  ol  the  public  4^^  per  mile. 

That  is,  the  public  have  got  reductions  that  are  4.6  per 
cent,  in  excess  of  the  economies  that  we  have  been  able  to 
show. 

I  have  also  a  statement  showing  the  reduction  upon  all  the 
railroads  reporting  to  the  State  combined : 
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Receipts,  Expenses  and  Profits  per  ton  per  mile  upon  all  Neio 

York  Railways. 


Tear. 

Receipts. 

Expenses. 

Profit. 

1870.;.. 

1.7016 

1.1471 

0.5545 

1871.... 

1.7005 

1.1450 

0.5555 

1872.... 

1.6645 

1.1490 

0.5155 

1873 . . . . 

1.6000 

1.0864 

0.5136 

1874.... 

1.4480 

0.9730 

0.4750 

1876.... 

1.3039 

0.9587 

0.3452 

1876.... 

1.1604 

0.8561 

0.3043 

1877.... 

1.0590 

0.7740 

0.2850 

1878 . . . . 

0.9^94 

0.6900 

0.3094 

The  percentage  of  reduction  in  the  receipts  is  47.14. 
The  percentage  of  reduction  in  expenses  is  39.93. 

The  percentage  of  reduction  in  the  rates  charged  to  the 
public,  therefore  exceeds  upon  all  the  railroads  of  the  State 
the  percentage  of  reduction  and  expenses  which  the  railroads 
have  bden  able  to  secure  by  their  economies,  by  7.21  per  cent. 
That  is,  the  people  are  getting  their  goods  carried  now  upon 
the  aggregate  of  all  the  transportion  in  the  State  at  58.73  per 
cent  of  the  rates  they  paid  in  1870,  while  it  costs  the  railroad 
companies  60.10  per  cent,  as  much  to  reader  the  service  in 
1878  as  it  cost  in  1870.  In  this  view  of  the  case,  the  people  of 
the  State  have  in  the  aggregate  been  saved  1.37  per  cent, 
more  than  the  railroads  have  been  able  to  save  ;  the  railroads 
have  contributed  that  amount  out  of  their  actual  earnings  to 
the  people  of  the  State  in  excess  of  the  economies  that  they 
have  been  able  to  practice  ;  in  other  words,  the  patrons  of  the 
railways  have  saved  1.37  per  cent,  more  than  the  railways 
have  been  able  to  do. 

Q.  Have  you  prepared  a  statement  showing  the  tonnage  car- 
ried ?  A.  I  am  having  a  statement  prepared  of  the  tonnage 
carried  in  the  State,  which  will  show  that  the  increase  of  ton- 
nage has  been  very  large  and  out  of  proportion  ;  in  other 
words  the  people  have  got  an  increase  of  tonnage  carried  in 
addition  to  this  saving  of  cost ;  and  an  increase  of  tonnage 
with  lower  rates. 
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Q.  Are  you  now  through  on  that  point,  or  have  you  some- 
thing else  to  add?     A.  I  believe  that  I  am  through. 

Q.  A  good  deal  has  been  said  here  about  the  extent  to  which 
the  quantity  carried  affects  the  expense ;  if  you  have  any  facts 
to  communicate  on  that  point  give  them  in  full.  A.  Except  in 
isolated  cases  like  those  testified  to  by  Gen.  Diven,  where  there 
is  a  specific  contract  for  a  regular  business  between  two  fixed 
points  that  do  not  change,  it  is  very  difficult  to  give  any  data 
upon  the  subject  that  has  been  derived  from  actual  experience 
of  quantity.  In  the  course  of  the  examination  of  Gen.  Diven 
we  believe  it  was  shown  that  the  aggregate  cost  of  the  business 
of  the  whole  railroad  in  that  year  exceeded  1.4  cents  per  ton  per 
mde;  I  am  informed  that  at  about  that  time  the  Erie  Railway 
undertook  to  solve  the  question  of  its  cost  of  transportation 
acd  had  three  reports  made  to  it  by  different  officers,  and  that 
those  reports  from  different  officers  averaged  from  1  ^  cents  per 
ton  per  mile  to  1.65  cents  per  ton  per  mile ;  that  the  average  cost 
was  taken  at  that  time  at  1.42  cents  per  ton  per  mile — or  at 
about  that  time ;  that  seems  to  be  confirmed  by  the  results  of  the 
annual  reports  for  the  year  1867,  to  which  Gen.  Diven  referred. 
He  farther  testified  that  the  coal  business  between  Hawley  and 
Newburgh  was  estimated  to  be  done  for  a  fraction  in  excess  of  9 
mills  per  ton  per  mile ;  that  would  therefore  show  that  the  mis- 
cellaneous business  of  the  company  cost  more  to  do  it  in  its 
irregular  way,  'than  this  coal  business  cost,  in  cars  which 
were  returned  empty,  done  in  a  regular  way,  as  to  quantity 
and  regularity.  This  is  also  to  be  taken  in  connection  with 
the  fact  that  the  coal  was  loaded  and  unloaded  (which  is 
a  considerable  item  of  expense)  by  the  coal  company  with 
whom  the  contract  was  made  ;  and  this  question  of  quantity 
and  regularity  of  shipment  is  of  so  much  importance  to 
railroad  companies;,  that  in  every  contract  for  a  large  busi- 
ness, it  is  considered  and  accorded  due  weight;  for  instance, 
in  our  contract  with  the  Lehigh  Valley  Railroad  for  its 
entire  coal  traffic  passing  over  our  line  ;  in  our  contract  with 
the  Delaware  &  Hudson  Canal  Company,  for  its  entire  traffic 
passing  over  our  line,  and  in  our  contract  with  the  Pennsyl- 
vania Coal  Company  (which  have  been  modified  since  the  date 
of  the  statistics  put  in  by  Gen.  Diven  for  that  business),  it  is 
stipulated,  in  all  of  them  that  the  railway  shall  receive  a 
guarantee  of  quantities,  and  that  in  cases  where  the  quantity 
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is  or  is  not  guaranteed,  the  company  shall  receive  their 
business  in  as  nearly  equal  regular  monthly  quantities  as  is 
practicable.  It  will  be  seen  by  the  Committee  that  if  a  coal 
combination  was  to  be  formed  on  the  first  of  November  next, 
immediately  everybody  in  New  York  would  jump  to  the 
conclusion  that  simultaneously  with  the  formation  of  that 
combination  there  would  be  an  advance  in  the  prices  of  coal ; 
and  if  that  fact  were  published  to-day — the  20th  October — 
in  the  next  ten  days  the  Erie  Eailway  Company  would  have 
to  move  for  its  patrons  all  of  the  coal  that  it  could  possibly 
get  the  cars  and  power,  and  the  men  to  transport.  If,  following 
that  advance,  or  if  instead  of  an  advance,  there  should  be  a 
decline  in  the  price  of  coal,  then  our  cars  would  go  on  the  side 
track,  our  locomotives  would  go  into  the  shops  (or  some  por- 
tion them),  and  some  portion  of  the  men  would  have  to  be 
dismissed  or  suspended,  and  the  result  wonld  be  that  the  cars, 
standing  upon  the  side  tracks,  not  subject  to  daily  inspection, 
or  regularity  of  repair,  or  certainty  of  daily  movement,  or 
daily  oiling  of  the  journals,  &c.,  but  standing  upon  the  side 
tracks  at  Port  Jervis,  exposed  to  the  elements,  would  necessarily 
incur  deteriorations  that  they  would  not  incur  if  they  were  in 
motion. 

By  the  Chairman  : 

Q.  You  do  not  mean  to  say  that  they  would  incur  a  greater 
amount  of  deterioration  by  not  being  in  movement  than  they 
would  by  being  in  motion,  wear  and  tear,  and  everything  taken 
into  consideration  ?  A.  Certainly  I  do ;  a  ship  will  rot  at 
the  dock  in  a  quarter  of  the  time  that  she  will  if  sailing  on  the 
sea ;  and  I  recall  the  fact  that  at  Buffalo,  in  the  testimony  taken 
before  your  Committee,  one  of  the  largest  vessel  owners 
on  the  lakes  testified  that  his  boats  were  lying  at  the 
docks  rotting,  and  that  he  brought  them  out  and  made  a  few 
trips  at  a  loss  to  prevent  it ;  that  is  the  case  as_we)l  with  ocean 
steamers,  as  with  lake  propellers,  and  it  will  be  found  equally 
true,  although  in  varying  proportions,  with  respect  to  our  cars. 
It  will  be  palpable,  therefore,  that  the  cost  of  transportation  to 
us  would  vary  in  accordance  with  the  quantity  forwarded,  and 
the  regularity  of  its  shipment ;  in  other  words,  to  take  an 
extreme  case,  suppose  that  there  was  but  one  car  load  of  coal 
to  be  taken  from  Hawley  to  Newburgh  in  a  train,  that  being 
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the  entire  demand  of  Newburgh ;  the  same  engine,  the  same 
conductor,  the  same  fireman,  the  same  switchmen,  and  the 
same  station  agents  would  be  required  as  if  that  engine 
was  filled  to  its  capacity,  which  is  forty-five  cars  to  the 
train,  or  if  there  were  five  full  trains  ;  it  is  clear,  tjierefore, 
that  the  expense  of  hauling  that  one  car  of  coal  between 
Hawley  and  Newburgh  would  be  very  large ;  if  there  were 
two  cars  hauled  the  expense  per  ton  would  be  diminished  ; 
if  there  were  three  cars  the  proportionate  expense  would 
be  still  less,  and  if  we  ran  a  train  of  forty-five  cars  it  is  clear 
that  the  quantity  hauled  by  that  engine,  and,  beyond  that,  the 
total  quantity  shipped  by  the  railroad  company  would  of 
necessity  vary  materially  the  cost  per  ton  for  the  service ;  now, 
in  a  larger  sense,  the  train  load,  not  always  being  the  unit  in 
calculations  like  that,  but  rather  a  monthly  aggregate,  a  large 
variation  of  quantity  necessarily  largely  affects  the  variation 
'of  cost. 

As  another  feature  of  quantity;  a  great  deal  has  been  said 
before  the  Committee  about  another  feature  of  the  case  to 
which,  I  think,  undue  importance  has  been  attached,  and 
that  is  that  because  the  New  York  Central  Bailroad  has 
a  very  large  local-  business,  it  can  therefore  do  it  at  a 
great  deal  cheaper  rate ;  there  are  certain  fixed  expenses 
connected  with  the  superintendence  of  that  road,  as,  for  in- 
stance, salaries,  taxation,  and  the  fixed  expenses  of  the  com- 
pany, in  all  its  departments,  clerical  and  otherwise,  that  are 
very  little  changed  by  the  volume  of  business,  but  every  train- 
load  that  has  to  be  carried  costs  almost  equal  amounts  to  move 
it.  If  a  locomotive  has  behind  it  one  hundred  tons  of  local 
freight,  and  a  hundred  tons  of  through  freight,  it  costs  just  as 
much  per  ton  to  move  the  one  as  it  does  to  move  the  other, 
assuming  the  circumstances  to  be  all  alike ;  therefore,  an  in- 
crease of  the  local  business  of  the  company  requires  an  increase 
of  locomotives,  an  increase  of  cars,  an  increase  in  wear  and 
tear,  an  increase  of  handling  at  the  point  of  shipment,  an  in- 
crease of  handling  at  the  termination  of  the  shipment,  an 
increase  of  switches,  an  increase  of  side-tracks,  and  in  all 
these  particulars,  the  increase  of  quantity  increases  in  almost 
equal  proportion  the  whole  expense.  The  volume  of  the  traffic 
moved  has,  of  course,  its  influence ;  for  instance,  the  Balti- 
more &  Ohio  Eailroad  runs  through  a  very  sparsely  settled 
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country,  particularly  west  of  Piedmont,  until  it  reaches  the 
Ohio  river  ;  now  the  New  York  Central  Eoad  may  move  all  of 
its  business  at  a  less  price  for  local  freights  than  the  Balti- 
more &  Ohio  Iload  can  move  it ;  but  the  addition  of  any  busi- 
ness to  the  already  existing  volume  of  the  New  York  Central 
Railroad  does  increase  the  cost  in  all  the  particulars  I  have 
shown  that  are  not  fixed. 

Q.  Would  the  cost  increase  in  all  the  particulars  which  you 
have  stated  ?  A.  I  do  not  mean  that  the  expense  would  in- 
crease in  all  the  elements  which  I  have  named ;  I  mean  only 
those  flexible  expenses  that  vary  with  quantity. 

Q.  Suppose  that  the  local  business  on  your  road  were 
doubled,  how  would  the  expense  of  doing  your  local  business 
be  affected  by  that  fact  ?  A.  That  would  depend  somewhat 
upon  the  point  to  which  the  local  business  went. 

Q.  Suppose  that  it  were  exactly  doubled,  and  that  it  went 
in  the  same  direction  as  now  ?  A.  If  oar  local  business  were 
doubled  to  the  City  of  New  York  (and  that  is  where  the  large 
bulk  of  the  local  business  of  the  line,  outside  of  the  coal  traffic, 
comes),  we  could  not  do  it  with  our  present  terminal  facilities  ; 
they  would  be  utterly  inadequate.  For  example :  We  now 
want  a  piece  of  river  front  property  for  the  extension  of  our  ter- 
minal facilities  ;  the  parties  who  control  it  control  a  very  large 
piece  of  property,  and  they  say  they  will  give  us  the  whole  of 
it  or  they  will  give  us  none ;  they  do  not  want  to  split  the 
property ;  they  do  not  want  to  sell  a  portion  of  it  unless  they 
can  sell  the  whole  of  it.  In  that  case,  the  addition  of  that 
terminal  facility  in  New  York  might  cost  us  very  much  more 
and  the  interest  upon  it  might  be  more  than  the  savings  we 
would  effect  in  other  transportation  respects  upon  a  consid- 
erable addition  in  quantity  ;  therefore,  if  the  increase  of  any 
quantity  requires  the  increase  of  terminal  facilities,  and  the 
increase  of  side-tracks,  it  is  very  clear  that  the  relation  of  the 
expense  of  doing  the  increased  business  differs  from  what  it 
would  be,  if  we  could  do  an  increased  business  without  such 
increase  of  terminal  or  intermediate  facilities. 

Q.  Do  you  wish  to  be  understood  by  the  Committee  as  com- 
bating the  idea  that  increasing  the  volume  of  the  business 
does  not  materially  decrease  the  expense  of  handling  it ;  I  do 
not  mean  in  the  aggregate,  but  rateably?  A.  Eatably  it  does 
not  reduce  the  percentage  of  expenses  ;  I  will  limit  my  illus- 
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trations  in  answer  to  the  most  economical  part  of  our  road, 
from  Susquehanna  to  Hornellsville,  where  we  can  carry  fifty 
cars  to  the  train.  Our  trains  are  already  filled  to  their  full 
capacity ;  we  have  there  a  division  superintendent  and  say 
twenty-five  station  agents  upon  the  whole  line ;  to  the  extent 
of  the  charges,  which  are  fixed,  for  the  expenses  of  division 
superintendent,  telegraph  operators,  and  station  expenses, 
there  would  be  no  material  increase  required  beyond  those 
incurred  for  the  present  amount  of  business  transacted ; 
but  the  probability  is  that  if  the  business  were  doubled, 
the  division  superintendent  would  immediately  want  an 
assistant ;  the  business  could  not  be  doubled  from  any  one 
station,  unless  more  clerks  were  furnished  the  station  agent ; 
the  same  laborers  could  not  handle  double  the  amount  of  busi- 
ness ;  therefore,  the  probability  is  that  the  station  agents  would 
immediately  want  an  increase  of  the  laboring  forces ;  the  pres- 
ent number  of  switches  would  be  worn  out  in  attempting  to 
double  the  business,  therefore  we  would  have  to  have  a  relay 
or  lengthening  of  switches  ;  the  same  would  be  true  of  all  the 
men  in  charge  of  the  property ;  the  men  who  guatd  the 
station  house  at  night  against  thieving  would  have  to  be  in- 
creased, as  well  as  those  who  take  care  of  the  power,  and  of 
those  who  repair  it ;  the  percentage  of  repairs  to  the  power 
would  all  be  increased,  the  road  would  require  more  repairs — 
a  double  business  would  wear  out  the  rails  in  little  more  than 
half  their  present  life  ;  and  in  addition  to  all  this,  to  do  double 
the  business  would  require  just  double  the  number  of  engines, 
and  fuel ;  therefore,  all  those  expenses  would  be  doubled,  as- 
suming that  our  present  trains  are  loaded  to  their  capacity,  as 
the  letter  of  Supt.  Wright  states  that  they  are ;  I  was  going  on 
to  say  that  the  engineers  and  firemen,  conductors  and  train 
men,  would  all  have  to  be  doubled  if  the  business  were  dou- 
bled ;  there  can  be  no  doubt  whatever  about  that,  and  the 
risks  of  accident  would  be  more  than  double  those  with  half 
the  business. 

Q.  At  four  out  of  five  of  your  stations,  could  you  not,  with 
your  present  force,  do  double  the  business  that  you  now  do  ? 
A.  Perhaps  not  to  that  extent,  but  at  a  very  large  number  of 
way  stations  we  might  do  much  more  than  the  business  that  ive 
are  now  doing ;  I  do  not  mean  by  that  that  we  could  do  it 
with  our  present  power  and  our  present  cars ;  we  have  no 
67 
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more  cars  than  we  actually  require  for  our  business  ;  we  have 
not  to-day  an  idle  car  upon  our  railroad;  we  have  put  on  ad- 
ditional men  to  bring  the  cars  out  of  the  shops  quickly  and  we 
have  not  an  idle  locomotive  upon  thq  road  that  is  fit  to  run. 

Q.  If  I  understand  you,  you  are  combating  the  whole  line 
of  evidence  that  we  have  had  upon  that  subject  ?  A.  I  differ 
entirely  from  most  of  the  evidence  that  has  been  submitted ; 
that  the  increase  of  quantity  reduces  the  cost  proportionately; 
I  do  not  concur  with  that  evidence  in  scarcely  any  of  the  par- 
ticulars in  which  it  has  been  offered.  Is  it  not  clear  to  the 
most  inexpert  that  if  our  business  was  increased  ten' fold  we 
could  not  reduce  our  expenses  to  one-tenth  what  they  are  now, 
or  90  per  cent,  below  present  cost  ? 

By  Mr.  Steene  : 

Q.  To  what  extent  do  you  believe  tbat  the  track  of  the  Erie 
Bailway  Company  is  now  fully  occupied  ?  A.  It  is  extremely 
diflBcult  to  answer  that ;  I  have  no  doubt  that  with  adequate 
terminal  facilities,  which  would  have  to  be  increased  with  the 
increase  of  power,  for  every  engine  is  busy ;  with  the  increase 
of  cars,  for  every  car  is  in  use  ;  with  the  increase  of  depots,  of 
lighterage,  and  all  that — every  one  of  which  items  would  be 
required — that  the  Erie  Railway  Company  could  add  from 
fifty  to  seventy-five  per  cent,  to  its  business,  with  its  present 
tracks ;  it  is  simply  a  question  of  additional  tracks  and  facilities 
at  the  terminal  points  in  addition  to  new  cars  and  power. 

By  Mr.  Duguid  : 

a* 

Q.  Would  such  increase  of  the  terminal  facilities  reduce  the 
expenses  ?  A.  I  have  said  all  along  I  do  not  believe  that  the  ex- 
penses could  be  reduced  proportionately  to  the  increase  of  quan- 
tity; because,  if  for  every  new  ton  handled  (assuming  that  we  are 
now  handling  all  we  can  with  our  cars  and  equipment)  another 
locomotive  must  be  added,  another  car  must  be  added,  another 
watchman  must  be  added,  and  a  great  many  other  expenses 
incurred,  which  fluctuate  with  the  volume  of  business  done ; 
therefore,  an  increase  in  quantity  would  not  justify  a  pro- 
portionate reduction  of  rates  ;  if  the  increase  of  quantity  was 
100  per  cent.,  we  clearly  could  not  reduce  our  rates  100  per 
cent,  and  carry  it  free  ;  nor  could  we  cany  any  additional  voir 
ume  free,  or  practically  so  ;  nor  could  we  so  reduce  our  rates 
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as  to  carry  the  aggregate  increase  of  quantity  at  50  per  cent, 
of  what  we  now  charge  to  carry  the  present  volume. 

Q.  To  what  extent  could  you  reduce  ?  A.  As  that  enters 
into  the  element  of  cost,  I  could  not  even  give  a  guess  at  it. 

By  Mr.  Sterne  : 

Q.  At  all  events,  there  would  be  no  increased  cost  for  fixed 
charges  like  rails?  A.  Clearly  the  passage  of  double  the 
number  of  trains  over  our  rails,  would  make  their  life  less ; 
clearly  the  increase  of  that  number  of  trains  over  our  road 
would  increase  the  cost  of  repairs,  would  increase  the  wear  and 
tear  of  the  switches,  and  would  increase  the  wear  and  tear  of 
the  station  buildings  through  which  that  increase  of  freight  was 
handled,  of  the  bridges,  water  stations,  &c.,  and  there  is  a  vast 
amount  of  money  that  would  have  to  be  expended  on  our  tracks 
in  case  of  an  actual  inciease  of  this  amount ;  I  know  of  no  ex- 
pense upon  the  Erie  Railway,  no  item  of  its  expense,  no  appor- 
tionment into  which  its  general  expenses  are  divided,  that  would 
not  be  somewhat  increased  by  any  considerable  increase  in  the 
volume  of  traffic.  If  that  increase  in  the  volume  of  the  traffic 
was  in  excess  of  the  ability  of  the  terminal  stations  to  handle 
it,  then  the  increase  of  expenses  might  under  certain  circum- 
stances be  much  greater  than  the  increase  of  profit  from  the 
larger  volume  of  traffic  moved — for  a  time,  at  all  events,  until 
the  increase  of  profit  grew  up  to  or  outgrew,^  the  cost  for  the 
new  facilities  provided. 

By  Mr.  Noyes  : 

Q.  Would  the  present  terminal  facilities  of  the  Erie  Rail- 
road permit  a  large  increase  of  business  ?  A.  They  would  not ; 
but  perhaps  I  ought  to  answer  that  question  more  in  detail.  The 
Long  Dock  station,  at  Jersey  City,  through  which  we  handle 
the  large  bulk  of  our  property  is  at  present  inadequate  to 
our  business,  and  we  are  now  putting  up  at  Jersey  City,  at  very 
large  cost,  just  for  that  reason,  a  large  new  elevator,  built  upon 
a  basin  that  is  to  have  warehouses  upon  both  sides  of  it ;  and 
for  the  time  being  all  sorts  of  shifts  have  to  be  provided  for 
handling  this  business.  We  have  at  a  very  large  additional  ex- 
pense recently  been  compelled  to  take  freight  up  to  Oak  Cliff, 
our  stock  yard,  and  there  put  it  on  to  barges  and  bring  it  down 
the  river,  because  our  usual  terminal  facilities  are  inadequate. 
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That  requires  us  to  pay  the  local  road  from  Bergen  to  Oak 
Cliff  which  we  do  not  own,  beside  costing  more  when  we  get  it 
there.  That  increase  is  therefore  clearly  no  economy.  The  ex- 
penses which  the  Erie  Eailway  Company  is  incurring  at  the 
present  time,  at  Jersey  City,  will  at  once  increase  50  per  cent. 
whUe  the  increase  of  the  business  may  be  but  20  per  cent, 
for  two  years ;  there  is  therefore,  clearly  a  difference  of  30  per 
cent,  against  us,  until  the  traffic  reaches  the  new  facilities  so 
provided. 

I  have  been  asked  by  Judge  Shipman  to  give  to  the  Com- 
mittee before  the  close  of  my  testimony  a  general  statement 
upon  the  terminal  facilities  of  New  York  as  compared  with 
those  of  other  cities,  in  which  statement  this  branch  of  the 
question  will  be  most  thoroughly  considered.  But  further 
upon  this  point  now :  if  we  were  to  double  the  amount 
of  our  freight  business,  it  is  very  clear  that  as  we  have  in 
some  [places  but  a  single  track  upon  our  branches,  our  pas- 
senger trains  could  not  make  as  certain  connections  and 
time  as  thej'  do  now ;  they  would  have  to  go  on  to  the  side 
tracks  often er,  and  that  would  increase  the  risk  of  collisions ; 
those  are  items  of  expense  that  form  in  every  annual  report 
of  every  railroad  of  which  I  know  anything  an  ajopreciable 
amount,  and  therefore  would  be  increased  beyond  what  would 
appear  in  the  actual  assignment  of  expenses  as  charged  to  the 
traffic  increased — that  is,  economies  of  freight  moveiioent 
might  produce  higher  cost  of  passenger  movement.  In  a 
word,  the  flexible  expenses  of  a  railroad  company  increase 
in  almost  the  proportion  in  which  the  business  increases ; 
the  fixed  expenses  of  the  company  do  not  increase  in  the 
same  proportion,  but  they  usually  increase  in  some  ap- 
preciable amount  by  the  increase  of  business.  For  example 
in  the  freight  department,  Mr.  Vilas  could  not  attend  to  double 
the  amount  of  business  with  the  same  clerical  force  that  he 
now  has,  although  he  might  not  require  an  increase  of  fifty 
per  cent,  for  an  increase  of  50  per  cent,  in  tonnage. 

By  Mr.  Steene  : 

Q.  But  if  the  business  were  doubled  it  would  not  require 
two  Mr.  Vilases  or  two  Mr.  Blanchards  ?  A.  We  wonld  require 
another  assistant  general  freight  agent. 
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Q.  But  you  would  not  double  up  your  force  ?  A.  Of  course 
n<  t. 

By  Mr.  Duguid  : 

Q.  "Will  not  your  statement  tend  to  establish  this  proposi- 
tion— that  it  is  hardly  an  object  for  the  Erie  Railroad  to  in- 
crease its  business?  A.  By  no  means,  I  am  merely  speak- 
ing of  the  flexible  expenses ;  nor  am  I  speaking  of  what  we 
might  receive  for  the  increase  of  business ;  I  think  it  is  very 
desirable  to  increase  the  business. 

Q.  Tou  mean  to  state  that  the  flexible  expenses  of  the  road 
increase  with  the  amount  of  business,  while  the  fixed  expen- 
ses do  not  increase  in  the  same  proportion,  but  do  appre- 
ciably?   A.  Yes. 

By  Mr.  Steene  : 

Q.  What  proportion  do  the  flexible  expenses  of  a  railway 
bear  to  what  are  called  the  fixed  charges?  A.  I  have  under- 
taken to  prepare  such  a  statement  as  that,  and  will  be  glad  to 
give  our  estimate  of  what  are  the  fixed  charges  and  what  are 
the  flexible  expenses. 

Q.  Will  that  statement  be  in  detail  ?  A.  Somewhat  in  de- 
tail. 

Q.  You  have  just  stated  in  answer  to  this  question  of  Mr. 
Duguid  that  there  is  a  desirability  on  the  part  of  the  railroad 
company  to  increase  its  business ;  is  it  also  desirable  to  increase 
its  local  traffic  largely  ?  A.  Very  desirable ;  certainly  we  desire 
to  do  so. 

Q.  Is  it  not  true  as  a  general  principle  that  the  increase  of 
business  lessons  the  average  cost  ?  A.  To  a  certain  extent, 
in  precisely  the  way  I  have  stated. 

Q.  There  is  a  percentage  of  increase  absolutely  certain  to 
the  railway  economy  from  an  increase  of  business.  A.  I  think 
so,  but  it  is  very  small. 

By  Mr.  Shipman  : 

Q.  The  saving  would  only  be  reached  after  some  lapse  of 
time,  when  the  new  business  was  adjusted  to  the  new  facilities 
provided?     A.  Yes,  sir. 

Q.  Now  I  want  you  to  give  as  succinctly  as  you  can  the  facts 
in  relation   to  the    origin   and   present   status  of   these  fast 
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freight  lines,  with  as  much  detail  as  is  necessary  to  present  the 
subject  in  a  clear  light  ?  A.  At  the  time  the  various  trunk 
lines  were  opened  between  the  seaboard  and  their  several 
western  termini,  of  course  the  companies  west  of  them 
were  entirely  independent.  Each  railroad  company,  there- 
fore, took  the  freight  at  its  starting  point  and  delivered  it 
at  its  destination,  and  took  receipts  from  each  other  as 
to  the  condition,  date  of  its  arrival  and  other  details 
ascertained  from  actual  examination  of  the  property,  and 
in  nearly  every  case  the  freight  was  tallied.  In  order  to  do 
that  a  bill  of  lading  was  given  only  to  the  end  of  the  rail- 
roa'd,  or  in  certain  exceptional  cases  where  these  bills  of  lad- 
ing were  given  through  they  were  hedged  in  and  surrounded 
by  such  limitations  as  to  the  liability  of  each  railroad,  as  re 
quired  the  patrons  of  the  lino  in  the  event  of  loss  or  damage  or 
over-charge  to  go  to  the  company  that  lost,  damaged  or  over- 
charged it,  no  matter  how  near  or  remote  that  company  might 
be.  Whenever  this  transfer  took  place  there  was  of  neces- 
sity delay  to  the  cars  and  delay  to  the  property  ;  every  time 
a  dry  goods  box  was  tumbled  out  of  a  car  on  to  a  platform 
there  was  damage  ;  every  time  it  was  turned  over  to  see  that 
it  was  in  good  order  it  was  liable  to  be  damaged ;  it  was  liable 
to  be  opened  and  robbed  ;  every  time  it  was  put  into  another 
car  it  was  liable  to  a  still  further  percentage  of  damage  and 
detention,  and  gradually  the  railroad  companies  undertook  to 
see  what  means  could  be  adopted  for  the  purpose  of  avoiding 
these  detentions  and  damages  by  having  the  through  carriage 
made  continuous  without  these  interruptions.  It  was  from  the 
consideration  of  that  subject,  and  in  consequence  of  the  pub- 
lic demand,  that  ultimately  the  fast  freight  trains  of  this  coun- 
try were  started.  The  first  fast  freight  line  in  this  country 
was  Kasson's  Despatch,  running  over  the  New  York  Cen- 
tral Railroad,  and  which  has  since,  been  changed  or  merged 
into  the  Merchants'  Despatch,  having  been  bought  out  by  the 
American  Express  Company. 

By  the  Chairman  : 

Q.  Do  the  American  Express  Company  own  it  ?  A.  I  can 
only  judge  from  the  testimony  of  Mr.  Fargo  as  to  the  ownership 
of  the  Merchants'  Despatch  Company  being  largely  in  the 
American  Express  Company ;  I  understand  that  at  that  time  the 
Ami  Mican  Express  Company  did  buy  this  Kasson's  Despatch. 
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The  nest  fast  freight  line  in  the  United  States  was  the 
Great  Western  Desp.atch,  which  commenced  business  upon  the 
Erie  Railroad  upon  the  1st  of  February,  1857. 

In  January,  1864,  the  Pennsylvania  Railroad  started  what  is 
called,  the  Star  Union  Line,  and  in  September,  18t8,  it  started 
what  is  known  as  tlie  National  Line. 

In  1871,  the  Baltimore  &  Ohio  Railroad,  after  my  per- 
sonal examination  as  to  the  operations  of  these  fast  freight 
lines  on  the  northern  trunk  roads,  started  what  are  called  the 
Globe  Line  and  the  Commercial  Line  ;  these  relatively  new 
lines  on  the  part  of  the  Pennsylvania  and  the  Baltimore 
&  Ohio  Road  were  required  by  the  enormous  growth  of 
the  traffic  after  the  war.  I  ascertained  at  that  time  that  the 
Pennsylvania  Railroad  (opening  these  lines  in  1864)  wanted  to 
provide  more  accurate  machinery  for  the  transportation  of  the 
enormous  supplies  passing  from  the  west  to  the  east ;  and  the 
Baltimore  &  Ohio  Railroad  after  it  had  emerged  from  the 
damage  which  had  been  done  to  it  during  the  war,  began 
during  1869  or  1870  to  investigate  this  question  of  fast  freigh 
lines,  and  the  benefits  of  the  general  system  upon'the  co-opera- 
tive plan  was  made  so  manifest  to  their  officers  that  these 
two  lines  on  the  Baltimore  &  Ohio  Railroad  were  begun 
during  my  connection  with  that  company  as  its  general  freigh 
agent. 

Several  different  forms  have  prevailed  as  to  the  contracts 
between  these  freight  lines  and  the  railroad  companies  or  be- 
tween the  railroad  companies  for  the  promotion  of  these  fast 
freight  lines.  During  the  early  part  of  this  system,  particu- 
larly upon  the  Erie  Railroad,  the  contracts  were  made  at  so 
much  per  car;  and  whatever  the  proprietors  of  the  fast 
freight  lines  or  the  parties  interested  in  them  could  load  into 
those  cars  so  as  to  net  them  a  revenue  over  and  above  what 
they  paid  to  the  railroad  company  was  their  profit,  out  of 
which  they  paid  the  expenses  of  the  agencies,  certain  of  the 
expenses  that  they  contracted  to  assume,  and  the  drawbacks, 
if  any,  which  were  paid  to  the  merchant.  The  railroad  price 
per  car  was  net,  and  fixed  without  taking  into  account  any- 
thinq-  but  the  transportation.  Such  contracts  as  that  came 
before  me  upon  the  Ohio  &  Mississippi  Road  with  the  Great 
Western  Despatch,  where  a  fixed  price  per  car  was  made  from 
,  Cincinnati  to  East  St.  Louis,  and  the  agent  of  the  Great  West- 
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ern  Despatch  in  Cincinnati  put  the  freight  into  the  car  in  some 
cases,  and  in  some  cases  the  railroads  did  so,  and  the  agent 
attended  to  the  entire  checking  out  of  the  goods  at  the 
point  of  destination.  Tbe  second  or  modified  form  of 
contract  (the  first  plan  being  yery  profitable  to  a  great  many  of 
the  interested  parties,  but  very  objectionable,  in  my  judgment,  to 
the  railroads  themselves)  was  a  percentage  upon  the  rates  for 
which  they  should  do  this  business.  When  I  came  upon  the 
Erie  Railroad  I  found  two  contracts  in  existence ;  one  was  a 
contract  with  the  Erie  &  Pacific  Despatch,  which,  however, 
fortunately  contained  a  clause  that  the  Erie  Railway  might  abro- 
gate it  by  a  certain  kind  of  notice  given  prior  to  the  1st  of  May, 
1875  ;  that  notice  was  given,  and  that  personal  interest  was 
eliminated  against  the  protest  of  those  who  were  interested  in 
the  contract;  and  that  line  was  merged  in  the  Great  Western  Des- 
patch Line.  Prior  to  that  time  the  Great  Western  Despatch  Line 
had  another  form  of  fast  freight  contract,  which  also  difi'ered 
from  anything  that  I  have  before  stated  in  this  respect. 
The  capital  was  fixed  nominally  at  $3,000,000  ;  the  whole 
amount  of  capital  to  be  taken  by  the  railroads  who  were  par- 
ties to  the  fast  freight  line,  and  by  the  United  States  Express 
Company  ;  the  United  States  Express  Company  had  $600,000 
of  that  capital,  and  the  Erie  Railway  Company  had  $900,000, 
the  two  contributing  one-half  of  the  whole.  This  contribution 
of  capital  was  to  be  made  good  by  the  cars  ;  the  various  raiL 
road  companies  contributed  cars,  which  at  the  value  then  pre- 
vailing was  to  make  good  their  subscriptions ;  I  should 
state  that  the  percentages — 15  per  per  cent,  on  the  first  and 
second  classes  down  to,  I  think,  5  per  cent,  on  the  fourth 
class — were  to  be  paid  to  a  manager,  who  was  appointed 
by  the  railroad  companies  interested,  upon  monthly  cer- 
tificates of  the  railroad  companies  as  to  the  actual  amount 
of  business  carried ;  then  after  those  payments  of  these  percen- 
tages were  made,  the  actual  excess  of  receipts  over  expenses  of 
the  companies  was  to  be  subsequently  declared,  in  the  form  of 
a  dividend  to  the  railroad  companies  in  proportion  to  the 
amount  which  they  had  of  the  whole  $3,000,000.  My  objec- 
tion to  that  system  was  that  it  put  the  stockholders  of 
the  United  States  Express  Company  in  and  gave  them  one- 
fifth  of  the  money  that  belonged  to  and  was  earned  by  the 
railroad  companies  solely  ;  I  therefore  protested  to  the  United 
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States  Express  Company,  and  had  opposed  that  form  of  con- 
tract from  the  beginning  for  in  the  Baltimore  &  Ohio  service 
I  had  reported  entirely  in  favor  of  the  co-operative  sys- 
tem, and  I  saw  no  more  reason,  as  I  stated  to  the  Presi- 
dent of  the  Express  Company,  why  the  stockholdera  of 
the  United  States  Express  Company  should  take  out  of  the  earn- 
ings of  the  Erie  Bailway  Company  than  that  the  stockholders 
of  the  Erie  Kailway  Company  should  get  up  some  scheme  to 
take  one-fifth  of  the  earnings  of  the  United  States  Express 
Company  ;  their  business  was  theirs,  and  our  business  was 
ours ;  and  I  stated  that  I  should  oppose  it.  A  meeting  was 
therefore  called  at  Niagara  Falls,  at  which  the  directors 
of  the  United  States  Express  Company,  presented  to  me  cer- 
tain considerations,  which  were  urged  on  behalf  of  the  arrange- 
ment, as  growing  out  of  certain  promises  made  by  prior  officers 
of  the  Erie  Company  prior  to  Mr.  Watson's  administration  of 
the  railroad,  growing  out  of  which  I  may  say,  in  passing,  this 
payment  of  stock  by  the  United  States  Express  Company  to 
the  Erie  Bailway,  as  will  be  explained  in  their  contract,  was 
made,  to  which  it  had  relation.  The  cars,  I  should  say,  of  the 
United  States  Express  Company,  in  the  Great  Western  Des- 
patch were  entirely  narrrow  gauge  freight  cars,  and  they 
therefore  could  not  be  run  over  any  part  of  the  Erie 
Bailway  in  operation  at  that  time,  excepting  the  twenty- 
three  miles  between  Bufi'alo  and  Suspension  bridge,  and 
therefore  they  were  useless  upon  the  Erie  Bailway ;  I  used 
personal  endeavors  to  get  the  narrow  gauge  connections  of 
the  Erie  in  the  west  to  take  600  cars  of  the  United  States  Ex- 
press Company,  and  succeeded  in  getting  various  railway  com- 
panies to  buy  them  from  the  United  States  Express  Company  at 
a  valuation,  and  they  bought  them  all  but  about  120,  which 
cars  still  belonging  to  the  United  States  Express  Company 
are  run  upon  all  the  narrow  gauge  tracks,  and  the  entire  and 
sole  interest  of  the  Express  Company  at  present  in  this  line 
is  whatever  their  profits  may  be  on  the  mileage  of  those  cars, 
on  all  the  railroads  over  which  they  run,  at  the  current  rate  of 
I  per  cent,  per  actual  mile  run,  whether  loaded  or  empty; 
Therefore,  the  present  administration  of  the  Erie  has  elim- 
inated with  that  small  exception,  every  individual  interest 
connected  with  these  fast  freight  lines,  and  they  are  now 
run  entirely  on  the  co-operative  plan.  I  desire,  in  this  con- 
68 
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nection,  to  say,  that  in  a  complaint  made  against  the  Ke- 
ceiver  during  the  recently  pending  litigation  (and  that 
iS'Why  I  have  been  anxious  to  explain  this  matter  so  fully), 
all  sorts  of  mis-statements  were  made  as  to  the  manner  in 
which  these  lines  were  run,  and  in  the  general  letter  of  the  Gen- 
eral Superintendent,  the  Auditor  and  myself  (which  Mr.  Sterne 
has  already  used  in  evidence),  we  explained  the  status  of  these 
fast  freight  lines,  as  they  now  are,  and  I  desire  in  bhis  con- 
nection, to  read  briefly  from  this  letter  : 

"  The  next  charge  relates  to  the  Erie  and  North  Shore  and 
Great  Western  Despatch  Fast  Freight  lines. 

"  The  Erie  Railway,  with  thirty-seven  of  its  connections, 
are  the  sole  parties  to  the  contracts  for  their  formation,  opera- 
tions, receipts,  expenses  and  results.  They  are  both  governed 
by  boards  of  managers  or  directors,  consisting  of  one  ofScer 
from,  and  designated  by,  each  railway  in  interest ;  all  their 
officers,  employees  and  agents  are  engaged  at  fixed  salaries, 
and  there  are  not  and  cannot  be  any  private  interests,  gains  or 
emoluments  whatever,  in  their  operations  or  results,  and 
they  are  not  companies ;  they  are  merely  the  designations 
or  trade  marks  of  certain  routes  for  marking,  and  the  quicker 
despatch  of  goods,  as  freight  trains  are  designated  by  numbers  or 
passenger  trains  by  titles  ;  all  the  railway  parties  thereto  act 
co-operatively  under  the  two  said  contracts,  and  each  and  all 
share  any  and  all  profits,  gains,  rates,  drawbacks,  concessions, 
advantages  or  disadvantages -whatever,  in  their  business,  and 
pay  their  total  expenses  in  the  |proportions  of  their  several 
earnings  in  said  lines,  which  are  ascertained  and  stated 
monthly  at  a  meeting  of  the  railway  freight  officers  of  the  com- 
panies in  interest,  by  whom  their  forms,  systems,  vouchers 
and  accounts,  are  fixed  and  regulated  upon  personal  examina- 
tions ;  all  railway  officers  interested  and  present  at  the  monthly 
meeting  sign  a  joint  certificate  of  audit,  upon  which  the  ex- 
penses are  refunded  each  mouth  to  keep  full  their  capital  or 
managing  funds,  which  are  contributed  entirely  by  and  belong 
only  to  the  railways  in  interest ;  their  managers  and  agents 
have  no  power  whatever  to  make  or  change  rates,  agree  to 
drawbacks,  collect  or  refund  moneys,  or  do  anything  but  solicit 
traffic  at  rates  fixed  solely  by  the  railway  companies,  or  take 
such  other  action  as  the  railways  authorize ;  we  make  these 
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explicit  statements,  and  attach  a  copy  of  the  North  Shore  con- 
tract in  appendix,  to  disprove  effectually  false,  ignorant,  and 
malicious  statements  of  their  character,  scope  and  operation 
which  have  been  persistently  repeated.  This  railway /ormerfy 
bad  fast  freight  lines  covering  private  interests,  the  last  of 
which  was  entirely  eliminated  by  your  order  May  1st,  1875." 

I  believe  that  the  form  of  our  fast  freight  contracts  have  been 
submitted  in  evidence  ;  it  not,  I  will  furnish  a  copy. 

The  Chairman — I  think  that  we  have  one  among  the  ex- 
hibits. 

The  Witness — I  think  so.  These  fast  freight  contracts  pro- 
vide for  Boards  of  Directors,  and  these  Boards  of  Directors 
hold  annual  or  other  meetings,  or  upon  an  examination  of  the 
aggregate  results  determine  that  they  do  not  care  to  hold  the 
meetings.  I  referred  in  the  paper  just  read  to  the  form  of  con- 
tribution to  the  bank  or  capital  fund  ;  each  company,  for  in- 
stance, contribute  to  the  management  of  the  line  a  certain 
amount  of  money  ;  that  money  is  to  be  uSed  for  the  payment 
of  the  actual  expenses,  as  offices,  rent,  stationery,  &c.  And  I 
regret  to  say  that  during  the  last  few  years,  this  bank  has  had 
to  be  enlarged  in  order  to  take  care  of  the  pernicious  system  of 
through  drawbacks.  At  the  end  of  each  month,  as  for  instance  a 
meeting  is  to  be  held  in  Chicago  on  the  26th  of  this  month,  for 
the  business  of  September,  the  manager  submits  all  his 
vouchers  to  the  freight  agents  who  sit  around  the  table,  and  they 
are  passed  from  one  to  another ;  the  manager  sits  at  the  head 
of  the  table,  and  explains  as  between  any  two  companies  whose 
views  may  be  in  conflict,  or  in  detail,  in  the  event  that  any 
officer  present  or  absent  authorized  him  to  make  a  drawback, 
or  incur  any  expense,  unexplained  by  the  voucher  or  other- 
wise. I  desire  to  have  the  Committee  see  this  form  of  a 
monthly  audit — being  the  audit  for  August,  1879,  as  between 
the  Michigan  Central,  the  Great  Western,  the^Canada  Southern, 
the  Grand  Trunk,  the  New  York,  Lake  Erie  &  Western,  the 
Receiver  of  the  Erie  Railway,  the  Wabash,  Cincinnati,  Hamil- 
ton &  Dayton,  the  Evansville,  the  Chicago  &  Indianapolis,  the 
Lehigh  Valley,  the  North  Pennsylvania,  the  Philadelphia  & 
Reading,  the  Toledo,  Wabash  &  Western,  and  the  Cincinnati, 
Lafayette  &  Chicago  ;  this  statement  shows  the  earnings  of 
both  the  east  and  westbound  freight ;  the  expenses,  over- 
charges,   commissions,   losses,   damages,   lighterage,    etc.,    to 
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which  is  appended  the  certificate  of  the  Auditing  Committee 
for  that  montli. 

The  Ghaieman — Suppose  that  you  put  that  in  evidence  as  a 
pari  of  your  testimony,  right  here. 

The  Witness — I  should  be  glad  to  have  it  in  ;  it  is  an  adjust- 
ment of  the  monthly  business  of  that  line,  as  between  it  and 
all  the  railroad  companies  in  that  line. 

Q.  And  you  think  that  it  is  the  only  basis  upon  which  the 
business  can  can  be  properly  conducted?  A.  In  my  judgment 
it  is. 

By  Mr.  Steene  : 

Q.  Have  you  also  a  statement  showing  the  adjustment  of 
overcharges  and  drawback  account  between  those  roads  ?  A. 
That  statement  shows  it ;  it  shows  the  whole  administration  of 
that  Fast  Freight  Line  during  that  month ;  and  that  is 
an  illustration  of  all  the  others ;  I  sent  to  the  ofiSce 
for  a  statement  of  fast  freight  results  for  any  month 
they  saw  fit  to  send  me,  by  either  line,  and  this  statement  was 
sent  to  me.  After  that  statement  is  made,  and  the  General 
Freight  Agents  from  personal  examination,  and  from  the  checks 
that  they  make  against  these  vouchers,  are  satisfied  that  these 
expenses  are  correctly  represented,  and  that  the  vouchers  cor- 
rectly represent  all  the  details  of  receipts  and  payments  ;  the 
vouchers,  bills,  and  payments  are  then  filed  in  the  office  of  the 
General  Manager  by  the  representatives  of  all  these  thirty- 
seven  companies  ;  for  of  course,  no  one  company  has  the  right 
to  the  retention  6f  the  papers;  therefore,  the  officers  of  the  North 
Shore  line  at  Detroit,  the  Great  Western  Despatch  at  New 
York,  and  the  Erie  &  Wabash  Line  at  Toledo,  are  now 
the  custodians  of  the  details  forming  the  aggregate  of  transac- 
tions in  their  several  lines. 

The  following  is  the  auditing  statement  introduced  by  wit- 
ness, and  above  referred  to  : 
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In  order  to  show  also  the  division  of  our  business  among 
these  fast  freight  lines,  and  the  proportion  of  business  done  by 
each,  I  have  provided  a  statement  for  the  month  of  May, 
1879  (which  was,  I  believe,  referred  to  on  some  other  inquiry), 
as  follows  : 

Accounting  Depaetment  oe  the  ) 

New  Tobk,  Lake  Erie  &  "Western  Railroad  Company.  >- 

Audit  Office.  j 

New  York,  August  19th,  1879. 

G.  E.  Blanchaed,  Esq., 

Assistant  to  the  President: 

Dear  Sir, — The  following  is  the  information  as  desired  by 
your  letter  of  this  date  : 

EoR  the  Month  of  May,  1879. 

Tons  per  cent.       Revenue  per  cent. 

E.  &N.  S.  Line 33.42  25.47 

Erie  &  Milwaukee  Line 1.62  1 .  71 

Great  Eastern  Line ,  0.11  .10 

S.  8.  Line  &  G.  W.  D.  (Buff.). . . .  12.49  8 .  13 

G.  W.  D.  &  E.  &  P.  D.  (Sala.).  . .  27  91  34.44 

Wabash  &  Erie  Line 0.32  0.68 

Other  through  freight  not  via  fast 

freight  lines 24.13  29.47 


100.  100 . 


Tours,  truly, 


A.  Jefeery, 
Auditor  of  Freight  JReceipts. 

This  was  during  the  month  of  May,  when  navigation  was 
open.  In  the  winter  the  percentage  of  our  total  through 
business  transacted  by  the  freight  lines  will  increase  beyond 
the  amount  stated  in  this  table,  because  we  then  do  business 
from  the  lakes. 

By  Mr.  Shipman  : 

Q.  Are  you  through  on  that  point  ?     A.  On  that  point  I  am, 
Q.  Then  if  I  understand  you,  the  substance  of  your  evidence 

is  that  the  fast  freight  lines  are  merely  a  department  of  the 
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transportation  business  of  the'railroads  ?  A.  A  mere  depart- 
ment ;  they  are  officers  of  the  Erie,  and  as  absolutely  under 
my  control  in  the  freight  department,  as  is  the  clerk  who  sits 
beside  me  here  to-day. 

The  Chairman — They  enable  people  to  have  their  goods 
shipped  and  billed  through  to  the  point  of  destination,  with 
out  any  intermediate  handling. 

The  Witness— Yes. 

Q.  As  a  railroad  manager,  do  you  consider  these  fast  freight 
lines  necessary  or  not?  A..  I  have  considered  the  fast  freight 
lines  an  absolute  necessity  of  the  past  conditions  of  this  through 
freight  business  ;  I  believe  that  the  organization  of  these  pools 
if  carried  out  successfully,  and  made  universal,  will  enable  the 
raih'oad  companies  to  still  further  modify  the  manner  in  which 
their  fast  freight  business  is  done ;  but  it  will  always  be  desir- 
able as  these  cars  are  marked  for  one  line,  to  prevent  the  cars 
of  tlje  Great  Western  Despatch  from  being  found  at  Houston, 
Texas,  or  those  of  the  Erie  &  Pacific  Despatch,  that  run 
to  the  southwest,  from  being  found  at  St.  Paul,  that  a  cer- 
tain organization,  and  certain  agencies  shall  always  be  pro- 
vided for  the  issuance  of  through  bills  of  lading,  with  a  signa- 
ture carrying  with  it  the  joint  responsibility  of  all  the  compa- 
nies from  St.  Paul  to  New  York,  or  from  Memphis  to  New 
York,  under  the  control  of  a  manager,  who  shall  act  independ- 
ently of  the  direction  of  any  one  company,  and  who  can  to  that 
extent  give  orders  which  shall  not  favor  or  disfavor  any  particu- 
lar interest  in  the  line.  I  regard  that  as  management  that  will 
continue  to  be  necessary ;  but  the  extent  of  the  detail,  atid  the 
extent  of  all  this  voucher  system  is  already,  of  course,  mainly 
cut  off;  the  cutting  off  of  all  that  by  these  pools  works  a  stop- 
page to  whatever  abuses  have  been  connected  with  the  fast 
freight  system,  and  they  will  come  back  to  whatever  was 
originally  regarded  as  their  simple  and  phiin  duty — to 
watch  the  control  of  the  cars,  give  only  the  tariff  rates,  make 
settlements  of  legitimate  overcharges,  and  simply  report  the 
mileage  of  the  cars  (because  other  than  doing  that  they  have 
nothing  whatever  to  do  with  the  cars) ;  and  this,  in  spirit  and 
in  substaaoe  will  be  required  to  be  continued  by  the  future 
course  of  the  business. 

Q.  I  want  to  ask  you  here  whether  the  machinery  of  these 
fast  freight  lines  was  or  was  not  indispensible  to  meet  the  de- 
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mands  of  the  public  for  through  bills,  and  for  through  transit 
of  freight,  and  for  speed,  upon  all  the  lines  for  the  delivery  of 
freight?  A.  I  believe  they  were  absolutely  necessary,  and 
particularly  upon  the  Erie  Koad,  where  its  guage  has  until  a 
very  recent  period  so  radically  differed  from  all  other  roads 
that  freight  lines  were  essentials  in  its  management. 

Q.  Then  if  I  understand  you,  this  system  as  it  now  exists, 
has  been  adopted  and  is  kept  in  existence  to  meet  the  demands 
of  the  shippers,  and  not  from  any  fancy  of  the  railroad  com- 
pany ?     A.  Entirely  so. 

By  Mr.  Sterne  : 

Q.  Do  these  vouchers  which  you  have  produced  give  the 
account  both  ways  ?     A.  Both  ways,  east  and  west. 

Q.  This  business  starts  where,  and  goes  to  what  point?  A- 
It  goes  in  both  directions,  and  starts  from  a  great  many 
places. 

Q.  Northwestern  mainly?  A.  You  see  the  Wabash  and 
various  northwestern  oompaniew  named  in  the  audit ;  the 
course  of  the  business  is  indicated  by  the  titles  of  the  rail- 
roads. 

Q.  This  is  what  you  called  the  Erie  &  North  Shore  De- 
spatch?    A.  Yes. 

Q.  The  overcharge  account  which  is  here  put  down  is  not 
what  is  legitimately  and  properly  a  real  overcharge,  but  is  what 
is  known  as  a  rebate  ?     A.  It  is  both. 

Q.  But  the  actual  overcharge  arising  from  clerical  error 
bears  a  very  small  percentage  to  the  $15,379  which  $70,000 
worth  of  business  amounts  to  ?  A.  I  cannot  tell  you  without 
an  examination,  but  I  fancy  that  it  does  bear  relatively  a 
small  percentage. 

Q.  On  the  western  bound  business  you  determine  what  the 
agreed  rebate  shallbe  from  the  tariff  charge  ?  A.  No,  we  posi- 
tively refuse  to  permit  any  rebate. 

Q.  Ton  do  now  ?     A.  We  did  during  that  month. 

Q.  And  yet  you  have  audited  an  account  which  makes,  on 
a  receipt  of  $31,419.92  of  westbound  freight,  and  $76,176.87 
of  eastbound  traffic,  an  overcharge  of  $0,098.52  as  your  pro- 
portion ?  A.  Is  there  anything  to  show  that  any  part  of  that 
was  westbound  ? 

Q.  No  ?     A.  I  say  that  we  positively  declined  to  permit  any 
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westbound  rebate ;  if  any  westbound  rebates  appear  in  that 
amount  called  overcharges,  they  have  been  made,  authorized 
and  paid  enurely  by  our  western  connections. 

Q.  Your  earnings  on  the  westbound  freight  were  $31,419.92 
and  on  the  eastbound  $7(5,176.87,  and  the  overcharge  which 
you  allowed  was  $G,098.52  ;  that  overcharge  must  then  have 
been  upon  eastbound   traffic,  and  not  upon  westbound  ?     A.  I 
should  judge  so. 

Q.  And  the  amount  of  overcharge  to  which  you  submitted 
on  your  eastbound  traffic  was  made  and  fixed  by  your 
western  connections  ?     A.  Yes. 

Q.  And  with  that  you  had  nothing  to  do  ?  A.  Nothing  to 
do,  except  that  we  reserve  at  all  times  the  right  to  object  to 
anything  as  to  which  we  are  not  previously  consulted. 

Q.  But  in  practice  you  do  not  object?  A.  In  practice  we  do 
object  very  often. 

Q.  State  what  your  rule  is  as  to  when  you  object  to  a  re- 
bate and  when  you  do  not?  A.  We  have  no  specified  rule  ; 
we  object  as  the  cases  arise  which  we  think  call  for  objec- 
tion. 

Q.  When  you  think  the  charge  is  excessive  you  object?  A. 
When  we  think  it  is  excessive  we  object ;  I  have  now  in  my 
mind  a  voucher  which  we  have  refused  to  pay  for  months  after 
it  has  been  paid  by  our  connections. 

Q.  You  have  no  control  over  the  rate,  practically  and  sub- 
stantially, subject  to  these  overcharges  by  your  western  con- 
nection ?  A.  We  have  absolute  control  over  the  rate ;  the 
contract  specifies  that  the  rate  shall  be  as  high  as  over  other 
lines  ;  if  it  is  not  as  high  as  on  other  lines  we  decline  to  ac- 
cept it ;  thus  we  have  an  absolute  control  over  the  rates. 

Q.  If  a  western  connection  makes  a  rate  and  does  it  upon 
the  basis  that  some  other  railway  makes  as  low  a  rate  as  the 
overcharge  rate  they  have  made,  then  you  accept  it?  Q.  We 
accept  it  if  we  are  satisfied  of  that  fact  ;  they  make  the  rate 
subject  to  our  approval. 

Q.    And  that   subject  to   your   approval  precisely  as  you 
have  stated  it — that  is,  if  you  are  persuaded  that  it  is  exces- 
sive you  reject  it ;  if  it  is  not,  you  do  not  ?     A.  Yes. 
By  Mr.  Shipmajj  : 

Q.  Have  you  now  stated  all  that  you  care  to  state  upon  that 
point  ?    A.  I  think  so. 
69 
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By  Mr.  Steene  : 

Q.  Are  you  through  upon  this  point  ?     A.  Yes. 

Q.  Then  in  this  same  connection  I  wish  to  ask  you  what 
Qompensation  or  agreement  was  made  with  the  United  States 
Express  Company  to  compensate  them  for  the  loss  of  their 
fast  freight  business  ?     A.  None  whatever. 

Q.  Was  there  not  a  new  contract  entered  into  Avith  the 
United  States  Express  Company  at  or  about  that  time, 
by  which  more  favorable  terms  were  made  with  them 
than  tbej'  previously  had  as  to  their  express  business  ?  A. 
This  contract  which  gave  the  United  States  Express  Company 
an  interest  in  the  Great  Western  Despatch,  was  made  prior  to 
the  administration  of  President  Watson ;  and  the  taking  out  of 
their  interest  was  done  during  President  Watson's  administra- 
tion ;  the  transaction  was  closed  with  his  concurrence.  It  was 
three  years  after  that  when  President  Jewett  considered  the 
readjustrqent  of  the  United  States  Express  Company's  con- 
tract, and  made  a  reduction  in  the  rates  charged  the  United 
States  Express  Company  (as  will  appear  before  we  are  through) 
without  any  reference  to  this  question,  beyond  a  memorandum 
that  existed  in  relation  to  fast  freight  lines,  and  the  necessities 
of  the  reductions  that  had  been  made  by  other  lines  in 
their  charges.  The  two  questions  had  no  relation  to  each 
other;  one  action  was  taken  under  President  Watson's  admin- 
istration, and  the  other  under  Mr.  Jewett's  ;  and,  as  far 
as  I  am  familiar  with  the  discussions  between  the  Erie  and 
the  United  States  Express  Company,  the  two  had  no  connec- 
nection  with  each  other,  and  were  not  referred  to  except  in  a 
general  way. 

Q.  Then  you  state  as  a  fact  that  during  President  Watson's 
administration,  there  was  no  readjustment  of  the  United 
States  Express  Company's  contract?  A.  Not  to  my  knowl- 
edge. 

Q.  Are  you  certain  of  that  fact  ?     A.  I  am. 

Q.  You  have  stated  substantially  that  in  the  course  of  time 
even  the  present  form  of  these  fast  freight  lines  will  be  modi- 
fied by  closer  co-operation  ;  but  you  have  not  stated  in  what 
particular  you  think  that  modification  will  take  place  ?  A..  I 
think  that  I  did. 

Q.  Will  it  not  be  that  substantially  the  railways  operated 
as  one,  by  a  division  of  the  traffic  will  not  need  to  supply  roll- 
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ing  stock  in  a  certain  proportion,  or  have  the  machinery  or 
agency  as  it  now  exists,  separate  and  apart  ?  A.  I  think  it  is  a 
very  long  way  o£f  when  any  single  control  will  exist— as  for  in- 
stance from  Denver  to  New  York — as  on  cattle  from  Texas  to 
New  York,  or  on  tobacco  from  Kentucky  to  New  York, 
or  on.  cotton  from  Memphis  to  New  York,  or  on  grain 
and  flour  from  MinneapoUs  to  New  York ;  I  think,  there- 
fore, that  these  fast  freight  lines  will  hav3  to  continue  for 
a  long  time  ;  I  think  it  will  be  a  long  time  before  the  Erie 
Railroad  will  have  such  a  control  over  the  Lehigh  Valley,  and 
even  the  leading  railroads  from  Buffalo  to  Philadelphia,  that 
they  can  do  away  with  it ;  I  think  that  from  Buffalo  to  Boston, 
if  the  Erie  gets  connection  via  Binghamton  and  the  Hoosac 
Tunnel,  it  will  be  more  than  ever  required  ;  I  think  that 
in  all  tliese  matters  this  system  must  continue,  but  in  a  slightly 
modified  form. 

Q.  Is  it  not  true  that  the  fast  freight  lines  arose  in  some  de- 
gree, so  far  as  it  was  a  public  necessity,  from  the  power  ex- 
ercised by  the  different  railway  companies  to  refuse  to  accept 
the  cars  of  other  railway  companies  and  run  them  over  their 
track,  and  thus  compelling  a  breaking  of  bulk  ?  A.  I  do  not 
understand  your  question  exactly. 

Q.  For  instance  (not  to  use  your  railway,  as  it  is  or  was  a 
wide  gauge  road  which  would  of  course  necesitate  the  break- 
ing of  bulk),  but  take  the  New  York  Central,  which  runs  to 
Buffalo,  suppose  that  the  Lake  Shore  insists  upon  taking  their 
freight  into  its  own  cars  which  was  brought  to  Buffalo  by  the 
New  York  Central ;  thus  there  would  be  a  compulsory  break- 
ing of  bulk  at  Buffalo,  so  as  to  put  the  freight  into  the  Lake 
Shore  cars  for  the  purpose  of  being  run  on  to  Toledo  ?  A. 
There  was  %,  breaking  of  bulk,  as  I  have  stated,  for  the  pur- 
pose of  settling  their  responsibilities. 

Q.  And  also  because  they  refused  to  take  the  cars  of  the 
New  York  Central  over  the  Lake  Shore  Eoad  ?  A.  I  do  not 
know  how  that  was ;  I  had  nothing  to  do  with  that. 

Q.  Have  you  paid  attention  at  all  to  the  traffic  arrangements 
in  England,  arising  from  their  numerous  railways  ?  A.  Only 
in  the  most  general  way. 

Q.  You  have  not  been  over  there  to  see  precisely '?  A.  I 
have  been  there,  but  I  went  for  my  health,  not  for  business. 

Q.  Do  you,  or  do  you  not,  know  that  under  the  law  there 
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the  fast  freight  business  is  not  necessary,  simply  because  the 
railway  companies  are  required  by  law  to  make  interchange- 
able traffic  arrangements?  A.  I  do  so  understand,  but  the 
management  of  the  Clearing  House  in  London,  is  almost  ex- 
actly what  I  fancy  our  fast  freight  system  will  become  under 
its  modified  form  so  that  they  practically  do  what  we  are 
now  doing,  by  different  officers  instead  of  by  one  ;  that  Clear- 
ing House  in  the  management  of  their  business  in  many  re- 
spects is  almost  identical  with  our  arrangement. 

Q.  Except  that  they  have  no  rebate  accounts  ?  A.  I  will 
accept  that  amendment. 

Q.  Suppose,  for  instance,that  there  was  concurrent  legislation 
in  the  various  States  of  this  Union,  from  Texas  to  New  York, 
enforcing  under  certain  conditions  and  circumstances  a  Clear- 
ing House  system  and  an  interchange  of  traffic  arrangements 
by  which  no  breaking  of  bulk  would  be  required,  the  fast 
freight  line  would  not  be  a  necessity,  would  it?  A.  I  think 
a  fast  freight  line  would  continue  to  be  a  necessity.;  the  keep- 
ing of  cars  at  different  points,  which  could  not  be  touched 
by  legislation  or  otherwise,  would  be  a  necessity  ;  the  Balti- 
more &  Ohio  would  not  want  to  »ee  its  cars  running  over 
the  New  York  Central ;  and  a  fast  freight  line  under  a  general 
agent  or  manager,  who  shall  keep  the  cars  in  their  proper 
places,  give  necessary  bills  of  lading,  arrange  monthly  adjust- 
ments of  results  between  the  railways  and  the  public,  would 
continue  to  be  a  necessity. 

Q.  Why  could  not  that  be  done  here  just  as  it  is  done  by 
the  Clearing  House  system  in  England  ?  A.  I  see  no  advan- 
tage of  such  a  Clearing  House  system,  although  it  might  be 
done  by  it. 

Q.  Is  there  not  advantage  in  such  a  community  of  ar- 
rangement and  control  over  the  50,  60,  70,  or  100  different 
agencies  spread  over  this  country  of  fast  freight  lines?  A.  I 
don't  see  any  advantage  ;  it  would  require  instead  of  these  50 
or  100  agents  50  or  10  J  clerks  ;  the  very  same  agents  would 
have  to  come  east  aud  take'  their  places  in  the  Clearing  House, 
because  they  are  the  most  familiar  with  the  business. 

Q.  But  you  will  admit  that  great  economies  have  been  ex- 
perienced in  the  amalgamation  and  consolidation  of  lines  ?  A. 
Yes. 

Q.  That  does  away  with  superior  agencies  and  substitutes 
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inferior  agencies  under  one  control  ?  A.  In  what  sense  do  you 
iise  the  terms  "  superior ''  and  "  inferior?  " 

Q.  In  this  sense,  instead  of  having  ten  presidents  of  rail- 
ways, ten  general  freight  agents,  and  five  traffic  managers, 
you  would  have  one  president,  one  traffic  manager  and  a  larger 
number  of  clerks ;  in  that  sense  I  use  the  terms  inferior  and 
superior  agencies ;  would  not  that  certainly  be  a  very  great 
economy  ?     A.  I  think  that  is  an  economy  very  desirable. 

Q.  Cannot  that  economy  be  continued  in  the  fast  freight 
business,  so  that  you  shall  have  some  Clearing  House  system? 
which  will  take  that  fast  freight  business  under  its  con- 
trol? A.  I  am  of  the  impression  that  it  matters  very  little 
to  the  railroad  companies  whether  the  management  of  these 
separate  lines  is  under  the  management  of  a  Clearing  House 
or  under  the  management  of  fast  freight  lines  ;  so  far  as  I  am 
concerned,  I  should  do  what  I  could  to  throw  it  into  a  central 
authority  in  the  same  manner  in  which  I  have  favored  throw- 
ing into  Mr.  Fink's  hands  the  westbound  business,  and  his 
office  is  thus  becoming  a  Clearing  House  for  westbound 
traffic;  I  am  in  favor  of  throwing  into  his  hands  the  control 
over  this  matter,  so  as  to  make  the  division  of  results  between 
the  railroad  companies  fair,  and  thus  stop  discriminations 
as  against  the  public,  and  that  is  all  the  Clearing  House  does. 

Q.  Mr.  Fink  has  stated  to  us  that  under  the  old  system  it  is 
possible  to  have  trains  of  cars,  one  on  one  line  and  another  on 
another  line,  each  one  carrying  goods  from  the  same  point  to 
the  same  destination  ;  but  of  course  under  the  Clearing  House 
system,  by  which  all  this  business  would  be  united  under  one 
head,  that  system  could  not  prevail  now  ?  A.  It  does  not  pre- 
vail unfler  the  operation  of  the  westbound  traffic  pools. 

Q.  That  is  only  within  this  year,  but  it  did  prevail  a  year 
ago  ?     A.  It  did  prevail  three  years  ago. 

Q.  Supposing  there  were  such  a  Clearing  House  system  with 
certain  compulsory  arrangements  for  the  interchange  of  traf- 
fic on  the  part  of  railways  attained  by  the  concurrent  legislation 
of  the  States  or  by  Congressionallegislation,  would  notthatcer- 
tainly  stop  the  abuses  of  which  complaint  has  been  made  ?  A.  I 
believe  that  compulsory  legislation  on  the  part  of  the  nation 
or  of  the  State  undertaking  to  go  counter  to  the  interests  of 
the  companies  would  not  be  as  successful  or  serve  the  public 
so  well  as  the  friendly  co-operation  of  the  railroads  under  a 
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contract  whicli  clearly  defines  the  relation  of  each  under  the 
contract.  For  instance,  if  the  Lake  Shore  saw  fit  to  adopt 
a  policy  of  detaining  the  Erie  cars,  it  might  do  it  by  saying 
that  our  car  needed  a  new  box  or  a  new  journal,  or  that  it  was 
not  sufficiently  oiled,  and  no  legislation,  State  or  national, 
could  prevent  such  detention  ;  but  when  that  company  makes 
a  contract  with  us,  depending  upon  the  good  will  of  each  con- 
nection, and  in  which  the  companies  have  a  mutual  interest 
in  the  business,  the  business -will  be  better  done  than  it  could 
be  under  the  control  of  State  or  national  legislation. 

The  Chaieman — It  would  if  they  could  be  made  to  live  up 
to  the  contract. 

The  Witness— Yes. 

Q.  It  is  only  since  these  pooling  arrangements  have  been 
entered  upon  that  the  railroad  contracts  are  looked  upon  as 
serious  ?     A.  What  do  you  mean  as  to  rates  ? 

Q.  As  to  anything  ?  A.  Wfe  have  never  had  occasion  to  find 
fault  with  the  fulfillment  of  our  I'ailroad  contracts  except  on 
the  question  of  rates. 

Q.  You  have  spoken  about  a  meeting  for  the  purpose  of 
fixing  rates ;  that  was  the  main  reason  for  the  railroad  presi- 
dents to  come  together  for  the  purpose  of  fixing  the  rates  and 
arranging  for  a  division  of  the  traffic  ?     A.  Yes. 

Q.  But  until  the  pooling  arrangements  were  perfected,  these 
railway  contracts  were  made  but  to  be  broken?  A.  I  say 
simply  in  the  matter  of  rates  ;  in  all  other  respects  thpy  were 
respected ;  it  was  not  a  question  merely  of  the  division  of 
traffic. 

Q.  The  division  of  rates  was  the  only  thing  about  which  a 
contract  was  considered  a  serious  part  of  the  business  ?  A. 
No  ;  to  get  the  traffic  all  the  way  from  Chicago  to  New  York 
was  the  most  serious  part  of  it ;  that  was  the  most  satisfac- 
tory part  of  the  contract ;  it  was  the  rates  which  were  charged 
which  were  unsatisfactory  to  us. 

Q.  In  what  way  was  the  getting  of  the  traffic  from  New 
York  to  Chicago  competitive  ?  A.  Competitive  in  all 
senses ;  because  that  was  the  physical  work  done. 

Q.  But  the  interest  of  all  the  companies  lies  clearly  in  get- 
ting the  traffic  through,  otherwise  they  could  not  collect  the 
freight  on  it?    A.  Certainly  not. 

Q.  Then  there  would  be  no  reason  to  complain  of  that ;  but 
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you  say  that  no  contract  as  to  rates  would  hold?  A.  Some 
contracts  as  to  rates  have  held,  but  it  was  the  exception 
rather  than  the  rule. 

Q.  If  that  was  so,  what  reason  has  the  public  now  to  believe 
that  any  present  contract  which  the  railway  companies  may 
enter  into,  is. going  to  hold  ?  A.  The  fact  that  contracts  are 
now  holding  as  they  have  never  held  before. 

Q.  Is  not  that  due  to  the  fact  that  railways  have  now  como 
to  the  conclusion  that  combination  is  their  only  safety  as  against 
competition?  A.  The  .railroad  companies  have  discussed  this 
for  five  years  ;  it  is  no  sudden  conversion  on  their  part ;  it  is 
not  a  baptism  by  immersion  on  a  moment's  notice. 

Q.  Then,  it  is  a  growing  conviction  that  their  former  policy 
was  wrong  and  that  their  present  policy  is  right  ?  A.  It  is  the 
growing  conviction  that  their  former  policy  was  right,  but  that 
their  action  under  that  policy  was  bad. 

Q.  Their  policy  was  good,  but  their  practice  was  bad?  A. 
Their  practice,  in  many  instances,  was  in  consequence  of  the 
absence  of  policy. 

Q.  Do  you  mean  to  say  that  the  railroad  companies  have 
now  come  to  the  conclusion  that  their  former  policy  was  all 
right  or  that  their  present  policy  is  all  right  ?  A.  I  believe 
that  their  views  formerly  were  just  as  accurate  as  are  their 
views  now. 

Q.  And  those  views  were  that  it  was  wise  to  combine  as 
against  competition  ?  A.  Yes ;  for  yearn  tariffs  were  issued 
precisely  as  they  are  to-day. 

Q.  But  they  were  not  kept  ?     A.  They  were  not  kept. 

Q.  Then,  the  change  of  heart  which  has  now*  come  over 
them  is  the  conviction  that  it  is  wiser  to  keep  the  contracts 
than  to  break  them  ?     A.  Decidedly. 

Q.  Then,  that  is  the  change  which  has  come  over  the  rail- 
road world ;  but  is  there  in  that  change  any  guarantee  to  the 
public  that  they  will  not  again  shift  to  their  other  policy  ? 
A.  I  say  again  that  there  is  the  guarantee  arising  from  the 
fact  that  contracts  are  now  carried  out  better  than  they  have 
ever  before  been  in  the  railroad  history  of  the  country ;  that  is 
the  only  guarantee  that  the  public  have,  aside  from  the  good 
faith  of  the  signers  of  the  new  paper. 

Q.  Is  it  true  that  the  first  fast  freight  lines  were  private  cor- 
porations?   A.  In  part. 
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Q.  For  instance,  when  you  became  acquainted  with  the  Erie 
&  Pacific  Despatch  did  you  not  find  a  large  stockholding  inter- 
est there  ia  private  hands  ?  A.  I  never  knew,  except  that  it 
was  in  private  hands. 

Q.  It  was  not  in  hands  connected  with  the  management  of 
the  railroad  company  ?  A.  No  ;  not  if  you  mean  by  that  offi- 
cers of  the  company. 

Q.  I  do  not  mean  the  then  officers  of  the  company,  but  the 
former  officers  ?  A.  No  former  officers  of  the  company  then 
had  a  dollar  in  it,  to  the  best  of  my  belief. 

Q.  Was. not  that  the  way  this  fast  freight  line  came  into 
existence;  that  the  officers  of  the  company,  and  people  con- 
nected with  the  company,  organized  the  fast  freight  line,  be- 
cause they  could  make  favorable  contracts?  A.  I  cannot  tell 
you  anything  about  that. 

Q.  Do  you  know  anything  about  the  organization  of  the  Em- 
pire Transportation  Company?     A.  Nothing  whatever. 

Q.  Tliat  was  a  private  corporation?  A.  I  believe  that  it 
was. 

Q.  There  was  originally  great  economy  in  this  method  of 
doing  business,  was  there  not  ?  A.  Do  you  mean  in  the  saving 
of  handling?  yes;  there  was. 

Q.  And  that  economy  inured  to  the  benefit  of  these  private 
stockholders  ?  A.  It  inured  to  the  benefit  of  the  railroad  and 
of  the  private  stockholders. 

The  Chaieman — We  have  all  that  in  Mr.  Fink's  testimony. 
It  there  appears  that  these  companies  were  created  mainly  in 

the  interest  of  the  officers  who  managed  them. 

« 

■By  Mr.  Shipman  : 

Q.  I  wish  you  would  state  all  the  facts  in  relation  to  the 
classification  of  freight  and  the  reasons  which  lie  at  the  basis 
of  them,  the  necessities  of  the  classification  and  its  peculiari- 
ties, as  briefly  as  you  can?  A.  In  thfe  publication  of  our 
westbound  through  rates  from  the  City  of  New  York,  we 
classify  regularly  512  articles,  and  give  rates  to  412  points  ; 
besides  this,  as  I  have  before  testified,  we  give  a  very  large 
number  of  rates,  upon  application,  to  inferior  points.  It 
would  be  possible,  I  suppose,  although  not  very  practicable, 
to  give  fil2  rates  to  each  one  of  these  412  points ;  but 
we  believe  that  it  is  very  largely  to  the  interest  of  the  public 
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as  well  as  of  the  railroads,  that  in  some  manner  that  system  of 
the  classification  of  freights  should  be  aggregated  and  reduced 
to  as  few  rates  as  possible ;  if  we  had  512  rates  to  each  point, 
being  a  rate  upon  each  article  to  each  point,  we  would  find,  I 
am  sorry  to  say,  the  increase  of  a  cause  of  which  the  railroads 
have  had  reason  to  complain  ;  that  the  shippers  mis-state 
the  contents  of  packages  in  order  to  get  a  lower  classifica- 
tion, and  this  mis-statement  would  be  carried  on  to  such  an 
extent,  under  such  increased  inducements,  that  the  dishonest 
merchant  would  cheat  the  honest  one,  the  dishonest  rail- 
road wonld  cheat  the  honest  one ;  and  the  classification 
in  that  manner  would  therefore  offer  a  great  manj-  tempta- 
tions more  than  it  does  now.  Therefore,  in  considering  the 
classification  of  these  articles,  a  number  of  elements  are  to  be 
taken  into  consideration.  The  first  is  the  consideration  of 
quantity  ;  that  particularly  enters  into  the  making  of  a  local 
classification ;  if  we  find  that  a  large  quantity  of  an  article  goes 
regularly,  we  make  a  different  classification  from  that  which 
we  make  where  a  smaller  quantity  goes  very  irregularly.  The 
question  of  bulk  also  has  to  do  with  it ;  it  makes  a  great  dif- 
ference to  the  Erie  Eailroad  whether  they  carry,  as  matter  of 
weight,  pig  iron  or  feathers  in  a  car  ;  therefore,  weight  has  to 
do  with  the  classification ;  a  keg  of  nails  as  compared  with  a 
cradle  of  willow  ware  must  have  to  do  with  the  classification  ; 
the  kind  of  package  that  the  property  is  in  is  also  taken  into 
consideration — as  to  whether  it  is  a  bale  or  a  box  ;  it  is  very 
clear  that  damage  by  wet,  by  hooks,  by  contact,  is  more  prob- 
able if  a  lot  of  goods  are  inclosed  in  a  bale  than  if  they  are  in 
a  box,  although  the  charges  may  be  the  same  ;  whether  it  is 
strapped  or  not  strapped  ;  as,  for  instance,  if  a  box  of  wine  is 
sent  down  simply  depending  upon  the  nails;  the  addition  of  a 
hoop  around  each  end  of  the  box — even  if  the  nails  should  give 
way,  the  hoop  would  hold  it — would  be  a  consideration  that  at 
times  would  be  taken  into  account.  In  some  cases  tea  is  covered 
with  a  sack,  and  in  other  cases  it  is  not ;  in  some  cases  coffee  is 
put  into  a  single  sack,  and  in  some  cases  into  double  sacks  ;  coffee 
single  sacks  or  in  double  sacks  would  very  properly  bear  ,  a 
different  rate ;  tea  covered  or  not  covered,  would  be  rated  dif- 
ferently ;  if  the  first  covering  leaked,  the  second  covering  would 
catch  the  contents  of  the  package.  The  character  of  the  con- 
tent? has  to  do  with  the  rate — such  as  chemicals  or  wines ;  with 
70 
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wines,  some  may  be  in  bottles  or  in  barrels ;  therefore,  the 
same  articles  in  diffei'ent  kinds  of  packages  would  affect  the 
classification  ;  matches,  segars  and  acids  that  are  carried,  have 
to  do  with  the  classification  ;  a  small  box  of  matches  upon 
which  the  amount  received  might  be  absolutely  unappreciable 
between  here  and  Chicago,  might  damage  or  destroy  a  vast 
bulk  of  business ;  therefore,  it  is  that  the  risk  is  taken  into 
consideration.  The  transportation  of  nitro-glycerine,  dynamite, 
powder,  and  of  various  other  things,  not  simply  considering 
the  risk  to  themselves  in  the  event  that  they  were  destroyed, 
but  the  very  large  amount  of  damage  that  might  result  from 
the  destruction  of  other  property.  The  length  and  size  of  the 
packages  has  also  much  to  do  with  the  rate ;  for  instance,  if  a 
piece  of  oilcloth  was  desired  to  be  purchased  that  would  cover 
this  whole  room  and  we  had  to  strap  it  on  the  roof  of  a  box 
car,  or  devote  to  the  carriage  of  that  piece  of  oilcloth  an  entire 
flat  car,  or  the  transportation  of  a  long  boiler  or  extra  long 
timbe.",  that  fact  would  have  to  do  with  the  rate  of  classifica- 
tion. An  iron  safe  is  enormously  heavy  for  the  amount  of  bulk 
it  contains,  and  jet  the  amount  of  labor  expended  upon  that 
safe  in  putting  it  upon  the  car  and  in  taking  it  off,  and^the  lisk 
of  knocking  off  the  lock  or  the  knob  arrangement  decide  that 
the  safe  shall  be  charged  at  a  rate  disproportionate  to  its  bulk, 
and  the  same  is  true  of  a  carriage  ;  if  the  builder  of  a  carriage 
will  knock  ^down  his  carriage  and  box  it,  we  will  charge  him 
one  price,  but  if  he  wants  his  carriage  to  stand  open,  or  if  the 
wheels  are  placed  upon  it  so  that  upon  the  arrival  of  the  car- 
riage at  its  destination  the  consignee  may  hitch  his  horse  to  it 
and  drive  it  away,  we  make  a  different  classification  for  car- 
riages put  up  in  that  shape.  The  liability  to  breakage  or  rust, 
as  in  the  case  of  fancy  castings,  has  much  to  do  with  the  rate  ; 
so,  also,  have  the  inducements  to  pilfer;  for  instance,  the 
current  method  of  shipping  cheese  makes  it  the  easiest  tbing 
imaginable  to  pilfer  from  the  box,  and  damages  were  constantly 
being  paid  upon  western  roads  for  this.  The  character  of  the 
package  in  which  it  is  contained  offers  inducements  to  men 
to  do  this ;  if  it  was  put  into  an  oak  box  and  screwed  on 
the  risk  of  the  railroad  company  for  the  loss  of  that  cheese 
would  be  very  much  diminished.  The  element  of  competition 
also  enters  in;  a  great  many  water  courses  must  be  taken 
into  account ;   as,  for  instance,  in  the  classification  of  cotton 
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from  Memphis ;  we  may  be  able  either  to  make  a  special 
classification  for  that,  or  do  what  is  precisely  the  same  thing — 
make  a  special  rate  to  meet  the  emergencies  of  the  case.  At 
the  last  meeting  of  the  General  Executive  Committe  in  New 
York,  the  gentleman  representing  the  Louisville  <fe  Nashville 
Railroad  presented  statistics  of  the  cost  of  getting  cotton  from 
Memphis  to  Liverpool  by  vyay  of  New  Orleaus,  after  the  par- 
tial completion  of  the  Eads  Jetties,  as  compared  with  the 
all  rail  transportation  to  and  via  New  York.  At  Chicago  the 
difference  of  rate  on  live  stock  is  a  mere  difference  of  classifica- 
tion, because  no  live  stock  shipper  will  ship  his  stock  by  the 
lakes  and  canal,  or  by  the  lakes  and  St.  Lawrence  River ;  that 
is  something  that  he  desires  a  special  rate  upon — that  is,  a 
different  rate  from  what  might  be  published  in  the  ordinary 
classification.  In  the  same  way  the  tobacco  business  of  West- 
ern Kentucky  is  especially  regarded  in  making  these  classifica- 
tions, and  at  different  times  tobacco  has  been  differently 
classified,  in  some  cases  coming  under  some  of  the  ordinary 
classifications,  and  in  others  at  a  special  rate  which  practi- 
cally created  a  fifth  classification.  Our  usual  rule  is  to  consider 
all  these  elements.  To  California  the  competition  by  way  of 
Cape  Horn  and  the  Isthmus  and  the  accurate  statistics  kept 
by  the  Union  Pacific  Railroad  and  by  the  Central  Pacific,  of 
results  of  different  rates  show  that  our  usual  classification 
if  apphed  to  certain  goods  might  have  the  effect  to  send 
them  by  way  of  the  Isthmus,  or  to  send  them  around  by 
Cape  Horn  ;  the  classification  of  teas  sent  east,  so  as  to 
reverse  the  ordinary  course  of  getting  teas,  instead  of  getting 
them  through  the  Suez  Canal  and  through  England,  bring- 
ing them  overland  from  San  Francisco,  creates  a  new  classifi- 
cation in  the  technical  sense  of  the  word  ;  and  the  same  is 
true  of  silks  that  they  undertake  to  bring  in  the  same  direc- 
ion.  These  matters  have  all  to  be  taken  into  consideration ; 
and  the  classification  of  our  business,  I  believe,  has  already 
been  submitted  and  shows  that  on  our  ordinary  westbound 
business  we  simply  divide  our  rates  into  four  classes,  but 
upon  California  classifications  it  will  be  found,  from  the 
causes  I  have  stated,  that  another  rule  has  obtained ; 
there  are  certain  circulars  that  have  been  from  time 
to  time  issued  by  the  Union  Pacific,  by  the  Central 
Pacific,  by  the  Chicago,  Burlington  &  Quincy,  Rock  Island  and 
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North-western  Eoads  ;  by  these  pickled  fish  is  put  in  class  A, 
while  codfish,  dried  and  salted  in  boxes,  is  put  in  class  B  ;  the 
probabilities  being  that  they  have  discovered  as  the  result  of 
data  kept,  that  that  classification  was  required  in  order  to 
compete  successfully ;  on  the  29th  of  July  they  also  changed  a 
large  number  of  articles  from  former  classifications  as  existing 
on  the  28th  of  February ;  they  changed  the  classification  of 
pianos,  organs,  melodeons,  ribbons,  silk  goods,  thread,  rubber 
boots,  shoes,  clothing,  druggists'  goods,  rubber  hose  in  cases  ; 
all  these  classifications  and  differences  are  made  necessary  by 
changes  in  the  conditions  of  the  competition ;  in  the  same  way 
the  classifications  of  a  great  many  of  our  westbound  goods  are 
determined  by  the  closing  of  the  canal,  or  the  rates,  which  is 
only  another  form  of  classification,  as  made  upon  the  canal, 
both  east  and  westbound  ;  for  example,  if  the  rate,  as  I  have 
shown  here,  falls  from  1.38^  in  1870  to  35  the  railroad  com- 
pany might  have  made  that  change  in  one  of  two  forms ;  one 
is  by  changing  the  actual  rate  upon  the  article  itself,  and  the 
other  is  by  dropping  it  one  class. 

Q.  The  dropping  of  it  one  class  would  change  the  rate  ?  A. 
The  dropping  of  a  class  would  change  the  rate ;  there  are  a 
large  number  of  articles  that  are  classified  in  different  classes 
in  some  cases  we  agree  to  assume  the  risk,  or  the  law  has  said 
that  we  shall  assume  the  risk,  or  custom  has  made  us 
assume  the  risk  and,  we  therefore  give  the  shipper  his  option 
of  two  classes  in  which  the  articles  may  be  shipped ;  the  num- 
ber of  articles  specified  in  our  classification  to  be  carried  at 
owner's  risk  is  fifty-seven  ;  the  number  of  articles  practically 
carried  at  the  risk  of  the  company  is  455.  The  through  and 
local  classifications  may  differ.  I  desire  to  say  here  that  the 
classification  differs  also  in  different  parts  of  the  country,  as, 
for  instance,  the  Iowa  pool  railroads,  under  their  pool,  covering 
a  large  part  of  the  Northwestern  territory,  fixes  a  local  classi- 
fication for  the  City  of  Chicago,  and  they  then  say  to  the  trunk 
lines  with  which  they  make  connection,  we  will  not  receive  any 
business  from  you  classified  on  the  trunk  line  classification  if 
it  differs  from  ours  ;  therefore  in  making  our  rate  from  here  to 
a  point  in  Iowa  we  may  use  one  classification  from  here  to 
Chicago,  which  has  been  made  after  consideration  of 
the  competition  by  the  St.  Lawrence  river,  the  canal 
and    the    lakes,    and    we    may    from    that    point     on     be 
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compelled  to  pay  another  classification  in  order  to  make 
a  through  price,  which  radically  changes  the  total 
result  to  the  Iowa  merchant.  In  order  to  provide  for  these 
difi'erences  and  some  ditferences  which  I  have  not  enumerated. 
There  are  159  articles  classified  the  same  on  our  through  and 
local  classifications,  and  147  are  classified  differently.  There 
is  another  feature  of  the  case  which  is  at  times  controlling,  in- 
dependent of  the  considerations  I  have  already  named ;  for 
instance,  the  Grand  Trunk  Railroad,  in  order  to  secure  English 
goods,  may  classify  their  goods  from  Montreal,  Toronto, 
Hamilton  and  elsewhere,  different  from  the  classification  of 
ihe  same  goods  from  New  York ;  the  alternative,  may,  therefore, 
be  presented  to  the  New  York  roads  of  declining  the  cariiage 
of  that  foreign  business  altogether,  according  to  their  classifi- 
cation upon  that  article,  or  reducing  the  entire  classification 
from  the  City  of  New  York  or  the  seaboard,  to  the  inland 
point,  so  as  to  correspond ;  that,  at  times,  is  something  that 
has  to  be  taken  into  consideration  ;  the  competition  of  the  St. 
Lawrence  river,  quite  independent  of  the  Grand  Trunk  Rail- 
road, at  times  affects  the  classification,  or  what  is  precisely 
the  same  thing,  affects  the  rates.  These  are  causes  that  largely 
affect  westbound  freight ;  now,  as  to  the  eastbound  freight ; 
the  classification  of  articles  eastbound,  of  course,  differs  from 
the  class  of  articles  westbound ;  as,  for  instance,  wool ;  we 
have  no  article  going  west  that  corresponds  with  the  classifi- 
cation of  wool ;  therefore,  inasmuch  as  eastbound  articles  in 
the  upper  classses  are  very  few  in  number,  and  the  bulk 
usually  greater,  the  rate  on  eastbound  first  class  articles 
is  fixed  at  times  larger  than  on  the  large  continuous  business 
westbound  of  the  same  classes  that  are  affected  by  differences 
of  rate  by  canal,  by  the  lakes,  or  by  the  St.  Lawrence  river  or  by 
the  Mississippi ;  and  it  is  a  matter  quite  likely  to  be  forced  upon 
the  attention  of  railroads,  that  upon  the  completion  of  the  Wel- 
land  Canal,  the  through  carriage  of  goods  from  Liverpool  to  Chi- 
cago may  require  a  change  of  classification,  or  of  the  rate  west- 
bound. It  has  been  already  urged  upon  us  that  the  tea  classi- 
fication westbound  from  New  York,  should  be  changed,  be- 
cause of  the  change  in  the  direction  of  teas  arriving  at  New 
York ;  in  other  words,  that  to  bring  teas  to  New  York  from 
China  via  Chicago  and  then  to  return  them  to  Chicago,  is  going 
to  be  done  away  with  by  the  dropping  of  teas  on  the  direct 
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route  at  Chicago.  A  committee  of  tea  merchants  met  the 
railroad  officers  some  time  ago,  and,  I  think,  proposals  were 
made  to  practically  change  the  classification  of  tea,  by  making 
a  differential  rate,  provided  certain  agreements  were  made  on 
the  part  of  the  tea  dealers. 

By  the  Chairman  : 

Q.  Is  there  any  reason  why  tea  destined  for  Chicago, 
should  be  first  brought  to  New  York,  and  therj  sent 
back  to  Chicago  ?  A,  No  ;  except  that  the  greater  stock,  the 
greater  variety  of  high-priced  teas,  the  greater  capital  involved, 
the  greater  number  of  drinkers  of  teas  of  fine  quality",  and  va- 
rious considerations  of  that  kind  are  presented  to  us,  so  that 
it  is  believed  that  persons  residing  at  Cincinnati,  for  instance, 
may  be  disposed  to  come  here  to  buy  their  teas  rather  than  go 
to  Chicago ;  and  if  we  can  io  general  ways  help  the  general 
result  we  will  have  to  do  it.  It  has  also  been  urged  upon 
us,  that  M'e  will  have  to  change  our  classification  upon 
certain  westbound  goods,  upon  the  entire  completion,  and 
the  demonstrated  ability  of  the  Eads  Jetties  to  change  the 
currents  of  commerce  upon  the  Mississippi  River  ;  these  mat- 
ters come  before  our  Committees ;  classification  is  only  an- 
other form  of  rate. 

Q.  I  want  to  ask  you,  as  to  your  statement  with  regard  to 
the  various  articles  included  in  the  various  classifications  as 
through,  and  the  various  classifications  as  local  freight ;  is 
there  a  difference  made  in  favor  of  the  through  freight?  A 
You  ask  the  very  question  that  had  occurred  to  me  ;  I  am  not 
able  to  answer  the  question  now,  but  I  hope  to  be  able  to, 
with  respect  to  those  that  are  above,  and  those  that  are  below 
the  through  classification. 

Q.  As  to  the  completion  of  the  Welland  Canal ;  the  com- 
pletion of  that  canal  without  the  completion  of  the  St.  Law- 
rence Canal,  would  not  enable  the  shipper  from  Chicago  to 
send  it  through  without  breaking  bulk?  A.  Probabably  not, 
except  in  small  quanties  ;  the  representatives  of  certain 
western  trades  are  already  preparing  statistics  as  to  the  result 
of  that  competition. 

Q.  They  estimate  the  cost  of  the  completion  of  the  St. 
Lawrence  Canal  at  130,01)0,000,  and  the  Dominion  Parlia- 
ment has  not  appropriated  anythmg  for  it.     A.    I  am   glad 
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of  that,  as  we  will  not  have  to  change  the  classification  or  rate. 
The  classifications  in  different  parts  of  the  country  differ 
in  some  particulars,  and  a  meeting  was  held  at  Cincinnati  a 
week  or  ten  days  since,  which  meeting,  as  well  as  that  of  the 
Joint  Executive  Committee  meeting  in  New  York,  already  re- 
ferred to,  attempted  to  equalize  the  through  classification  all 
through  the  country  ;  I  have  not  yet  seen  the  result  of  that 
meeting. 

By  Mr.  Steene  : 

Q.  Did  you  consider  the  question  of  the  ratification  of  the 
classification  when  you  became  the  general  traffic  manager  ? 
A.  There  have  been  several  changes  made  in  our  classifica- 
tion. 

Q.  Did  you  not  find  when  you  became  the  responsible  man- 
ager, having  charge  of  the  freight  arrangements  and  the  freight 
tariff  of  a  great  corporation,  that  the  classification  was  a  crude, 
insufficient  and  improper  classification  of  commodities — taking 
all  the  elements  into  consideration,  of  risk,  of  bulk,  of  neces- 
sity for  care,  &c.,  such  as  you  have  just  mentioned  ?  A.  I 
would  not  characterize  it  as  you  do ;  at  the  time  that  the 
classification  was  made  I  have  no  doubt  that  it  was  as  com- 
plete as  the  circumstances  at  that  time  justified ;  I  do 
know,  as  I  have  stated,  that  changes  have  been  made,  and 
that  the  opening  of  these  new  avenues  of  trade,  the  reduction 
of  tolls  upon  the  canal,  the  completion  of  the  competing  lines, 
the  difference  in  local  classification,  of  the  Pennsylvania  Rail- 
road reaching  up  to  our  line,  the  alteration  of  rates  to  interior 
points  by  river  and  canal,  which  practically  alter  the  classifica- 
tion, the  changes  of  the  Albany  &  Susquehanna  Road,  and  the 
adoption  of  the  classification  by  the  Philadelphia  &  Reading 
Road,  reaching  up  to  points  at  which  we  sought  bo  compete, 
have  produced  certain  changes. 

Q.  Those  are  reasons  why  you  were  compelled  to  make  cer- 
tain changes ;  have  you  at  any  time  considered  the  necessity 
of  making  changes,  not  under  compulsion,  but  as  matter  of 
fairness  to  the  mercantile  world  ?     A.  Yes,  we  have  done  so. 

Q.  Under  what  principle  do  you  justify  the  putting  of  brown 
sheetings,  worth  from  four  to  six  cents  per  yard,  among  first 
cKss  articles  as  against  groceries  worth  probably  twice  as 
much  for  the  same  bulk  among  second  class  articles  ?     A.  The 
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classification  of  brown  sieetings  was  made  at  a  time  when  cot- 
ton was  worth  $2  50  per  pound,  so  that  the  bulk  of  it  would 
have  been  very  expensive  ;  the  classification  of  sheetings  has 
been  presented  to  an  Executive  Committee  of  trunk  lines  by 
some  of  the  parties  interested  in  it;  we  charge  for  a  box  of 
dry  goods,  no  matter  what  its  contents  may  be,  whether  they 
be  brown  sheetings  or  silks,  a  certain  rate  ;  if  we  made  a  class 
ification  of  brown  sheetings  in  boxes  and  of  silks  iu  boxes,  it 
is  one  of  the  wonders  of  the  shipping  world  that  a  box  of  silk 
would  never  be  shipped  from  here  to  Chicago  ;  they  would  ruin 
the  silk  trade  by  increasing  the  cotton ;  in  other  words,  there 
would  be  very  few  merchants  who  would  ever  call  it  anything 
except  dry  goods,  and  leave  us  to  collect  our  lower  charge 
thereou. 

Q.  Would  they  not  in  that  event  forfeit  their  right  to  damages 
in  the  event  of  their  loss  ?  A.  Precisely ;  but  the  regularity  of 
shipment  is  now  so  great  that  that  is  a  risk  that  they  would  be 
willing  to  assume  ;  at  the  time  that  the  matter  of  bales  was 
readjusted,  it  was  believed  that  if  baled  goods  were  put  down, 
the  probabilities  would  be  that  the  goods  now  put  in  boxes 
would  be  be  taken  out  and  put  in  bales,  and  the  railroad  com- 
pany had  to  consider  that  view  of  the  case,  as  well  as  the  reduc- 
tion upon  the  sheetings  themselves.  Speaking  for  myself,  and 
simply  repeatiug]what  I  said  at  that  meeting,  if  any  safeguards 
can  surround  this  matter  for  the  protection  of  the  lailroads  I 
should  be  in  favor  of  the  reduction  of  rates  for  brown  sheetings 
for  reasons  other  than  those  now  stated  ;  for  example,  since 
the  war  the  cotton  mills  of  Georgia,  are  producing  brown 
sheetings  in  competition  with  bringing  the  cotton  all  the  way 
east,  and  then  sending  the  sheetings  west;  therefore,!  think  that 
in  order  to  meet  that  competition  some  reduction  of  classifica- 
tion is  proper  and  fair  to  the  merchants  of  New  York,  and  a 
reduction  to  such  an  extent  that  it  would  keep  the  shipments 
here  by  the  reduction  of  the  westbound  rates,  and  at  the  same 
time  increase  the  eastbound  shipments  of  cotton,  would  give  an 
aggregate  result  that  would  be  desirable ;  but  my  view  does 
not  govern  the  railroads. 

Q.  You  think,  theu,  that  in  that  respect  the  classification 
should  be  changed  ?     A.  I  do. 

Q.  Are  there  not  many  other  respects  in  which  classifications 
are  made  during  a  condition  of  prices  that  no  longer  prevail, 
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and  in  whicli  the  railroads  have  not  kept  pace  with  the  altered 
condition  of  affairs  ?     A.  I  cannot  recall  any. 

Q.  Take  bleached  muslins  for  instance — all  cotton  goods  ? 
A.  I    would  classify  everything. 

Q.  State  whether,  if  put  in  cases  or  bales,  you  would  make 
a  distinction  between  them?  A.  For  the  reasons  I  have 
already  stated  I  do  not|  favor  a  reduction  in  the  rate  on  cases. 

Q.  Is  a  case  more  difficult  to  handle  than  a  bale  ?  A.  It  de- 
pends upon  the  size. 

Q.  Is  the  risk  of  handling  in  cases  less  than  that  of  handling 
in  bales — no  *risks  of  hooks  ?  A.  At  times  ;  usually  a  bale 
will  roll  while  boxes  must  be  actually  handled. 

Q.  Is  not  the  risk  of  dainageto  the  goods  less  in  a  case  than 
in  a  bale  ?  A.  I  think  so ;  I  think  the  motion  of  the  car  all 
the  way  from  New  York  to  Chicago  wiU  wear  a  hole  through 
and  tear  the  cover  of  a  bale,  while  it  'would  not  affect  a  box, 
and  that  the  transportation  of  goods  in  a  bale  is  much  more 
risky  than  it  is  in  a  box ;  and  there  is  also  the  risk  of  hooks. 

Q.  Therefore,  the  risk  of  the  bale  is,  nothwithstanding  the 
additional  expense  of  handling  the  box,  greater  than  the  risk  of 
the  box  ?     A.  Yes. 

Q.  Then  the  reason  you  would  not  advocate  the  reduction 
on  goods  in  boxes,  is  because  you  are  afraid  of  having  silks 
shipped  as  dry  goods  ?  A.  Yes,  and  because  nine-tenths  of  the 
goods  shipped  are  of  this  plain  character,  and  not  expensive 
articles,  and  I  do  not  believe  in  reducing  the  rate  on  the  nine- 
tenths  for  the  purpose  of  serving  the  interest  of  the  ont-tenth. 

Q.  Does  it  practically  make  any  difference  to  the  railway — if 
a  box  of  a  certain  weight  and  requiring  a  certain  amount  of 
handling — whether  that  box  contains  high-priced  goods  or  low- 
priced  goods  ?  A.  Clearly  ic  does  make  a  difference  to  the  rail- 
way. 

Q.  What  is  that  difference  ?  A.  The  difference  of  loss  in 
case  of  collision  or  fire. 

Q.  But  can  you  say  the  merchant  is  willing  to  take  that  risk  ? 
A.  Yes;  ordinarily. 

Q.  Then  it  is  only  in  extraordinary  cases  that  that  would  be 
true?     A.  Yes. 

Q.  Is  it  not  the  fact  that  you  charge  the  higher  rate  on  the 
ground  that  the  higher  classed  goods  will  bear  the  higher 
rate  ?     A.  It  is  on  the  ground  that  the  merchant  will  pay  the 
71 
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difference  and  will  pay  more  for  the  higher  priced  goods 
shipped  from  here  to  Chicago,  than  for  the  lower  priced 
goods. 

Q.  Is  there  any  difference  in  the  value  that  jour  road  gives 
in  the  transportation  of,  for  instance,  a  case  of  silks — eliminat- 
ing the  question  of  insurance  and  of  liability  to  damage — -is 
there  any  difference  in  the  value  of  the  service  that  you  render 
in  carrying  a  case  of  silks  from  that  which  you  render  in 
carrying  a  case  of  cotton  goes  ?  A.  If  we  carried  a  case  of 
silk  goods  from  New  York  to  Chicago,  out  of  which  the  Chicago 
consignee  makes  $100 ;  we  do  clearly  render  him  a  service  in 
excess  of  the  service  rendered  to  the  man  who  sells  a  bale  of 
cotton  goods  for  $1  profit ;  if  the  public  is  entitled  to  be 
benefited  by  our  transportation,  we  are  equally  entitled  to 
benefit  in  the  same  propprtion. 

Q.  Then  why  do  you  charge  the  same  for  cotton  goods,  as 
for  silk  goods  in  cases  ?  A.  I  have  stated  the  reasons  why  it 
is  done,  and  I  have  also  stated  that  I  am  not  in  favor  of  it. 

Q.  Then  you  are  in  favor  of  having  double  first  class  rates 
for  silks  ?  A.  I  do  not  think  that  that  would  be  practicable ; 
but  if  it  was,  the  value  of  the  service  which  we  render  to  the 
merchant  in  transporting  the  silk  goods  to  Chicago  would 
clearly  entitle  us  to  $1.50  per  hundred. 

Q.  Then,  under  these  circumstances,  you  would  charge  for 
the  transportation  of  opium  ten  times  as  much  as  you  would 
for  the  transportation  of  indigo?  A.  I  should  certainly  charge 
in  proportion  to  the  value,  and  would  be  entitled  to  do  so. 

Q.  Then  a  classification  of  rates  according  to  your  opinion 
would  be  perfect  only  when  it  would  make  the  railway  a  co- 
partner in  every  mercantile  transaction,  and  entitle  the  rail- 
way to  take  a  proportion  of  the  profit  of  the  merchant  out  of 
the  goods?  A.  I  think  so,  in  proportion  to  the  services  that 
we  render  him. 

By  the  Chaieman  : 

Q.  Would  it  be  practicable  for  one  railroad  to  adopt  a  dif- 
ferent classification  from  that  which  prevails  upon  the  other 
roads  of  the  country ;  would  you  experience  any  difficulty  in 
doing  it  ?  A.  It  would  be  an  impossibility ;  the  classification 
determines  the  rate ;  if  the  rate  was  fixed  higher,  of  course, 
the  road  that  carried  it  at  a  lower  classification  would  get  all 
the  traffic  of  that  class  between  the  same  points. 
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Q.'  The  Ogdensburgh  and  Lake  ChamplaiD  people  complain 
that  they  are  compelled  to  use  the  New  York  Central  classi- 
fication on  one  end  of  their  route,  and  the  Central  Ver- 
mont classification  on  the  other  ?  A.  Quite  likely  ;  we  may 
be,  for  instance,  enabled  to  procure  our  own  classification  from 
New  York  to  Goshen,  whereas  at  Olean,  where  we  come  in 
contact  with  thg  Philadelphia  and  Baltimore  interests,  we  may 
be  compelled  to  use  another  classification. 

By  Mr.  Sterne  : 

Q.  There  is  another  question  that  suggests  itself  to  my  mind 
in  connection  with  what  you  call  the  services  rendered  by  the 
railway  company  ;  you  admit  that,  physically,  the  service  ren- 
dered to  cotton  goods  is  no  different  from  that  which  is  ren- 
dered to  silk  goods  ?     A.  I  admit  that  it  may  not  be  different. 

Q.  That  practically,  there  is  no  difference ;  the  man  who 
handles  the  goods  handles  them  in  precisely  the  same  way, 
and  there  is,  therefore,  no  physical  difference  in  the  service  ? 
A.  I  will  admit  it  for  the  sake  of  the  illustration. 

Q.  Then  wherein  is  the  difference  in  the  service  so  far  as 
you  are  concerned,  eliminating  entirely  the  profit  made  on  the 
sale  of  the  goods  ?  A.  The  difference  is  in  the  services  per- 
formed for  the  party  who  gets  us  to  carry  it  at  a  lower  price 
than  we  should  receive — at  a  lower  proportion  of  the  percent- 
age of  the  total  results  of  that  transaction  in  which  we  claim 
we  are  entitled  to  share. 

Q.  Suppose,  now,  that  you  do  it  on  the  ground  that  the 
merchant  makes  a  larger  profit  on  the  silk  goods  than  he  does 
on  his  cotton  is  that  it  ?  A.  We  do  it  upon  the  ground  that  it 
is  worth  more  to  him  to  get  a  box  of  silks  through  than  it  is 
to  get  a  box  of  cotton  goods. 

Q.  If  that  is  so  your  reason  might  be  good,  but  the  silk 
goods  may  be  worth  less  to  him  in  point  of  fact,  because  if 
silk  suddenly  declines  he  suffers  a  loss,  and  it  may  be  that  it 
would  have  been  better  for  him  if  you  had  not  carried  it  at 
all ;  he  may  suffer  as  much  loss  in  the  silk  as  on  the  like  value 
of  cotton  goods.     A.  It  may  be. 

Q.  Then  in  that  case  you  ought  to  recoup  him  ;  he  ought  to 
have  some  sort  of  recoup  claim  against  you  for  his  loss,  if  you 
insist  upon  being  a  partner  in  his  profits  ?     A.  If  silks  would 
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pay  us  $5  a  hundred  we  would  take  a  portion  of  that  risk  and 
recoup  him. 

Q.  Would  you  be  justified  in  doing  it  on  the  ground  of  the 
services  rendered  ;  should  a  druggist  make  a  difference  in  the 
charge  for  an  ounce  of  opium  because  it  may  save  a  life,  as 
contradistinguished  from  an  ounce  of  opium  that  is  purchased 
merely  for  an  outward  application  or  for  curing  a  tooth-ache  ? 
A.  A  doctor  is  only  another  form  of  druggist,  and  they  charge 
different  prices  for  the  same  services  rendered. 

Q.  Then  it  is  upon  the  same  basis  that  a  doctor  charges  a 
different  price  ?  A.  I  do  not  say  it  is,  but  it  answers  joar 
presumption. 

Q.  He  does  that  upon  the  ground  that  he  takes  a  responsi- 
bility, whereas  the  druggist  takes  no  responsibility?  A.  The 
Railroad  Company  takes  the  responsibility  for  the  carriage  of 
the  silks. 

Q.  The  druggist  takes  no  responsibility  except  the  mere 
compounding  of  the  drug  or  the  selling  of  the  drug  irrespec- 
tive of  what  becomes  of  it ;  according  to  your  theory  it  may 
be  that  he  would  be  justified  in  making  a  charge  dependent 
upon  the  result  of  the  use  of  drug  or  dependent  upon  the  per- 
son to  whom  it  was  sold  ?  A.  He  does  make  a  diflerence,  and 
if  the  druggist  makes  an  error  in  afprescription  he  is  responsi- 
ble under  the  law. 

Q.  We  will  take  the  case  of  the  opium,  which  may  be  neces- 
sary for  the  purpose  of  saving  a  life  or  necessaiy  for  outward 
application ;  would  you  have  the  druggist  make  a  charge  de- 
pendent upon  its  use  ?  A.  If  I  was  a  druggist  I  would  be  able 
to  give  you  good  reasons  for  whatever  charge  I  should  make, 
as  I  conceive  I  have  on  behalf  of  the  railroad  ;  I  cannot  an- 
swer your  question  at  all. 

Q.  Would  you  not  regard  yourself  as  outraged  if  a  druggist 
were  to  make  a  charge  to  you  depending  upon  the  result  of 
his  drug,  instead  of  upon  the  value;  of  the  service  and  the  cost 
of  the  article  ?  A.  I  have  not  been  outraged  by  knowing  that 
my  ability  to.  pay  has  induced  some  druggists  to  charge  me 
more  than  they  charged  otler  persons  who  were  less  able  to 
pay,  for  the  same  article  and  to  produce  the  same  effect ;  I 
know  that  to  be  a  fact,  and  I  do  not  feel  myself  outraged  by 
it ;  I  do  not  think,  however,  that  any  consideration  of  this 
drug  question  does  this  discussion  any  good. 
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Q.  Now,  take  the  classification  of  drugs,  as  compared  with 
groceries — both  contained  in  glass,  for  instance  ;  you  charge 
one  as  first  class,  and  the  other  as  third  class,  &c.,  entering 
upon- the'  mere  value,  do  you  not?     A.  Not  altogether. 

Q.  What  is  the  reason  of  the  difference  in  classification  ? 
A.  The  classification  depends  upon  the  value- — upon  the  risk 
taken — as,  in  the  case  of  acid,  the  damage  it  may  do  toother 
things  in  the  same  car  ;  and  there  are  various  other 
considerations.  This  classification  is  the  result  of  up- 
ward of  twenty-five  years  joint  experience  since  the  opening 
of  these  trunk  lines  and  conferences  between  the  mer- 
cantile public  snd  the  railroads;!  believe  that  this  classi- 
fication is  the  result  of  the  wisdom  brought  to  bear  upon 
it  upon  both  sides  into  which  some  misrepresentations  and  error 
have  been  thrown  on  the  part  of  the  public,  and  some  error  or 
wrong  which  may  be  have  been  a  perpertrated  on  the  part  of 
the  railroad  ;  but  I  think  that  as  an  average  result  of  the  ex- 
perience of  twenty-seven  years  since  the  opening  of  the  Erie 
Railroad,  the  tarifi^  and  classification  are  fair  and  equitable, 
except  as  commercial  changes  have  afi'ected  a  large  article  like 
teas,  cotton  or  something  of  that  kind  ;  if  the  value  of  soap  is 
'2  cents  per  pound,  and  the  value  of  an  extract  that  is  put  into 
the  same  kind  of  package  differs  from  that,  that  is  a  reason  to 
the  railroad  company  for  making  a  different  rate,  even  though 
the  goods  are  precisely  of  the  same  size,  cased  precisely  the 
same  for  transportation,  and  are  delivered  in  precisely  the  same 
cars  ;  there  is  no  reason  that  is  known  to  any  traffic  or  interest, 
why  the  extract  should  be  carried  at  the  same  rate  as  the  soap. 

Q.  If  it  be  true  that  your  variations  in  classification  depend 
upon  the  risk,  why  can  you  not  furnish  to  this  Committee, what 
your  payments  were  in  the  way  of  damage  in  any  one  year 
upon  the  different  classifications,  so  as  to  enable  the  Com- 
mittee to  ascertain  how  true  that  classification  difference  is  as 
compared  with  the  risk  occurred  ?  A.  I  do  not  see  that  it 
would  have  the  slightest  value. 

The  ChaiemaN' — I  do  not  think  that  that  is  anything  that  we 
want ;  I  think  that  this  element  of  value  ought  properly  to 
enter  into  the  rate  of  classification. 

Mr.  Stekne — But  to  what  extent  it  should  enter,  is  a  ques- 
tion to  be  determined. 

The  Wjtness — Suppose  that  we  have  to-day  an  accident  by 
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which  a  west  bound  train  is  destroyed,  and  that  next  week  we 
are  to  have  another ;  say  that  in  the  year  187S  we  did  have  seven- 
teen accidents,  destroying  property  valued  at  say  $17,000;  how 
is  it  possible  for  me  to  render  such  a  statement  as  is  asked  for 
of  the  payments  on  account  of  this  damage,  dividing  the  local 
from  the  through,  and  the  east  bound  from  the  west  bound ; 
how  are  we  to  know  that  the  way  bill  represented  the  actual 
goods  described  in  it ;  we  may  have  paid  upon  some  and  not 
upon  others  ;  it  seems  to  me  that  such  a  statement  could  have 
no  possible  value  in  a  discussion  of  this  question  ;  it  seems  to 
me  it  could  have  no  value  except  as  showing  an  average  expe- 
rience of  the  railroad  extending  over  the  period  since  the 
opening  of  this  line  in  1852. 

Q.  That  average  experience  is  now  in  the  possession  of  the 
railway ;  what  J  now  desire  is  to  put  that  information  into  the 
possession  of  the  public;  it  is  claimed,  on  the  part  of  the 
merchants,  that  you  charge  on  first  and  second  class  matter  a 
rate  which  is  entirely  disproportionate  to  the  risk  incurred,  as 
well  as  disproportionate  to  the  service  rendered,  as  compared 
with  the  third  and  fourth  classes ;  the  only  way  in  which  it 
can  be  ascertained  whether  or  not  that  claim  or  charge  is  true, 
is  to  know  whether  or  not  you  pay  for  expenses  in  the  way  of 
damages,  anything  equivalent  to  the  rate  of  insurance  ?  A.  If 
it  is  so  claimed  by  the  merchant,  let  the  plaintifif  put  in  his 
bill  or  state  his  case,  and  show  upon  what  he  bases  it. 

Q.  It  has  been  stated  in  the  charges  of  the  Board  of  Trade. 

Mr.  Shipman — What  is  the  precise  fact  which  you  want? 

Mr.  Sterne — Take  any  year  you  please  of  the  administration 
of  your  railroad  between  1874  and  1879,  and  give  us  what  you 
have  paid  in  the  way  of  damages  on  first  class  matter,  what 
you  have  paid  in  the  way  of  damages  upon  second  class  mat- 
ter, what  you  have  paid  in  the  way  of  damages  upon  third 
class  matter,  and  what  upon  fourth  class  matter  ? 

The  Witness — If  that  shows  that  we  have  paid  1500  on  fourth 
class  and  $2,000  on  first  class,  should  we  make  our  rate  four 
times  on  first  class  what  it  is  on  fourth  class  ? 

Q.  I  do  not  propose  to  make  any  admissions  about  it ;  it 
shows  what  it  would  show?  A.  It  shows  that  such  a  statement 
would  be  utterly  valueless. 

Q.  But  there  is  no  reason  why  we  should  not  have  the  in- 
formation ;  if  it  is  of  no  value,  it  will  not  hurt  us ;  if  it  is  of 
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value,  it  will  do  us  good?  A.  I  do  not  think  that  it  is  practi- 
cable to  make  that  statement ;  we  would  have  to  find  out,  in 
every  case  of  accident,  what  goods  there  were  iu  the  train  ;  it 
seems  to  me  it  would  be  almost  impossible  to  obtain  such  in- 
formation. 

By  the  Chairman  : 

Q.  This  classification  of  goods  is  a  part  of  the  rate  ?  A. 
Yes. 

Q.  The  classification  is  really  an  adjustment  of  rate?  A. 
Yes. 

Q.  And  the  adjustment  of  rates  is  the  most  important  topic 
that  this  Committee  is  looking  after ;  if  we  could  get  from  that 
information  any  data  which  would  be  of  value  to  the  Commit- 
tee, it  is  desirable  that  we  should  have  it ;  my  first  impression 
was  that  this  information  could  not  be  made  of  any  particular 
advantage  in  the  discussion  of  this  subject  ?  A.  If  the  Com- 
mittee will  specify  exactly  what  they  want,  I  will  endeavor  to 
procure  it. 

Mr.  DuGUiD  —In  your  vouchers,  are  not  all  the  lost  articles 
specified  ? 

The  Witness— Yes. 

The  Chairman — Is  there^any  special  department  in  which  all 
the  losses  are  recorded  ? 

The  Witness — Losses  are  usually  settled  through  the  freight 
office ;  sometimes  through  the  secretary's  office,  in  case  of 
insurance  ;  if  we  paid|500on  a  thousand  pounds  of  fourth  class 
and  1500  on  a  thousand  pounds  of  first  class,  is  it  the  desire  of 
the  Committee  that  we  should  show  the  tonnage  on  which  that 
was  based,  as  well  as  the  amount  paid  ? 

The  Chairman — I  suppose  it  would  be  necessary. 

Mr.  Sterne — It  is  claimed  by  Mr.  Butter  and  by  yourself,  that 
the  difference  in  classification  is  based  largely  upon  the  differ- 
ence of  risk. 

The  Witness — I  would  like  to  know  if  the  damage  paid  on 
fourth  class  matter  is  to  be  divided  over  the  entire  fourth  class 
tonnage  of  the  railroad,  in  order  to  give  the  percentage  of  the 
damage  ;  and  whether  the  damage  paid  on  first  class  is  then 
to  be  divided  over  the  entire  first  class  tonnage  of  the  railroad ; 
a  simple  statement  of  the  amount  paid  will  afford  no  real  value 
to  this  Committee. 
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Mr.  Sterne — Then  make  the  division  ;  we  have  the  amount 
of  tonnage  of  the  first,  second,  third  and  fourth  classes  in  the 
statement  of  the  State  Engineer ;  but  we  have  not  a  statement 
of  the  amount  paid  for  damages. 

The  Chairman — A  statement  of  the  damages  would  show  the 
amount  paid  or  successfully  resisted. 

The  Witness — If  divided  into  tonnage  it  would  show  a 
greater  percentage  of  first  class,  as  compared  with  the  fourth 
class  tonnage  ;  do  you  wish  that  ? 

Mr.  Sterne — That  would  make  the  statement  more  complete. 

Mr.  DoGUiD — Why  do  you  need  to  refer  to  the  bills  of 
lading  if  you  have  kept  a  list  of  the  damaged  goods  ? 

The  Witness — I  meant  the  way  bills  and  not  the  bills  of  lading. 

Mr.  Shipman — Have  you  not  a  damage  account  ? 

The  Witness — We  have  in  some  cases,  but  where  the  dam- 
ages are  settled  in  the  lump  they  may  not  refer  to  each  and 
every  way  bill. 

The  Chairman — How  would  it  be  in  the  case  of  the  loss  of 
an  entire  train  or  of  several  cars — would  not  your  way  bills 
determine  the  classification  ? 

The  Witness — They  would  determine  the  classification 
where  it  was  stated  honestly  to  us. 

By  Mr.  Shipman  : 

Q.  I  will  ask  you  now  to  state  how  your  westbound  through 
rates  are  made,  and  the  charges  on  them  ;  aud  confine  yourself 
to  the  City  of  New  York  ?  A.  The  discussion  upon  the  sub- 
ject of  "classification  has  had  such  range  that  it  relates  very 
largely  to  the  establish ment  of  rates  ;  the  rates  that  are  fixed, 
being  based  upon  a  classification,  are  first  fixed  to  each  point ; 
and  then  this  classification  determines  which  of  four  rates  the 
article  shall  be  charged ;  the  classification,  therefore,  has  very 
largely  to  do  with  the  rate  that  is  made. 

Q.  You  understand  me  now  as  inquiring  as  to  the  through 
westbound  rates  ?  A.  I  so  understand.  The  causes  before 
stated ;  the  St.  Lawrence  river,  the  canal  and  the  lake,  the 
Virginia  and  Tennessee  line,  the  Chesapeake  and  Ohio  line, 
the  lines  from  Charleston  and  from  Savannah  (as  for  instance, 
upon  naval  stores,  where  they  have  two  western  rail  competitors) 
are  all  additional  causes  involving  and  affecting  the  question  of 
rates  ;  a  rate  is  made  on  refined  sugar ;  and  an  entire  fourth 
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class  rate  is  made  upon  certain  leading  articles  like  sugar, 
cofifee,  heavy  iron,  and  all  such  things  as  these,  and  whatever 
other  articles  are  put  into  the  fourth  class  are  put  there  per- 
haps, not  because  fourth  class  rates  are  required  in  order  to 
move  those  goods,  but  because  a  third  class  rate  might  have 
lost  us  the  carriage  of  that  property ;  in  other  words,  upon  the 
best  information  we  could  obtain,  the  service  rendered  to  the 
merchant  was  nut  equivalent  to  our  third  class  rate.  These  rates 
have  always  been  changed  in  accordance  with  marked  changes 
in  the  value  of  the  goods  ;  for  instance,  during  the  war  and  in 
1866,  when  everything  was  so  enormously  increased  in  value, 
the  rates  were  very  large  in  proportion  to  the  present  rates  ; 
the  rate  on  cotton  goods,  which  was  $2.15  to  Chicago  in  1866, 
may  to-day  be  but  75  cents  ;  then  there  is  a  reduction  of  $1.40 
upon  cotton  goods,  which  is  a  veiy  much  larger  percentage  of 
the  difference  in  value  than  the  percentage  of  the  reduction 
in  rate  upon  the  value  of  silk  goods.  I  have  here  a  list  of  the 
rates  which  have  prevailed  from  New  York,  westbound,  to  Chi- 
cago, as  the  starting  point,  from  January  1,  1862,  upon  the 
four  or  five  classes;  they  are  the  schedule  tariff  rates,  which 
during  the  war  were  almost  altogether  obtained ;  the  rates  in 
the  latter  years  are  the  reduced  rates  provided  for  when  an 
open  reduction  of  tariff  was  made. 

Schedule  of  Eates. 
All  Bail — New  York  to  Chicago. 


1st  ol. 

2d  cl. 

3dcl. 

4th  0 

January 

1,  1862. 

.160 

128 

107 

66 

April 

7,     «  . 

,149 

117 

85 

50 

October 

29,     "  . 

.180 

150 

124 

75 

May 

14,  1863. 

.160 

117 

94 

55 

October 

5,     "  . 

.160 

128 

107 

66 

Nov. 

23,     "  . 

.180 

150 

124 

85 

July 

25,  1864. 

.200 

166 

111 

85 

Sept. 

20,      "   . 

.215 

180 

120 

96 

May 

8,  1865. 

.215 

180 

106 

96 

October 

16,     "  . 

.215 

180 

90 

82 

Feb. 

5,  1866. 

.215 

170 

82 

82 

March 

5,     "  . 

.188 

160 

127 

82 

May 

15,1867. 

.188 

160 

127 

82 

72 
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1st  cl. 

Nov.  5, 1867..  202 

June          4,  1868.. 188 

August     10,  "  ..149 

Sept.          7,  "  ..188 

Feb.           4,  1869., 188 

18,  "  ..   45 

24,  "  . .  40 

March       15  "  ..160 

July           1,  "  ..188 

31,  "  ..   70 

August       2,  "  ..  45 

4,  "  ..  40 

5,  "  ..   30 
7,  "  ..  25 

23,  "  ..   38 
30,  "  ..  43 

Sept.        22,  "  ..  40 

24,  "  ..   35 
30,  "  ..   30 

October     4,  "  ..   50 

y,  "  ..   75 

"          13,  "  ..125 

Not.           1,  "  ..140 

29,  "  .,150 

June         13, 1870.. 112 

July          12,  "  ..   80 

25,  "  ..   65 
28,  "  ..   50 

August     12,  "  ..   50 

22,  "  ..100 

Sept.          8,  "  ..125 

Nov.         28,  "  ..160 

Dec.         26,  "  ..180 

Feb.         20,  1871., 150 

March        9,  "  ..100 

May         18,  "  . .   75 

June           1,  «  ..100 

July           8,  "  ..   75 

28,  "  ..  45 


2dcl. 

Sdcl. 

4th  cl. 

Special. 

170 

138 

86 

160 

127 

82 

128 

120 

82 

160 

127 

82 

55 

160 

127 

82 

55 

45 

45 

45 

45 

40 

40 

40 

40 

160 

127 

82 

55 

160 

127 

82 

55 

60 

55 

50 

30 

45 

45 

45 

40 

40 

40 

40 

30 

30 

30 

30 

30 

25 

25 

25 

25 

38 

38 

38 

38 

43 

43 

43 

43 

40 

40 

40 

40 

35 

35 

35 

85 

30 

30 

30 

30 

50 

50 

50 

50 

75 

75 

50 

50 

100 

75 

65 

50 

125 

100 

80 

50 

130 

100 

80 

55 

90 

70 

55 

45 

70 

60 

50 

42    35 

60 

55 

45 

40    35 

50 

50 

45 

40    35 

50 

50 

50 

40 

90 

70 

55 

45 

110 

85 

65 

50 

130 

100 

65 

150 

120 

80 

60 

130 

100 

70 

55 

90 

70 

55 

45 

65 

50 

45 

37 

90 

70 

55 

45 

65 

50 

45 

37 

45 

45 

45 

30 
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1st. 

2d. 

3cl. 

ith. 

Special, 

August 

16,1871. 

.  40 

40 

40 

40 

28 

it 

22,  "  . 

.  35 

85 

35 

35 

26 

Sept. 

2,  "  . 

.  30 

30 

30 

30 

24 

Nov. 

27,  "  . 

.100 

90 

70 

55 

45 

Dec. 

15,  "  . 

.125 

110 

85 

65 

50 

August 

1,1872. 

.  75 

70 

60 

45 

35 

Sept. 

2,  «  . 

.100 

90 

70 

55 

45 

October 

14,  "  . 

.125 

110 

85 

65 

50 

April 

14,1873. 

100 

90 

75 

60 

45 

July 

21,  "  . 

.  75 

70 

60 

45 

35 

August 

13,  "  . 

.  40 

40 

30 

30 

25 

Sept. 

17,  '•  . 

.  75 

70 

60 

45 

35 

January 

1,1874. 

.100 

90 

75 

60 

45 

July 

24,  "  . 

.  75 

70 

60 

45 

35 

January 

20,  1875 . 

.100 

90 

75 

60 

45 

March 

17,  "  . 

.  75 

70 

60 

45 

35 

August 

13,  "  . 

.  50 

40 

30 

25 

20 

Not. 

15,   "  . 

.  75 

70 

60 

45 

35 

Dec. 

22,  "  . 

.  30 

25 

20 

20 

15 

January 

10,  1876. 

.  75 

70 

60 

45 

35 

June 

2,   "  . 

.  75 

70 

60 

25 

20 

tt 

1,2,   "  . 

.  25 

25 

25 

16 

16 

Dec. 

18,  "  . 

.  50 

45 

40 

30 

25 

March 

12,  1877. 

.  75 

70 

60 

45 

35 

October 

8,  "  . 

.  75 

70 

60 

40 

C( 

22,  "  . 

.100 

90 

75 

45 

Dec. 

10,   "  . 

.100 

80 

60 

45 

Feb. 

15,1878. 

.  75 

60 

50 

40 

In  1870  new  transportation  Hues  were  being  opened  in 
every  direction,  and  rates  were  constantly  being  modified ; 
on  the  Baltimore  &  Ohio  Road,  I  offered  all  sorts  of  induce- 
ments to  bring  into  Baltimore  westbound  freight,  for  example  ; 
and  by  a  reduction  in  the  rates  for  flour,  eastbound,  endeavored 
to  get  the  floui-  for  Brazil,  and  to  get  the  coffee  coming  back. 
The  reductions  that  were  made  in  westward  rates  in  1868,  by 
which  a  fifth  class  was  added,  reducing  the  lowest  rate  from  82  to 
55,  was  charged  upon  me  at  that  time  by  the  competitors  of  the 
Baltimore  &  Ohio  Road,  as  the  result  of  the  efforts  we  were  mak- 
ing to  divert  traffic  to  the  City  of  Baltimore  ;  I  would  not  refer 
to  this  but  for  the  fact  that  it  was  so  stated  by  the  President  of 
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the  Baltimore  &  Ohio  Eailroad  in  liis  public  utterances,  and  1 
therefore  feel  justified  in  speaking  of  it  now.  On  the  14th  Octo- 
ber, 1872,  the  rates  to  Chicago  were  increased,  on  first  class  from 
$1.00  to  $1.25;  on  second  class,  from  'JO  to  $1.10;  on  third 
from  70  to  85  ;  on  fourth  from  55  to  65,  and  on  fifth,  from  45 
to  50.  I  instance  that  increase  for  the  reason  that  I  became 
General  Freight  Agent  of  the  Erie  Road  on  the  1st  of  October, 
1872,  and  immediately  set  about  doing  what  I  could  to  rectify 
what  I  regarded  as  great  and  unnecessary  reductions  in  west- 
bound freight ;  I  was  waited  upon  by  various  merchants, 
who  said  that  our  rates  were  satisfactory  if  everybody  paid 
them  ;  and  a  meeting  was  Iield  at  the  office  of  the  Erie  Railway, 
at  my  solicitation,  for  the  purpose  of  asking  for  the  mainten- 
ance of  those  rates  on  the  part  of  the  western  railroad  com- 
panies ;  that  tariff  was  put  iu  force,  and  for  a  time  observed  ;  but 
gradually  the  difficulties  and  rivalries  of  competition  entered 
into  and  demoralized  the  tariff;  I  instance  this  as  showing 
the  relation  of  rates  and  classes,  and  not  as  a  tariff  resulting 
from  all  sorts  of  unscrupulous  reductions  in  rates.  The  lowest 
open  tariff  that  has  been  reached  during  this  period,  was  that 
of  December  22,  1875,  when  it  was  30,  25,  20,  20, 15,  from  New 
York  to  Chicago  ;  that  low  rate  prevailed  from  December  22, 
1875,  to  January  19,  1876 ;  in  March,  1877,  the  rates  were  75, 
70,  60,  45,  35  ;  on  the  8th  of  October,  1877,  simultaneous  with 
the  closing  of,  navigation,  when  some  of  the  causes  to  which  I 
have  referred  were  put  aside,  the  fourth  class  rate  was  reduced 
from  45  to  40,  and  the  special  fifth  class,  of  35,  was  wiped  out, 
making  again  in  October,  1877,  for  the  first  time  since 
August,  1868,  but  four  classes.  The  making  of  these  rates,  at 
these  various  times,  was  accompanied  by  an  amount  of  dis- 
cussion in  the  meetings  of  the  Board,  which  it  would  be  almost 
impossible  for  me  to  state  here.  The  rate  from  New  York  is 
not  made  arbitrarily,  regardless  of  all  sorts  of  circumstances; 
we  may  not  get  even  what  the  carriage  of  the  property  is  worth ; 
there  may  be  two  cents  per  pound  made  on  sugar,  and  we  may 
get  one-eighth  or  one-tenth  of  one  cent  per  pound  for  the  trans- 
portation ;  an  increase  of  ratps  of  freight  from  New  York  to 
Chicago  of  five  cents  per  hundred  pounds,  is  an  increase  of 
only  one-twentieth  of  one  cent  per  pound  on  the  article 
carried,  an  increase  that  no  merchant  could  regard  as  excessive. 
The  rates  are  determined  by  the  great  variety  of  causes  that 
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enter  into  the  consideration  in  every  counting  honse  and  office 
in  New  York  City  ;  our  agents  on  Broadway  are  believed  to  be 
intelligent;  they  come  in  constant  contact  with  the  merchants; 
they  hear  all  kinds  of  representations ;  they  hear  every  im- 
aginable statement  made  as  to  what  western  people  say  ;  they 
have  shown  to  them  every  day  all  kinds  of  letters,  as  to  what 
is  being  done  by  other  roads,  and  the  result  is  an  aggregate  of 
information  brought  into  the  offices  of  the  New  York  Central, 
the  Erie,  of  the  Pennsylvania,  of  the  Baltimore  &  Ohio,  which 
ultimately  results  in  a  meeting  at  which  all  of  these  considera- 
tions are  discussed  pro  and  con,  and  upon  such  and  other  data, 
and  by  that  action,  these  tariff  rates  are  generally  made. 

Although  I  am  asked  to  confine  my  statement  to  New 
York,  I  can  not  entirely  ignore  the  fact  that  the  New  York 
rate  is  often  made  lower  than  the  merchant  asks  it,  and  lower 
than  the  railroad  believes  it  should  make  it,  because  of  the 
rivalry  of  other  points;  I  have  already  stated  the  reasons 
charged  against  me  for  making  a  fifth  class ;  because  the 
Baltimore  &  Ohio  Eoad  having  but  little  fourth  class  matter 
except  sugar  and  coffee,  made  such  a  reduction  thereon  that 
they  brought  down  the  rates  on  all  fourth  class-  Although  the 
Baltimore  &  Ohio  Koad  at  that  time  had  no  access  to  the  cities 
of  Buffalo  and  Detroit,  except  by  paying  large  arbitrary  rates, 
no  access  to  the  Canadian  cities,  and  no  access  to  Rochester 
and  various  other  points  ;  yet  the  New  York  railroad  companies, 
in  maiiing  the  rate  to  Chicago  based  upon  the  requirements 
of  the  western  cities,  made  a  proportionate  reduction  to 
all  points,  even  if  the  Baltimore  &  Ohio  Eoad  could  not 
reach  them  ;  because  Baltimore  affected  Philadelphia,  and 
Philadelphia  did  reach  Buffalo  ;  therefore  that  brought  down 
that  rate.  It  is  impossible  to  itemize  more  than  the  general 
causes  that  affect  these  rates  ;  for  instance,  it  will  be  seen  upon 
the  article  of  rice,  if  no  rail  line  existed  from  Savannah  to 
Chicago  by  way  of  Evansville  for  the  carriage  of  rice,  that  the 
rate  upon  rice  via  New  York  to  Chicago  might  be  made  by  the 
way  of  the  canal,  the  lakes,  and  the  steamship ;  the  steamship 
charging  the  s-ame  price  to  bring  the  rice  to  New,  York, 
— whether  it  went  from  here  rail  or  canal — would  thus 
throw  it  upon  the  cheapest  carrier.  The  railway  company 
might  have  presented  to  them  the  option  of  carrying  that  rice 
at  that  time  at  the  tariff  rate,  or  at  a  special  rate,  as  against 
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the  canal  and  the  lakes,  without  any  reference  to  the  Oity  of 
Baltimore.  Now  if  a  line  is  complete,  or  if  a  consolidation  of 
lines  is  complete,  by  means  of  which  intermediate  rates  are 
wiped  out,  and  there  is  but  one  line  from  Savannah  to  Chi- 
cago for  the  carriage  of  rice,  that  fact  would  change  the  rate, 
or  change  the  classification,  which  is  precisely  the  same  thing. 
Some  years  ago,  upon  the  termination  of  the  war,  the  City  of 
Mobile  undertook  to  attract  a  very  large  soffee  trade  to  its 
wharves,  and  upon  exceptional  cargoes  made  rates  that  the  rail- 
road company  were  required  to  meet — not  as  represented  to 
us  by  any  merchant  or  body  of  merchants  that  our  former  rate 
upon  coffee  was  objectionable  (for  on  a  cup  of  coffee  or  on  a 
dozen  cups,  the  difference  was  inappreciable),  nor  did  they 
say  that  we  were  charging  any  more  than  we  were  entitled  to 
receive  ;  but  because  they  could  get  it  carried  for  so  much  less 
via  Mobile  they  said  we  must  carry  for  less  via  the  eastern 
coast  cities.  Precisely  the  same  question  is  forced  upon  us  by 
the  completion  of  the  Eads  Jetties,  as  we  are  advised  that 
New  Orleans  now  carrying  grain  south  expects  to  locate  sugar 
refineries  there,  and  so  send  the  sugar  north  in  their  returning 
boats ;  and  that  question  will  be  forced  upon  us  in  precisely 
the  same  manner  that  year  after  year  all  of  these  other  ques- 
tions have  been  forced  upon  us,  and  we  cannot  help  taking 
them  into  account ;  I  believe  that  that  involves  the  general 
statement  of  what  we  must  consider  in  making  westbound 
rates. 

By  the  Chairman  : 

Q.  Are  there  any  considerable  shipments  of  grain  through 
the  port  of  New  Orleans  from  the  west  now  ?  A.  Yes,  and  they 
have  been  increased  very  much  of  late. 

Q.  Do  they  get  a  return  shipment  to  that  port  ?  A. 
They  are  endeavoring  to  do  so  ;  there  is  one  other  feature  that 
I  desire  to  refer  to  as  affecting  the  making  of  rates  ;  I  desire 
to  show  to  the  Committee  the  table  upon  which  rates  were 
made  to  the  different  points  after  the  rate  was  fixed  from  New 
York  to  Chicago  ;  the  basis  of  the  table  is  629  miles  from  New 
York  to  Cleveland — that  being  the  distance,  as  I  understand  it, 
from  New  York  to  Cleveland  via  the  Erie  Koad  to  Dunkirk  and 
the  Lake  Shore  Eoad  thence  to  Cleveland;  and  then  an  arbitrary 
rule  was  apiilied  ;  if  the  629  miles  to  Cleveland  made  24  cents,  the 
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mileage  to  Sandusky  made  26  cents,  and  so  on  through  tbis  whole 
table ;  this  table  is  known  and  has  passed  into  railroad  parlance 
as  the  "MacGrabam"  table;  I  wish,  also,  to  say  that  recently, 
and  in  June,  1879,  the  basis  of  making  these  rates  changed, 
upon  the  theorj'  that  has  always  prevailed  in  our  local  business, 
that,  although  a  point  in  the  west  may  be  common,  at  the 
same  time  certain  fixed  charges  are  incurred  at  the  starting 
point  and  at  terminating  points,  and  so  we  first  deduct  the  ele- 
ment of  fixed  charges  and  say  that  the  balance  shall  pay  the 
same  rate  per  mile  : 

Table   op    Percentages    fob    Computing    Bates    on    East 
Bound  Feeight. 

"  Albeet  Fink,  Esq., 

Chairman  of  Joint  Executive  Committee  : 
Sir, — The  Committee  of  General  Freight  Agents,  appointed 
by  the  Joint  Executive  Committee  to  prepare  and  put  in  efi'ect 
a  revised  basis  for  adjusting  eastbound  rates,  in  conformity 
with  resolution  adopted  June  13,  1879,  convened  at  the  Hotel 
Brunswick,  New  York,  at  8  o'clock  p.  m.,  same  date. 

Present — Wm.  Stewart,  G.  F.  A.  Penn.  Co. 

D.  S.  Gray,  Western  M'g'r  Penn.  E.  E.  Fh  Line. 
G.  H.  Valliant,  A.  G.  F.  A.  L.  S.  &  M.  S.  E'y. 
Lucien  Hills,  G.  F.  A.  C.  0.  C.  &  I.  E'y. 
Wm.  H.  Perry,  G.  F.  A.  Canada  Sou.  E'y. 
C.  W.  Bradley,  F.  M'g'r  Wabash  E'y. 
H.  C.  Diehl,  G.  F.  A.  I.  B.  &  W.  E'y. 
Geo.  G.  Cochran,  G.  F.  A.  A.  &  G.  W.  E'y. 
Milton  H.  Smith,  G.  F.  A.  B.  &  O.  E.  E. 

On  motion,  Milton  H.  Smith  was  appointed  Chairman  and 
George  G.  Cochran  appointed  Secretary. 

Resolved,  That  the  following  be  adopted  : 

Table  of  Percentages  for  computing  rates  from  western  com- 
peting points  to  New  York,  revised  and  issued  by  autho- 
rity of  the  Joint  Execuive  Committee  of  the  Eastern  and 
Western  Eailroads,  to  take  effect  June  23,  1879  : 

Percentage  of  rate  from  Chicago  to  New  York  from 

Anderson    Ind 90 
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Alton Hi 117 

Akron 0 71 

Bellefontaiue   0 82^ 

BattleCreek Mich 92 

Burlington la 120 

Bloomington Ill 109 

Chicago Ill 100 

Columbus O.       77 

Cincinnati  . .         O.         87 

Cambridge. Ind 88J 

Crawfordsville Ind 96 

Charlotte Mich '. 92 

Cairo 111. 120 

Crestline O 77 

Cleveland 0 73| 

Circleville 0 79^ 

Cambridge ...0 72 

Champaign. Ill 103 

CampPoint Ill 123 

Detroit M^ch 81^ 

Dayton 0 83 

Decatur Ill ,,,:,...,.  108 

Danville Ill 100 

Davenport la 120 

ElPaso Ill 107 

Evansville Ind 108 

Effingham Ill 106 

FortWajne Ind 88 

Forest 0 80 


Greenville 0 85 

Greencastle Ind 96 

Grand  Eapids Mich 96 

Gallon 0 77 
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Hagerstown Ind 88 

Hannibal Mo 123 

Harvard Ill 114 

Indianapolis Ind 93 

Jackson Mich 88J 

Jeffersonville Ind 96 

Jacksonville Ill 116 

Kokomo. Ind 94 

Keokuk la 122 

Kansas  City • Mo 146 

Logansport Ind 94 

Lafayette Ind 98 

Lansing Mich 92 

Louisville Ky 96 

Lancastei' 0 78 

Litchfield Ill 113 

Lincoln Ill 110 

Milford  Centre 0 79| 

Mount  Vernon O 76| 

Mansfield  0 76 

Mattoon Ill 105 

Madison Ind 95 J 

Marietta 0 73 

Marion 0 79 

Mason  City Ill 112 

Newark 0 74 

Newcastle Ind 88^ 

Naples Ill 119 

Nottawa Mich 93 

Odin ni      Ill 

Pekin Ill Ill 

Piqua O.       . , 83 

Peoria ,....,.111,      ,,, UO 

73 
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Peru Ind .* 93 

Pana Ill 109 

Paris Ill 100 

Plainwell Mich 94 

Quincy Ill 125 

Eock  Island Ill 120 

Bichmond. Ind 87 

Eushville Ind 90 

Sandusky ..0 78 

Springfield 0 81 

Sidney 0 84 

Shelbyville Ind 92 

Springfield Ill 112 

Seymour Ind 95  J 

Sandwich Ill 118 

South  Bend Ind 94 

StLouis Mo ' 116 


Toledo O. 

Terre  Haute lu 

Tolono Ill 104 


Terre  Haute ..Ind 98^ 


Union Ind.    ., 85^ 

Urbaua O 81 

Urbana..... Ill 103 

Vincennes ,  Ind 103 

Vandalia Ill 109 

Waterloo Ind 90 

Wheeling W.  Va 65 

Zenia 0 82 

Toungstown O , QQ^ 

Zanesville 0 74 
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Adjust  rates  to  Boston,  Philadelphia,  Baltimore,  eto.,  as  fol- 
lows, viz.: 

To  Boston,  and  to  points  taking  Boston  rates,  add  five  cents 
per  hundred  to  the  rates  to  New  York  ;  to  Philadelphia,  and 
points  taking  Philadelphia  rates,  deduct  two  cents  per  hundred 
from  the  rates  to  New  York ;  and  to  Baltimore  and  points 
taking  Baltimore  rates,  deduct  three  cents  per  hundred  from 
the  rates  to  New  York. 

In  computing  rates,  when  the  fraction  is  less  than  -nnrof  one 
cent  omit  it ;  when  more  than  -^y\,  and  less  than  yV^i  assume 
it  to  be  one-half  cent,  and  when  more  than  yVin  assumes  it  to 
be  one  cent. 

The  percentages  given  is  the  minimum  basis  for  computing 
rates  from  the  points  named,  but  they  may  be  made  upon  a 
higher  basis  from  any  point  by  agreement  between  the  initial 
lines  interested. 

Resolved,  That  the  Chairman  transmit  the  foregoing  table 
of  percentages  to  the  Chairman  of  the  Joint  Executive  Com- 
mittee, with  a  request  that  he  cause  the  same  to  be  printed 
and  issued  at  the  earliest  moment  practicable. 

MILTON  H.  SMITH," 

Ghah-man. 

Geo.  G.  Cochean," 

Secretary. 

There  is  one  other  cause  which  has  been  referred  to  in  the  course 
of  this  examination  as  affecting  the  making  of  these  rates  (and  I 
am  referring  now  simply  to  the  making  of  tariff  rates),  and  that 
is  that  there  was  in  the  City  of  New  York,  as  representatives  of 
prominent  connections  of  ours,  seventeen  general  agents,  paid 
by  and  entirely  under  the  control  of  the  western  railroad  com- 
panies. These  are  simply  the  general  agents  for  those  compa- 
nies ;  and  under  them  is  a  number  equal  to  or  greater  than  the 
number  of  their  principals.  These  agents,  during  a  great 
many  of  these  contests,  and  even  in  the  making  of  regular 
rates,  would  notify  us  quite  independent  of  our  right  to  make 
rates  to  common  points,  their  companies,  or  some  of  them, 
had  advised  them  to  say  to  us  that  their  rates  from  the  points 
of  junction  of  their  lines  with  the  Trunk  Line  pro  rating  con- 
nections to  ultimate  destinations  of  the  property  would  be  so 
and  so,  and  would  therefore  be  arbitrarily  fixed ;  and  from 
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that  point  of  junction  miglit  be  added  the  rate  charged  by 
that  company  for  local  considerations  entirely  unknown  to 
us ;  and  the  sum  of  the  two  prices  thus  furnished,  the  one 
made  by  the  Trunk  Line  upon  the  MacGraham  Table,  plus  the 
rate  furnished  by  some  of  the  seventeen  agents  was  the  through 
price  at  which  the  rate  was  made  ;  therefore,  instead  of  charg- 
ing us  with  a  deviation  from  the  rates,  or  with  making  ex- 
cessive rates,  or  with  making  a  different  classification,  or  with 
making  disproportionate  rates  to  a  great  many  of  these  west- 
ern points  as  compared  with  the  centres,  it  should  be  charged 
in  many  instances  upon  these  western  companies,  who  gave 
us  for  reasons  of  their  own,  directions  to  make  these  charges ; 
these  rates  might  be  those  of  a  western  pool  to-day,  and  to- 
morrow that  pool  might  be  broken. 

By  Mr.  Steene  : 

Q.  The  table  of  amended  percentages  which  you  have  sub- 
mitted is  quite  independent  of  classification?  A.  Yes  ;  quite 
independent ;  I  have  now  simply  goUe  into  the  making  of 
tariff  rates  ;  if  you  wish  to  tiike  up  any  time  with  an  explana- 
tion as  to  why  and  how  cut  rates  were  made,  how  the  vouch- 
ers are  made,  and  the  difficulties  incurred  because  of  rival- 
ries and  discriminations,  I  shall  be  glad  to  make  such  state- 
ment. 

The  Chaieman — Have  we  not  got  that  in  the  testimony  of 
Mr.  Fink,  Mr.  Vilas  and  Mr.  Eutter  ? 

Mr.  Shipman — We  have  only  got  the  facts  in  this  testimony  ; 
we  have  not  got  the  true  inwardness  of  the  thing  ;  you  have 
the  fact  that  rates  were  cut,  but  how,  and  why,  and  under 
what  circumstances  tiiey  were  reduced,  you  have  not  got. 

[Eeoess.] 


Afteenoon  Session. 

George  R'.  Blanchard's  examination  continued  : 

By  Mr.  Shipman  :  , 

Q.  Did  you  get  through  with  the  topic  of  westbound  through 
rates  aud  the  changes  in   them  from  New  York,  or  have  you 
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anything  more  to  offer  on  that  point  ?  A.  I  stated  that  I  had 
not  gone  into  the  manner  and  causes  of  cut  rates  as  fully  as  I 
might  if  the  Committee  desired  it. 

The  Chairman — You  can  exercise  your  discretion  in  re- 
gard to  that  matter ;  it  has  occurred  to  me  that  we  have  a 
general  knowledge  of  that  subject. 

Mr.  Shipman— We  have  a  knowledge  of  the  fact  of  cut 
rates. 

The  Chairman — And  we  have  a  general  knowledge  of  what 
brings  it  about. 

Mr.  Shipman — That  knowledge  is  as  to  the  struggles  of  the 
agents  to  get  business,  and  the  actions  of  the  trunk  lines. 

The  Chairman — I  think,  perhaps,  it  would  ba  well  to  give  a 
specific  statement  of  it. 

Mr  Shipman — (To  the  witness)  Can  you  make  a  brief  state- 
ment of  it. 

The  Wituess — Yes  ;  I  will  endeavor  to  do  so.  Some  of  the 
causes  that  I  have  stated  as  influencing  the  making  of  the 
rates  themselves,  also  influenced  the  breaking  of  the  rates  ;  as 
for  example,  if  facts  as  to  rates  at  Baltimore  came  to  the 
knowledge  of  the  trunk  lines  and  a  meeting  could  not  be 
promptly  held  for  the  purpose  of  correcting  them,  it  was  often 
the  case,  as  these  railroad  companies  did  not  then  feel  them- 
selves bound  by  any  obligation  or  pools,  beyond  those  ver- 
bal ones  that  were  »exchanged,  and  as  frequently  disre- 
garded, that  some  one  of  the  companies  would  take  up  this 
question  and  make  a  rate,  hoping  thereby  to  be  the  first  in  the 
market  to  prejudice  all  the  owners  and  shippers  of  that  class 
of  property  in  their  favor,  and  so  secure  the  sympathy  in  the 
future  of  that  entire  class  of  trade.  It  is  known  to  me  that  at 
difi'erent  meetings  that  were  held  this  was  proven  by  us  to  be 
the  fact,  and  possibly  proven  by  others  to  be  the  fact  as  true 
of  us.  The  number  of  agents  that  I  have  spoken  of  in  the  west, 
who  get  their  arbitrary  rates  themselves,  and  therefore,  had 
no  interest  in  the  keeping  of  the  rate  from  New  York  to  the 
point  of  contact  with  their  road,  are  also  a  very  important 
feature  in  the  breaking  of  these  prices.  For  example,  if  the 
agent  of  the  Chicago,  Milwaukee  &  St.  Paul  Railroad  had,  at 
certain  seasons  of  the  year,  all  the  merchants  of  the  northwest 
to  come  on  here  and  make  his  office  their  headquarters,  he  would 
say  to  Mr.  A,  of  St  Paul,  and  Mr.  B,  of  Minneapolis,  "  You  put 
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your  interest  in  my  hands  from  here  to  Chicago,  I  will  take  car6 
of  your  through  rates;"  so  these  agents  of  western  railroads  would 
go  about  from  one  trunk  line  freight  agent  tc  another  to  get  the 
lowest  prices  they  could  to  Chicago  upon  each  different  class,  and 
then  use  that  cut  rate,  plus  their  arbitrary  rate,  to  make  their 
through  price  to  the  point  of  ultimate  destination.  That  was  for 
a  long  time  a  very  serious  and  disturbing  cause.  Now  that 
transaction  might  have  affected  Minneapolis  alone ;  but  Minne- 
apolis and  Eock  Island  are  both  on  the  same  river,  and  the 
Bock  Island  merchant  found  that  his  traffic  was  being  taken 
away  from  him,  and  he  appealed  to  the  agent  of  the  Hock  Island 
Road  in  New  York  to  protect  him,  and  finally  a  little  shave  was 
made  by  that  agent  either  out  of  their  proportion  or  by  getting 
some  road  from  New  York  to  cai-ry  his  business,  because  another 
road  carried  the  Milwaukee  business ;  then  the  Burlington 
Road  would  find  that  the  City  of  Burlington  would  be  affected 
by  Rock  Island,  and  down  went  the  Burlington  rate.  Bur- 
lington lay,  of  course,  nearer  St.  Louis,  and  that  affected  St. 
Louis ;  so,  by  and  by,  the  St.  Louis  rates  became  involved,  and 
then  the  St.  Louis  rates  being  involved,  and  the  cut  rate  being 
pro-rated  all  the  way  to  St.  Louis,  instead  of  being  in  any  part 
an  arbitrary  rate,  that  introduced  a  new  element  all  the  way  to 
New  Orleans  ;  that  is,  if  the  rate  was  cut  to  St.  Louis,  it  had  to 
be  cut  by  somebody  who  had  authority  ;  so,  by  and  by,  the  St, 
Louis  rate  was  cut  by  the  Wabash  Road  to  Toledo,  and  they 
concealed  the  cut,  and  we  might  find  business  suddenly  turned 
from  our  line  to  St.  Louis,  and  we  could  see  no  reason  for  it ; 
we  had  given  no  cause  ;  we  had  cut  no  rate,  and  changed  no 
classification  ;  we  had  done  nothing  upon  our  part  to  warrantit, 
but  the  agent  of  the  St.  Louis  Railroad — Wabash  Road,  if  you 
please — believing  that  in  the  general  demoralization  he  would 
ultimately  get  that  cut  pro-rated  back  to  New  York,  saw  St  to 
pay  it  all  out  of  their  proportion,  and  sure  enough,  at  a  later  act 
of  the  play,  like  Banquo's  ghost,  this  drawback  turned  up,  and 
thenitbecame  a  question  with  the  trunk  lines,  who  did  not  carry 
the  Milwaukee  business  or  did  not  carry  the  Burlington  busi- 
ness, whether  they  would  not  help  St.  Louis  to  carry  on  the  con- 
test with  Burlington  or  Chicago,  and,  as  a  general  rule,  they  de- 
cided that  they  would.  St.  Louis,  of  course,  had  a  large  southern 
trade,  and  St.  Louis  tiffected  Memphis  ;  when  we  got  to  Mem- 
phis, there  was  a  different  state  of  affairs ;  from  Louisville  to 
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Memphis  the  Louisville  &  Nashville  Eoad  for  a  long  time  de- 
clined to  pio-rate  ;  so  that,  whatever  cut  was  paid,  had  to  be 
paid  east  of  Louisville  ;  that  was  still  a  different  condition  of 
affairs,  though  still  on  partially  arbitrary  principles ;  that  is, 
they  would  pro-rate  a  tariff,  but  nothing  less  than  the  tariff 
rate  ;  so  down  went  Memphis  rates. 

Q.  If  they  wanted  a  cut  rate,  they  would  take  their  proport 
tion  of  the  tariff  rate  ?     A.  Yes  ;  Memphis,  of  course,  affected 
Nashville,  and  down  they  came  together  ;  so  that,  finally,  like  a 
row  of  bricks,  down  went  the  whole  structure,  and  the  demora- 
lization became  general.     Now,  there  is  nothing  that  has  been 
said  before  this  Committee  about  the  evil  results  of  that  prac- 
tice that  I  am  not  prepared  practically  to  admit ;    it  was  bad 
for    our  revenues,    and    bad    for  the    merchant    who    never 
knew  if  hs  made  a  contract  to-day,  that  his  competitor  would 
not  get  a  lower  rate  to-morrow ;  locality  was  pitted  against 
locality,  nobody  knowing  whether  they  would  be  on  the  same 
plane  or  not.     It  involved  local  points  in  troubles,  difficulties, 
and  discriminations  which  were  almost  inseperable  from  that 
method  of  doing  business  ;  and  it  was  the  constant  iteration  of 
this,  produced,  as  I  Lave   openly    charged  in    meeting  after 
meeting,   nine   times   in   ten,    by  the    agents    of  the  western 
roads  paying  these  drawbacks  in  precisely  the   manner  that  I 
have   stated,  and  not  by  the  officers  of  the  trunk  lines,  that 
the  trunk  lines  at  last  to  undertake,  not  so  much  for  the  correc- 
tion of  the  errors  into  which  they  had  themselves -fallen,  as  to 
put  a  stop  to  the  infringements  upon  their  rights  by  the  agents 
of  the  western  railroads — and  the  Rvestern  shippers  got  so  well 
to  understand  that  at  times  they  could  not  get  cut  rates  from 
us,  that  they  went  to  the  western  freight  agent  and  said,  "  I  am 
at  the  end  of  your  line  ;  you  take  care  of  me  and  fix  it  as  you 
please  with  the  trunk  line  that  takes  the  business  at  New  York  ;" 
and  that  was  done  over  and  over  again  in  our  case.     Now,  as  a 
necessary  concomitant   of  this   condition,   classifications  were 
broken ;  an  article  which   should  be   carried   among  the  first 
class  was  put  in  the   second,  and  second  in   the  third,  and  so 
on  ;  then  the  merchants  helped  it  on  by  stating  things  as  sec- 
ond that  were  first,  when  the  railroad  had  not  agreed  to  it ;  that 
was  still  another  difficulty  in  the  case  ;  so  that  it  was  at  last  a 
combination  of  the  demoralization  of  the  railroad  agents  them- 
selves ;  the  merchant  who  lived  here,  who  helped  his  western 


3010 

man  because  the  western  merchant  would  come  on  here  and 
say,  "  Why,  A.  B.,  of  First  street,  doesn't  hesitate  to  send  these 
goods  to  me  as  second  class,  although  they  are  first ;"  while 
C.  D.,  of  Second  street,  took  a  Httle  higher  view  of  it,  and  said 
he  did  not  think  that  that  was  right ;  but  the  merchant  would 
say  to  him,  at  last,  "  You  must  do  it,  or  else  you  cannot  have 
my  custom." 

So  the  merchant  here  became  a  helper  of  the  merchant  in 
the  west  to  break  our  rates,  and  our  classification,  and  the 
railroad  companies,  were  just  weak  enough  to  allow  it  to  be 
done.  Generally  it  was  first  done  by  the  western  railroad  com- 
panies, and  fights  originated  not  by  the  trunk  lines  themselves, 
but  by  the  roads  at  the  western  termini,  and  when  this  be- 
came the  case,  then  all  those  evils  of  vouchers  for  concealing 
from  one  another  what  was  done,  resulted  in  about  what  has 
been  exhibited  to  this  Committee.  The  question  then  came 
up  urgently  among  tne  trunk  lines  :  How  can  we  agree  upon 
business  in  such,  proportions  that  we  can  accomplish  various 
things  ?  Frst,  a  division  of  the  traffic  among  ourselves  in  the 
proportion  that  we  may  agree  shall  be  reasonalily  fair ;  second, 
a  division  not  only  among  ourselves,  but  among  those  com- 
panies in  the  west  who  have  brought  us  into  those  troubles, 
so  that  if  the  Wabash  Road,  if  you  please,  or  the  Indianapolis 
&  St.  Louis,  or  any  other  raih'oad,  cut  the  prices,  they  can- 
not, notwithstanding  their  cuts,  get  any  more  than  their  pro- 
portion of  the  tonnage,  and  therefore  put  a  stop  to  that  very 
fertile  source  of  our  difiiculties.  It  was  through  that  discussion 
that  the  westbound  pools  at  last  came  to  be  considered. 

By  the  Chaibman  .- 

Q.  How  is  it  about  this  "  Banquo's  ghost "  drawback  given 
by  these  railroads  in  contemplation  of  its  being  ultimately  pro- 
rated ;  would  it  be  ?     A.  It  would  be  in  a  majority  of  cases. 

Q.  Does  not  this  argue  the  propriety  of  having  some  author- 
itative supervision  which  can  enforce/  equitable  arrangements 
between  the  railroads,  and  put  a  stop  to  that  ?  A.  I  am  just 
now  coming  to  the  point  that  the  railroad  companies  have  put 
a  stop  to  that,  in  their  own  interest,  and  in  the  interests  of  the 
public. 

Q.  Is  there  any  likelihood  that  it  will  be  a  permanent  stop  ? 
A,  It  has    stood  now  for  over  thirty  i  months,  with   a    con- 
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stantly  growing  strength,  and  I  do  not  think  that  any  amount 
of  application  by  western  raihoads,  or  anything  that  is  likely 
to  occur,  of  all  the  contingencies  that  have  occurred  in  twenty 
years,  is  likely  ever  to  relegate  the  railroads  back  to  their  old 
ways  of  doing  business  ;  the  advantages  of  the  new  system 
and  the  principles  of  arbitration  which  nations  now  introduce 
all  over  the  world  in  settlement  of  their  afi'airs,  without  leav- 
ing it  all  to  treaties  or  law,  are  just  precisely  what  we  have 
done. 

By  Mr.  Steene  : 

Q.  How  could  the  western  railroad  agents  create  that  de- 
moralization of  the  westbound  rates  ?  A.  I  thought  I  had  ex- 
plained that  fully.  We  will  assume  that  any  one  of  those  seven- 
teen agents  in  the  west,  and  I  instanced  the  Wabash  Railroad, 
cut  the  rates,  while  every  other  one  of  the  sixteen  combined 
with  us  and  stood  solid.  The  agent  of  the  Wabash  Eoad, 
which  runs  between  Chicago  on  the  one  side,  and  Indianapolis 
on  the  other  side,  said  toA.  B.  of  St.  Louis  :  "  I  will  give  you 
•20  cents  per  hundred  out  of  the  tariff,  and  pay  it  west  of  To- 
ledo." The  trunk  lines  never  saw  it  or  knew  it  at  the  time ; 
we  had  not  authorized  it ;  we  had  nothing  to  do  with  the 
transaction  whatever ;  he  paid  his  20  cents,  and  the  result  of 
that  (in  the  case  of  groceries  it  might  be  one-fifth  of  one  cent 
a  pound  on  something)  was  that  a  mercliant  might  suddenly 
see  that  his  competitor  in  the  same  line  of  business  was  order- 
ing forward  500  barrels  of  sugar,  while  the  market  showed 
that  he  could  not  do  it ;  and  he  enquired  about  and  found 
that  the  agent  here  said  that  he  thought  the  former  had  a 
special  rate,  and  the  second  agent  met  it ;  and  in  that  way  it 
demoralized  things  on  both  sides,  as  different  merchants  ship- 
ped by  different  routes. 

Q.  You  claim,  and  it  is  doubtless  true,  as  a  general  rule, 
that  the  eastern  freight  agent,  yourself,  for  instance— or  the 
traffic  manager — rules  the  rate  on  westbound  traffic?  A. 
Yes. 

Q.  Then  the  only  way  is  the  way  that  you  have  explained  ; 
is  there  any  other  way  by  which  the  western  man  could  deter- 
mine your  traffic  rate  ?     A.  No  other  way  that  I  know  of. 

Q.  So  that  whenever  the   westbound  rate   went   down   in- 
dependent of  such  cause  as  you  have  just  mentioned,  that  a 
74 
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sectet  rate  was  made  by  the  Wabash  or  any  other  connecting 
link,  which  would  come  up  afterwards  as  a  claim  that  you 
might  or  might  not  allow,  you  must  have  been  in  some  degree 
responsible  for  it  ?  A.  That  was  generally  made  by  conference 
of  both  eastern  and  western  interests  or  among  the  trunk 
lines. 

Q.  Was  it  not  made  very  largely  by  your  fast  freight  lines 
on  Broadway  ?  A.  Under  uo  circumstances,  since  my  connec- 
tion with  the  Erie  Eailroad,  has  any  fast  freight  line  cut 
either  into  or  out  of  the  City  of  ^lew  York  except  by  the  dis- 
tinct concurrence  of  the  railroads  themselves — either  Ihe  east- 
ern or  the  western  companies. 

Q.  That  of  course  is  true  ;  but  when,  for  instance,  an  agent 
of  a  fast  freight  line  would  come  to  you  and  say,  I  am  satis- 
fied that  the  Merchants'  Despatch  is  carrying  goods  to  Chicago 
at  ten  cents  per  hundred  below  the  tariff  rate,  and  Smith, 
Jones  &  Co.  desire  to  ship  three  car  loads  at  that  rate,  and 
they  threaten  to  go  to  the  New  York  Central  if  you  do  not 
give  them  the  same  rate,  you  acquiesce  in  that  case,  do  you 
not  ?     A.  Sometimes,  and  sometimes  not. 

Q.  But  you  frequently  acquiesce  ?     A.  Frequently. 

Q.  Then  the  demoralization  in  such  cases  as  that  is  just  as 
much  due  to  yourself  as  to  western  railroads  ?  A.  It  was  form- 
erly, but  is  not  now. 

Q.  I  am  speaking,  of  course,  of  when  there  is  general  de- 
moralization of  rates ;  is  it  not  true  that  even  as  to  eastward- 
bound  traffic  you  would  at  times  make  arrangements  before- 
hand for  cars ;  take  the  illustration  that  we  have  had  here 
several  times  before,  of  David  Dows  &  Co. ;  wonld  they  always 
make  their  arrangements  for  cars  to  move  their  grain  freights, 
in  the  west  ?  A.  Invariably,  by  the  way  of  our  road,  without 
a  single  exception  for  seven  years. 

Q.  Invariably  in  the  west  ?  A.  Invariably  in  the  west  when- 
ever a  connecting  line  was  involved. 

Q.  Do  you  remember  any  instance  where  there  was  no  cor- 
necting  line  involved,  and  where  thej  made  their  arrangements 
here  by  the  way  of  Buffalo,  say  ?  A.  From  the  City  of  Buffalo 
we  made  the  arrangement,  of  course ;  if  it  was  from  Chicago 
by  the  way  of  the  Union  Steamboat  Company,  it  was  made 
with  the  Union  Steamboat  Company. 

Q.  That  company  acts  under  your  directions,  however  ?     A. 


3013 

Not  at  all ;  they  make  their  own  arrangements  as  to  rates;  they 
go  into  Chicago,  and  they  do  as  they  please. 

Q.  Then  you  treat  the  Union  Steamboat  Company,  although 
your  company  owns  almost  all  of  the  stock,  as  a  western  con- 
nection in  that  particular  ?     A.  Precisely. 

Q.  Leaving  them  out  of  the  question  then,  have  you  not  over 
and  over  again  given  rates  from  Buffalo  to  particular  houses  in 
New  York  City  for  large  numbers  of  cars  for  special  ship- 
ments?    A.  I  have  no  doubt  we  have. 

Q.  Differing  very  largely  from  the  local  rate,  and  differing 
very  largely  from  the  through  rate  ?  A.  Not  differing  very 
largely — a  difference  of  half  a  cent  would  move  the  grain. 

Q.  A  difference  of  half  a  cent  determines  frequently  whether 
that  grain  is  to  be  moved  from  Buffalo  to  New  York,  or  to 
Baltimore  ?     A.  Not  from  Buffalo. 

Q.  Why  not  ?  A.  In  all  the  transactions  we  have  made  the 
grain  was  in  store  at  Buffalo. 

Q.  Why  would  not  the  difference  of  half  a  cent  frequently 
determine  the  point  I  speak  of?  A.  It  might  if  there  was  a 
road  at  Buffalo  that  took  freight  to  Baltimore,  but  there  is 
not. 

Q.  To  Philadelphia  say  ?    A.  To  Philadelphia,  yes. 

Q.  A  difference  of  half  a  cent  would  determine  that?  A.  It 
might  determine  it. 

Q.  But  were  you  frequently  compelled  to  make  a  rate  in 
view  of  that  contingency  ?  A.  I  know  of  no  contingency  when 
I  was  obliged  to  make  a  rate  ftom  Buffalo  when  anything  but 
the  canal  was  involved  ;  I  recollect  no  case  where  Philadelphia 
came  into  consideration. 

Q.  Take  the  case  of  David  Dows  &  Co.,  Jesse  Hoyt  &  Co.,  or 
any  one  of  those  large  houses — Bingham  Bros.,  if  you  please — 
have  you  not  made  rates  to  them  and  furnished  car  facilities 
by  special  arrangement  from  Buffalo  to  New  York  within  re- 
cent years  ?  A.  I  think  we  have — or  other  houses ;  I  don't 
know  the  particular  ones. 

Q.  And  did  not  they  engage  ahead  in  that  way  the  car  facili- 
ties of  your  corporation  for  many  months  ?  A.  Never ;  they 
could  not  have  dune  so  if  they  had  tried  to  do  it. 

Q.  Of  course  if  they  made  the  application,  saying  that  they 
proposed  to  engage  the  car  facilities  ahead  for  months,  they 
probably  could  not  have  done  it ;  but  did  they  not  practically 
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engage  them  ahead  ?  A.  Never  that  I  know  of ;  all  the  trans- 
actions that  I  know  of  were  for  certain  quantities. 

Q.  "What  do  you  call  those  contracts  ?  A.  They  were  called 
by  various  names,  "  round  lots,"  or  "  blocks." 

Q.  "  Block  contracts  ; "  but  they  did  not  agree  to  move  that 
block  lot  of  grain  within  a  particular  period  of  time,  did  they  ? 
A.  No ;  we  always  stated  that  those  round  lots  were  to  be 
itloved  at  our  convenience  ;  we  declined  to  lay  the  foundation  of 
a  claim  for  difference  of  markets  by  agreement  to  move  it  within 
a  specified  time. 

Q.  Did  you  inquire  whether  the  grain  was  theirs  or  not?  A. 
No  ;  it  was  not  our  business  to  inquire. 

Q.  Therefore,  if  by  reason  of  having  an  engagement  to  move 
1,000  car  loads  of  grain,  if  you  please,  they  farmed  out  part  of 
their  rate  to  other  people,  you  did  not  know  whether  that  was 
done  or  not?  A.  We  had  no  means  of  knowing  whatever,  ex- 
cept the  reputation  of  such  houses  as  David  Dows  &  Co.,  and 
Jesse  Hoyt  &  Co. 

Q.  Would  you  consider  that  an  abuse  of  the  contract  ?  A. 
I  consider  that  if  any  man  came  to  a  railroad  company  and  the 
railroad  company  saw  fit  to  make  a  contract  for  1,000  car  loads 
of  grain  it  did  not  matter  to  us  if  it  came  from  50  people,  or  be- 
longed to  50  people,  provided  he  carried  out  his  contract  with 
the  railroad. 

Q.  Therefore,  how  would  the  reputation  of  the  house  affect 
the  question,  if  it  was  perfectly  fair  to  do  that  ?  A.  I  say  that 
if  a  person  represented  to  us  the  fact  that  they  farmed  out 
their  contracts,  we  would  not  believe  it  because  the  reputation 
of  the  houses  was  against  it ;  yet  I  say  it  made  no  difference, 
for  I  do  not  believe  they  did  it ;  so  far  as  our  company  is  con- 
cerned, I  also  believe  we  generally  knew,  when  these  contracts 
were  made,  they  were  for  the  benefit  of  western  parties,  and 
the  interest  Dows  &  Co.  or  Hoyt  &  Co.  had  in  them  was 
their  commissions  on  the  grain  so  carried. 

Q.  You  have  not  touched  upon  one  element  of  the  cost  and 
I  do  not  know  whether  you  mean  to  touch  upon  it  afterward, 
if  so,  I  shall  not  put  any  question  to  you  now ;  that  is  the 
through  billing  from  western  points  to  Europe,  and  the  dif- 
ferences that  are  made — 

Mr.  Shipman — (interposing) — We  are  exclusively  on  west- 
bound freights  now. 
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The  Witness — I  meau  to  state  that  fully. 

Q.  You  do  not  mean  to  be  understood  that  all  that  you  have 
now  stated  in  relation  to  the  cutting  of  rates  related  entirely 
to  western  bound  freights  ? 

•    Mr.     Shipman — I    confined    him   expressly    to    westbound 
freights. 

The  Witness — I  was  limiting  myself  entirely  to  westbound 
business. 

Q  But  you  were  speaking,  if  I  remember  right,  very  largely 
of  the  cutting  of  rates — eastbound  rates  by  western  agents  ? 
A.  No ;  I  did  not  speak  of  that  at  all. 

Mr.  SHlPMAN^When  he  spoke  of  the  cutting  by  the  Wabash 
line,  throwing  freight  on  to  his  line,  it  was  throwing  westbound 
freight  on  to  his  line. 

Q.  Was  that  what  you  meant  ?  A.  That  is  what  I  meant 
entirely. 

Q.  You  found  an  enormous  increase  in  consequence  ?  A.  I 
say  we  would  find  suddenly  all  the  controllable  west-bound 
business  of  the  Wabash  Koad  might  be  thrown  upon  our  line 
from  New  York. 

The  Chaikman — That  was  stated  distinctly  before  you  came 
in  Mr.  Sterne. 

Mr.  Shipman — I  confined  my  question  entirely  to  west- 
bound freight,  and  I  want  you  (Mr.  Sterne)  to  confine  yourself 
to  the  westbound  freight. 

Q.  Now,  having  confined  yourself  to  westbound  traflBc,  do 
you  mean  to  make  a  separate  chapter  of  the  question  of 
through  billing  from  Liverpool  westward  ?    A.  I  do. 

By  Mr.  Shipman  : 

Q.  There  is  a  tonnage  pool — a  westbound  tonnage  pool — 
from  New  York,  is  there  not  ?     A.  Yes. 

Q.  And  there  are  such  from  other  seaboard  cities?  A. 
Yes. 

Q.  I  want  you  to  state  to  the  Committee  all  the  facts  in  rela- 
tion to  these  westbound  pools,  commencing  with  New  York, 
and  then  taking  up  the  other  seaboard  cities  (the  westbound 
tonnage  pools)— and  not  anything  with  regard  to  the  east? 
A.  The  state  of  affairs  I  have  before  outlined  of  course  resulted 
in  repeated  conferences  to  see  how  we  could  stop  it ;  agree- 
ments as  to  the  maintenance  of  rates  were  broken  up  by  the 
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Causes  1  have  referred  to.  It  therefore  became  clear  that, 
inasmuch  as  the  object  of  every  cut  was  to  attract  a  cer- 
tain amount  of  tonnage  to  one  railroad  or  the  other,  that  if 
that  certain  amount  of  the  tonnage  could  be  fixed  and  given  to 
one  railroad  or  the  other,  without  being  under  any  obligation 
to  this  or  that  merchant,  or  to  this  or  that  railroad,  the  trunk 
lines  were  independent  of  western  roads — wholly  independent 
of  all  these  disturbing  elements,  and  they  could  do  it  if  they 
would.  Several  conferences  were  held  looking  to  this  plan ; 
and  when  I  was  in  Europe  in  June,  1870,  the  trunk  lines 
had  a  final  meeting  upon  this  subject,  and  decided  to  put 
the  plan  in  operation.  Prior  to  that  time,  however,  a  meeting 
was  held  between  the  general  traflSc  officers  of  the  Balti- 
more &  Ohio,  the  Pennsylvania,  the  New  York  Central,  and 
the  Erie  roads,  in  which  the  percentages  were  discussed  tor 
nearly  an  entire  day,  as  to  the  proportions  that  should  be 
awarded  to  each  company.  The  New  York  Central  Company 
and  ourselves  agreed  that  whatever  we  might  be  able  to  get 
after  an  allowance  to  the  Pennsylvania  and  Baltimore  &  Ohio 
roads,  we  would  divide  equally.  There  were  no  statistics 
exhibited  except  of  the  most  general  character,  and  no  value 
or  importance  was  attached  to  them ;  and  my  recollection 
is,  that  we  simply  stated  about  the  total  amount  of  our 
westbound  annual  tonnage ;  but  we  found  the  periods  to  be 
dissimilar,  and  therefore  they  had  no  specific  value.  We 
therefore  proposed  that  the  Pennsylvania  and  Baltimore  & 
Ohio  have  '65  per  cent.,  and  the  Erie  and  New  York  Central 
have  65  per  cent.,  and  the  meeting  adjourned,  having,  as  I 
remember,  agreed  to  consider  these  percentages ;  after  the 
adjournment,  the  ground  was  reconsidered  by  us  and  the 
position  taken  that  there  were  but  three  trunk  lines  leading 
out  of  the  City  of  New  York ;  the  Baltimore  &  Ohio  Koad 
ended  '200  miles  from  here,  and  they  had  no  more  right,  in 
our  judgment,  to  a  separate  and  specific  percentage  of  the 
business  than  had  the  Lake  Shore  line,  which  ended  400  miles 
from  here  ;  that  it  was  not,  in  any  sense,  a  New  York  trunk 
line,  and  that  it  did  not  even  come  to  Philadelphia,  and,  there- 
fore, the  divisions  between  the  three  railroads  ought  to  be 
made  alike,  and  that  whatever  amount  the  Pennsjlvania  Rail- 
road saw  fit  to  concede  to  the  Baltimore  &  Ohio  Road  out  of 
its  award,  was  a  matter  with  which  we  had  nothing  to  do,  and 
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cared  nothing  ;  it  might  have  more,  or  might  have  less.  The 
general  freight  agent  of  the  Baltimore  &  Ohio  Kailroad  resisted 
these  conclusions ;  but  they  nevertheless  ultimately  prevailed 
as  to  the  percentages;  but  in  the  assignment  of  the  fractions 
it  was  agreed  thi't  the  New  York  Central  and  the  Erie  Eail- 
roads  were  each  to  take  c3  per  cent.,  and  when  we  agreed 
to  that,  we  did  not  know  whether  the  Baltimore  &  Ohio  Road 
was  to  have  2  or  10  per  cent,  until  after  withdrawal  from  the 
meetng.  Mr.  Cassatt  stated  that  an  arrangement  had  been 
arrived  at  by  which  the  Pennsylvania  Railroad  had  agreed  to 
take  one  quarter  of  the  whole,  being  25  per  cent.,  and  as  34 
per  cent,  had  been  the  whole  amount  of  the  award,  the  Balti- 
more &  Ohio  took  the  remainder,  that  is  9  per  cent.  That  is 
the  manner  in  which  the  percentages  were  agreed  to  ;  and  com- 
mencing in  July  of  that  year — I  think  the  first  of  July — Mr. 
Fink  was  called  to  the  commissionership  of  the  trunk  lines. 

Q.  When  you  speak  of  trunk  lines,  you  say  the  Baltimore  & 
Ohio  was  not  a  trunk  line  to  New  York,  still  it  is  a  trunk  line, 
reaching  the  seaboard?  A.  Yes,  and  the  Pennsylvania  Road 
having  given  them  9  per  cent.,  we  then  recognized  their  right 
to  come  in  and  have  a  voice  in  the  making  of  rates  to  that 
extent. 

The  Chairman — Before  you  get  through  will  you  tell  us 
about  the  Pennsylvania  ? 

The  Witness — I  will,  directly ;  the  agreement  which  was 
drawn  at  that  time 

Mr.  Shipman  (interposing) — Finish  New  York  first,  and  come 
to  the  others  afterwards. 

The  Witness  (continuing) — Has  already  been  put  in  evi- 
dence, I  believe,  has  it  not — the  pool  agreement  ? 

Mr.  Shipman — Yes. 

The  Witness — There  is,  therefore,  no  necessity  for  referring 
to  that  beyond  the  fact  that  the  percentages  first  stated  here 
confirm  the  result  as  I  have  announced  jfr  just  now.  At  that 
time,  therefore,  beginning  the  first  of  July,  each  railroad  began 
to  send  in  copies  of  its  way-bills  to  Mr.  Fink,  and  we  then,  for 
the  first  time,  had  reason  to  know  the  extent  to  which  these 
percentages  were  actual  or  approximate.  Immediately  every 
influence  that  had  been  at  work  for  twenty  years  to  break 
down  this  pool — some  of  the  public  press,  some  merchants  at 
both  ends  of  the  line,  the  agents  who  were  contracting,  or  clerks 
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who  thought  that  the  successful  carrying  out  of  the  new  scheme 
■would  wipe  them  out,  every  man  who  had  enjoyed  a  drawback 
for  twenty  yesirs,  and  thought  it  ought  to  be  continued,  went  at 
this  pool  for  the  purpose  of  breaking  it  up.     It  was  stated  in 
all  our  discussions  that  the  probabilities  were  that  the  mer- 
cantile and  western  railroad  interests  would  concentrate  for  the 
purpose,  for  instance,  of  making  the  Erie  Company  believe  that 
the  Central  was  giving  a  private  rebate,  or  that  if  they  concen- 
trated all  their  business  on  the  Baltimore  &  Ohio  Eoad,  which 
received  only  9  per  cent.,  it  would  give  them  20  per  cent.,  and 
that  that  would  establish  a  basis  for  a  new  division,  on  the 
basis  of  20  per  cent.,  and   that  we  would  believe   that  the 
Baltimore  &  Ohio   had   cut  these  rates ;    that  was  all  dis- 
tinctly considered  prior  to  our  going  into  the  pool,  and  an 
arrangement    made    by   the    railroad    companies    that   they 
would  stand  solid  against  that  form  of  concentration  to  the 
extent   that   they  possibly  could.     At  the  beginning  of  this 
system    the    western    railroads    did    not    stop    their    draw- 
backs, because  they  did  not  believe  the  pool  would  stand,  and 
on  my  return  from  Europe  I  had  presented  to  me  positive 
proof    that   a  large  number   of  the  Toledo  firms  had   been 
taken  away   from  us  by   one   ol  the  old  fashioned  cuts  and 
sent    over  another  road ;    I   had    proof   that    a    number  of 
citizens  of  St.  Louis  were  being  paid   the  old  form  of  draw- 
backs, but  we  immediatety  gave  notice  that  we  would  not  par- 
ticipate in  those   drawbacks.     In  varying  amounts,  and  on 
varying  quantities  of  business,  and  at  various  seasons   of  the 
year,  as  the  western  railroads  were  being  influenced  by  the 
lakes  or  rivers,   or  by  one  cause  or  another ;  in  January  or 
February,  when  the  spring  trade  began,  or  in  August  or  July, 
when  the  fall  trade  began — all  these  old  means  were  used  to 
break  up  this  pool ;  and  I  believe  that  during  that  time,  and 
after  a  considerable  amount  of  discussion,  every  one  of  the 
trunk  lines,  after  this  pool  went  into  effect — not  to  a  large 
extent,  however— pro-rated  some  of  these  cuts,  on  the  assur- 
ance of  the  parties  that  it  would  be  the  last.    In  the  pool 
ariangements,   however,  we   all  discussed  the   fact,  that  un- 
less  we  made  aiTaugements,    by  which  the  westbound   bus- 
iness  should   be  divided   among  the  western  roads,   as  well 
as   among  ourselves,  that    it  still    remained    probable  that 
the   merchants  of  St.    Louis   might  concentrate  their  traffic 
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upon  the  Wabash,  and  that  would  make  the  Indianapolis  & 
St.  Louis,  the  Vandalia,  and  the  Ohio  &  Mississippi  roads 
just  as  jealous  as  ever ;  that  the  latter  would  again  commence 
to  cut  to  get  back  their  customer,  who  might  be  a  man  who  had 
stock  in  their  road,  and  the  very  fact  that  he  left  them  was 
proof  that  a  different  rate  was  being  refunded.  All  these  influ- 
ences immediately  began  to  work ;  we  therefore  called  upon 
the  western  roads  to  agree  among  themselves  as  to  the  propor- 
tions in  which  the  business  should  be  sent  by  us  over  their 
lines,  and,  I  think,  a  year  and  a-half  ago  probably  the  state- 
ment was  made  that  these  lines  had  at  last  nearly  all  so 
agreed.  We  then,  as  a  still  further  step  in  these  pools,  un- 
dertook to  keep  the  statistics,  and  rate  the  business  by  the 
different  routes ;  and  if  we  found  that  one  of  the  lines  was 
getting  an  excess  beyond  its  agreed  or  fixed  proportion,  we 
turned  it  over  to  some  road  that  was  getting  less  than  its  pro- 
portion, and  said  to  the  road  that  kept  quiet,  and  didn't  cut : 
"  Now,  keep  still,  you  will  get  your  share  of  the  business  at  full 
rates,  and  don't  cut  the  rates,"  and  in  some  cases  we  succeeded  ; 
in  others  we  did  not ;  some  companies  would  keep  on  doing 
this. 

Q.  Western  companies  ?  A.  Western  companies  alwayS) 
and  then  it  became  necessary  for  us  to  say  to  A  B  of  St. 
Louis,  "  we  will  not  send  your  goods  in  the  way  they  are 
marked,"  and  cases  have  arisen  in  which  the  commissioner 
has  turned  away  from  every  company  over  which  the  goods 
were  originally  directed  at  cut  rates.  For  example,  if  goods 
were  sent  by  the  way  of  New  York  Central,  Canada  Southern) 
and  Wabash  Railroad  to  St.  Louis,  an  order  might  be  issued 
to  the  St.  John's  Park  agency  to  send  these  goods  by  the 
Erie  and  Vandalia ;  so  that  if  the  contracting  railroad  paid 
any  draw  backs,  it  paid  it  without  carrying  the  goods  at  all. 

By  Mr.  Steene  : 

Q.  What  would  be  the  consequence  of  that  ?  A.  In  what 
way? 

Q.  Would  the  party  pay  the  drawbacks  without  carrying 
the  goods  ?  A.  In  some  cases,  undoubtedly,  because  the  mer- 
chant said,  "now,  I  look  to  you,  and  you  must  get  the  business 
overyear  road;  you  have  agreed  to  do  it,  and  if  you  don't 
you  must  pay  anyhow, "  find  they  were  foolish  enough  to  do 
75 
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it;  we  knew  they  were;  and  that  is  the  reason  we  diverted  the 
goods.  "When  the  goods  were  diverted  that  way  the  railroad 
agents  and  consignees  said,  we  must  notify  the  railroad  com- 
pany that  if  they  so  turn  over  our  goods  we  will  hold  them  le- 
gally liable  ;  the  result  was,  that  for  a  long  time  they  gave  us 
goods  under  those  notices  ;  but  we  had  taken  the  precaution 
prior  to  the  formation  of  the  pool,  to  submit  to  counsel  the 
question  as  to  whether  if  we  gave  a  bill  of  lading,  with  a  route 
optional  with  us  instead  of  the  merchant,  we  would  not  fulfil 
all  the  obligations  of  the  agreement  by  sending  them  over  any 
route  that  we  saw  fit,  at  equal  rates  ;  and  such  a  bill  of  lading 
•^Fas  prepared,  which  I  shall  be  happy  to  submit  if  the  Chair- 
man desires,  by  which  we  had  a  right  to  send  the  goods  by 
any  trunk  line,  or  any  one  of  our  connecting  lines.  This  is 
the  condition ;  it  is  very  brief :  "  It  being  expressly  under- 
stood and  agreed,  that  in  consideration  o£  issuing  this  through 
bill  of  lading,  and  guaranteeing  a  through  route,  the  New 
York,  Lake  Erie  &  Western  Kailroad  Company,  reserves  the 
right  to  forward  said  goods  by  any  railroad  line  between  the 
point  of  shipment  and  destination." 

By  Mr.  Shipman  : 

Q.  That  gave  you  the  selection?  A.  That  gave  us  the  selec- 
tion of  the  line.  These  legal  notices,  nevertheless,  came  in,  and 
after  a  conference  it  was  decided  to  pay  no  attention  to  them, 
for  we  believed  we  were  now  four  railroads  united  in  carry- 
ing the  business  of  a  community,  rather  than  each  railroad 
fighting  each  other  railroad,  for  the  benefit  of  each  shipper. 
That  was  the  principle  on  which  we  acted ;  and  I  believe 
as  the  the  result  of  this  trial  (and  it  is  the  greatest  revolution 
that  has  been  accomplished  in  this  country  in  the  railroad 
business  during  twenty-five  years — accomplished  without  law, 
and  accomplished  as  the  result  of  conference  between  the  rail- 
roads) I  do  not  know  to  day  of  a  drawback  being  paid,  of 
any  kind,  upon  any  westbound  through  freight,  in  which  a 
connecting  line  is  involved,  hj  any  of  the  trunk  lines  or  its  cou- 
nection.s ;  we  are  now  making  this  distribution  among  our 
connections;  they  see  that  we  are  intending  to  carry  it  out, 
and  the  gradual  result  will  be  the  withdrawal  of  some  of 
their  New  York  agencies,  in  the  stoppage  of  those  expenses, 
the  permission  tacarry  the  goods  in  any  wav  tha,twill  get  them 
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to  their  destination  soonest  and  best;  but  in  doing  this,  as  the 
pool   indicates,  we  consult  just   as  fully   as  consistent  with 
these  rules  the  wishes  of  the  consignee.    If  at  St.  Louis,  where 
there  are  five   railroads,  any  party  had  any  personal   prefer- 
ences— stockholding  interests,  the  location   of  his  warehouse, 
or   anything  else,  and  he  delivers  his  goods  at  New  York,  with 
directions  that  they  go  by  the  Indianapolis  line,  to  St.  Louis, 
then  in  the  course  of  turning  over  tliis  freight  to  the  Brie,  we 
take  pains  to  send  it  via  Indianapolis  to  St.Louis,  so  that  the 
consignee  will  not  be  inconvenienced ;  but,  believing  that  our 
interests  are  the  first  that  should  be  looked  after,  if  that  ship- 
per, notwithstanding  our  tenders,  combines  with  any  other  road 
to  defeat  our  plans,  and  he  is  cutting  rates,  contrary  to  our 
rights,  he  knows  that  it  is  the  practice  of  two  years  and  a  half 
that  the  bill  of  lading  itself  gives  us  the  right  to  do  it,  and  we  do 
exercise  that  right.     Those  are  the  circumstances  under  which 
this  New  York  pool  was  formed.  Now,  as  all  these  causes  bore 
on  the  increase  or  decrease  of  one  line  or  another,  as  one  con- 
centrated upon  the  Erie,  and  another  on  the  Pennsylvania,  an- 
other on  the  New  York  Central,  and  another  on  the  Baltimore  & 
Ohio — the  Baltimore  &  Ohio  put  on  express  trains  to  carry 
':this  freight  faster  than  they  ever  did  before,  and  the  Penn- 
sylvania Railroad  did   something  else  —of  course  the  propor- 
tions of  this  business  changed  from  one  railroad  to  the  other. 
Q.  You  made  this  remark  :  that  this  revolution  was  one  of 
the  most  striking  and  effective  that  has  been  produced  in  the  last 
twenty-five  years,  was  this  revolution  just  as  much  in  the  interest 
of  the  shipper  as  in  the  interest  of  the  railroad  companies  ?    A, 
We  think  so,beyond  a  doubt ;  we  have  been  repeatedly  told  so, 
and  we  believe  it.  Now,  as  these  causes  influenced  shipments  one 
way  or  the  other,  it  was  found  that  because  of  the  break  of  the 
gauge   of   the    Erie  Railroad  for  example,  dry  goods  would 
prefer    to    go    by   way    of    the    New    York    Central,    while 
sugar,  if  you  please,  which  was  not  as  important  an  article  as 
to  time,    might    continue    to    come    by   the   Brie ;   that   at 
Chicago  the  Erie,  having,  as  we  believe,  the  best  connection 
through  the  Union  Steamboat  Company  in  summer,  carried 
most  of  the   lake   business.     All  these   circumstances  being 
brought  together  and   discussed,  it  was  found  that  the  New 
York  Central  (by  the  actual  statistics  of  Mr.  Fink's  office)  had 
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increased  their  business  in  certain  classes  ;  so  that  they  made 
a  demand  for  aredivision  of  the  tonnage  of  the  pool ;  those  de- 
mands were  discussed  at  very  great  length  and  written  arguments 
were  put  in  upon  all  sides  as  to  a  conditional  award  made  by 
Mr.  Fink  ;  and  it  was  at  last  agreed  on  the  1st  of  March,  1879, 
that  certain  new  percentages  should  take  effect.  Now,  I  wish 
to  call  the  attention  of  the  Committee  to  this  fact,  in  this  con- 
nection ;  that,  had  it  not  been  believed  by  all  the  trunk  lines 
and  their  connections  that  this  was  the  best  way  to  get  a  re- 
division,  the  old  plan  would  probably  have  been  inaugurated  ; 
that  for  two  or  three  months  before  hand  they  would  have 
gone  on  and  covered  the  country  with  contracts,  and  they 
would  then  have  been  prepared  to  grasp  a  large  part  of  the  bus- 
iness ;  and  then  said,  "  If  you  do  not  give  us  a  larger  share> 
do  as  you  please  about  it ;"  but  such  was  not  the  case,  and 
I  regard  it  as  one  of  the  most  striking  answers  to  your  ques- 
tion, that  the  railroad  companies  have  decided  to  abide 
by  such  arbitration. 

By  Mr.  Sterne  : 

Q.  When  you  speak  of  covering  the  country  with  contract?} 
will  you  kindly  explain  if  the  Committee  has  not  already  had 
explained  to  it,  what  you  mean  by  them ;  do  you  mean 
contracts  in  anticipation  of  another  agreement  ?  A.  Anticipa- 
tion of  a  break. 

Q.  Anticipation  of  a  break  to  be  followed  by  a  new  agree- 
ment? A.  I  do  not  think  in  such  a  case  there  would  be  any 
such  talk  ;  the  New  York  Central,  on  the  old  plan,  received 
thirty-three  and  a  third  per  cent,  of  everything  in  each  class  ; 
I  should  say,  however,  to  modify  my  testimony  to  that  effect, 
that  the  California  business  was  regarded  by  itself,  and  each 
company  took  twenty-five  per  cent,  of  the  business.  In 
the  new  division  each  class  was  kept  by  itself,  and  an  award 
made  of  each  class  by  itself ;  I  will  give  you  the  new  percent- 
ages that  have  prevailed  since  the  award  of  the  1st  of  March, 
and  they  dated  back,  I  think,  to  cover  a  period  from  the  1st  of 
September,  1878. 
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Percentages  Taking  Effect  MaeCh  1st,  1879. 


1       1st. 

2d. 

3d. 

4th. 

N.  Y.  C. 

36.2 

42.5 

35.5 

31.8 

Erie. 

30.3 

24.0 

31.0 

34.7 

Penn. 

25.0 

25.0 

25.0 

25.0 

B.  &0. 

8.5 

8.5 

8.5 

8.0 

These  pools,  we  believe,  have  accomplished  a  great  many 
very  valuable  results ;  they  have  stopped  discrimination, 
whether  the  railroad  companies  believed  those  discriminations 
to  have  been  justified,  or  to  have  been  wrong  ;  believing  that 
the  majority  of  those  discriminations  were  wrong,  they  wiped 
out  the  whole  system ;  so  that  everything  now,  whether  of 
large  or  small  volume,  so  far  as  the  trunk  lines  are  concerned, 
get  the  same  price  ;  so  far  as  the  Erie  Company  is  concerned, 
in  other  words,  this  business  is  a  total  volume  for  us  ;  it  goes 
from  our  eastern  point  to  our  western  point  as  a  whole,  and 
then  it  begins  to  scatter,  to  go  over  all  the  railroads  of  the 
west. 


By  the  Chairman  : 

Q.  Do  you  speak  of  anything  less  than  car  lot  shipments  ? 
A.  Anything ;  for,  in  the  aggregate,  it  is  multiples  of  car  lots 
that  we  carry  to  our  termini  under  this  agreement. 

Q.  No  matter  whether  one  or  more  of  these  cars  are  filled 
by  several  shippers  or  not  ?  A.  It  makes  no  difference  ;  we 
regard  it  as  a  total  business,  and  it  all  leaves  for  one  point ; 
now,  we  have  secured  an  absolute  bill  of  lading  and  conditions 
good  via  and  against  all  lines ;  we  have  given  to  every  mer- 
chant in  New  York  three  times  as  many  stations  at  which  he 
can  deliver  his   freight   as   he  had    before,   if  he  chose  one 

road  ;  it  makes  no  difference  to where  they  deliver  their 

property,  we  do  not  care  if  they  deliver  it  to  the  Pennsylvania 
or  Baltimore  &  Ohio ;  we  know  that  when  it  comes  to  the 
monthly,  weekly  or  daily  adjustments,  as  the  commissioner 
may  order,  the  property  or  its  equivalent  will  be  turned  over  to 
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lis ;  and  we  therefore  believe  that  the  merchants  have  better 
facilities  than  they  have  ever  Lad  before. 

By  the  Chaikman  : 

Q.  Suppose  the  property  was  delivered  to  the  New  York 
Cectral,  as  you  said  awhile  ago,  and  it  was  ordered  to  be 
shipped  by  your  route;  there  is  some  charge  for  transfer,  is 
there  not  ?  A.  The  company  to  whom  it  is  transferred  pays 
that ;  if  we  take  freight  from  the  New  York  Central  we  pay 
the  cost  of  transfer. 

Q.  And  this  percentage  is  based  upon  the  actual  carriage  of 
the  goods  themselves  ?  A.  Yes,  so  that  we  have  accomplished 
uniformity  of  classification ;  we  have  accomplished,  we  be- 
lieve, as  far  as  we  can,  the  protection  of  honest  against  dis- 
honest shippers,  as  well  as  of  honest  against  dishonest  railroad 
agents  ;  we  have  distributed  this  freight  among  western  rail- 
roads, and  put  a  stop  to  their  large  losses  by  cuts ;  we  have 
helped  this  whole  quesliou  of  discrimination  as  well  for  the 
Nation  as  for  the  State  ;  because  these  same  difiiculties  which 
your  Committee  are  considering  occurred  between  Indianapolis 
and  St.  Louis  or  Cleveland  and  Cincinnati,  and  I  made  a  com- 
putation to  show  that  in  the  first  year  of  this,  the  increase  of 
earnings  from  the  City  of  New  York  alone,  and  points  taken  at 
New  York  rates,  like  Paterson,  and  assuming  that  all  goods 
started  from  New  York  and  terminated  at  a  point,  averaged, 
as  at  Indianapolis,  the  saving  was  $1,300,000  to  the  railroads; 
in  other  words,  their  increase  of  receipts. 

By  Mr.  Steeke  : 

Q.  By  the  maintenance  of  the  rates  ?  A.  Yes  ;  assuming 
that  Baltimore,  Philadelphia,  Boston  and  New  England,  had 
an  aggregate  business  as  large  as  New  York,  it  would  amount 
to,  roundly  speaking,  $2,500,000  a  year  to  the  railroads  ;  that 
was  the  general  estimate  that  was  made. 

By  Mr.  Shipman  : 

Q.  Right  there  the  question  may  be  asked  :  Was  not  that 
$2,5U0,00j  taken  out  of  the  shippers?  A.  Well,  it  was  in  one, 
sense  ;  and  in  another  the  shippers  had  taken  $50,000,000  out 
of  us  during  the  preceding  twenty  years  or  more. 

Q.  Were  the  shippers  enough  better  served  to  compens';,te 
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for  that?  A.  We  have  been  congratulated  on  every  hand,  not 
once  but  repeatedly,  by  the  shippers  of  every  class — by  every- 
body whose  opinion  was  worth  anything ;  we  might  fiud  a  maa 
complaining  who  formerly  did  business  possibly  upon  a  rail- 
road advantage,  combined  with  some  other  advantage,  and  just 
to  the  extent  to  which  we  cut  it  off  he  had  to  work  harder  in 
legitimate  lines  of  industry  ;  but  the  great  majority  of  interests 
concurred ;  and  in  this  connection,  out  of  the  enormous  num- 
ber of  annual  transactions  of  the  New  York  railroads,  please 
consider  the  small  number  of  complaints  that  have  come  to 
this  Committee.  This  New  York  pool  was  entered  into  by 
the  Erie  Railroad  Company  upon  the  distinct  understanding 
and  statement  by  President  Jewett,  at  the  Brevoort  House, 
that  Philadelphia  and  Baltimore  and  Boston  must  be  pooled ; 
but  New  York  had  a  business,  since  ascertained  to  be  in 
excess  of  all  these  cities  put  together ;  and  as  the  most 
prominent  place,  where  these  evils  had  taken  the  deepest 
root,  those  cities  said :  "  We  cannot  correct  our  evils  until 
you  show  that  you  can  correct  them  in  New  York ;  then 
we  think  we  can."  That  was  argued  as  a  reason  why  we 
should  be  the  first,  and  the  New  York  pool  was  entered  into  and 
proceeded  for  more  than  a  year  and  a  half  before  all  of  the 
elements  that  were  at  work  in  all  these  other  cities  could  be 
harmonized  so  as  to  produce  any  good  results,  the  principal 
difficulty  being  that,  as  for  instance,  at  Boston  the  Grand 
Trunk  Company,  being  an  English  Company,  and  compelled 
to  refer  everything  to  England,  insisted  upqn  conditions  that 
none  of  the  other  trunk  lines  believed  were  tenable ;  and  it  was 
not  until  after  the  Michigan  Central  Railroad  passed  under 
the  control  of  Mr.  Vanderbilt  (or  the  probabilities  were  that 
it  would  do  so)  that  the  Grand  Trunk  came  nearer  to  our 
views.  My  letter  book  shows  letters  that  I  will  not  trouble 
you  to  read,  calling  the  attention  of  the  Commissioner  to  the 
fact  that  certain  elements  were  in  existence  attempting  to  divert 
the  traffic  of  the  country  from  New  York ;  those  letters  called 
attention  to  the  necessity  of  forming  these  pools  at  the  other 
cities,  and  at  last,  at  the  demand  of  the  New  York  railroad?,  I 
think  February  or  March  of  this  year,  it  was  stated  that  we 
Avould  not  permit  longer  delay,  and  we  asked  for  the  imme- 
diate consideration  of  this  question.  A  meeting  was  there- 
fore held  pn   the   I6th  of  April  last,  at  which  were  present 
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Mr.  W.  H.*Vanderbilt  and  Mr.  Clark,  representing  the  New 
York  Central ;  Mr.  Cassatt  and  Mr.  Stewart,  representing  the 
Pennsylvania ;  Mr.  M.  H.  Smith,  General  Freight  Agent  of  the 
Baltimore  &  Ohio;  and  myself;  and  the  following  divisions 
were  proposed  in  the  report :  of  the  trafiBc  from  Philadelphia, 
the  New  York  Central,  7  per  cent.;  the  Erie,  12  per  cent.;  the 
Pennsylvania,  71  per  cent.;  the  Baltimore  &  Ohio,  10  per 
cent.;  of  the  traffic  from  Baltimore,  the  Pennsylvania,  30  per 
Giut  (including  New  York  Central);  the  Baltimore  &  Ohio, 
70  per  cent.;  of  the  traffic  from  Boston  and  New  England,  the 
New  York  Central,  62  per  cent.;  the  Erie,  8  per  cent.;  the 
Pennsylvania,  7  per  cent.;  the  Baltimore  &  Ohio,  5yV  per 
cent.;  and  the  Central  Vermont  and  Grand  Trunk,  17yV  P^i" 
cent. 

By  the^CHAiEMAN : 

Q.  How  does  the  Pennsylvania  Central  get  into  Boston  ? 
A.  By  steamei  from  Philadelphia ;  and  they  now  bring  their 
cars  to  Jersey  City,  cross  the  river,  and  take  them  to  Boston 
by  the  New  York  &  New  England  Eoad. 

Q.  You  have  direct  connections  with  Philadelphia  ?  A.  We 
have  by  way  of  the  Lehigh  and  the  Reading  Roads. 

Q.  And  the  New  York  Central,  how?  A.  By  way  of  the 
Lackawanna,  Beading,  Southern  Central,  and  the  Lehigh 
Valley,  and  the  Northern  Central  from  Canandaigua. 

This  percentage  includes  the  amount  allotted  to  the  Penn- 
sylvania Central  by  both  routes  to  Boston  ;  this  percentage  to 
the  Erie  Railroad  includes  the  business  outside  by  way  of 
ocean,  and  inside  by  way  of  Providence  and  New  London. 

I  desire,  as  further  information  for  the  Committee,  to  read 
the  resolutions  of  the  Trunk  Line  Executive  Committee,  which 
was  held  on  the  lO^h  of  April,  1^79  : 

"  Besolved,  That  without  acceptance  of  the  divisions,  or 
prejudice  to  any  further  argument,  presentation  or  changes  in 
the  same,  and  for  the  sole  purpose  of  regulating  and  maintain- 
ing through  rates,  the  percentage  reported  this  date  by  the 
Commissioner  from  Baltimore,  Philadelphia  and  Boston,  be 
used  temporarily  from  March  1st,  lb79. 

Besolved,  That  the  said  percentages  be  referred  to  the  Board 
of  Arbitration  promptly  upon  its  organization,  and  their  de- 
cision shall  take  effect  as  of  March  1st,  1879,  and  the  divisions 
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of  toDnage  shall  be  revised  as  upon  that  date,  and  that  said 
decision  shall  be  rendered  prior  to  July  1st,  1879. 

Resolved,  That  the  Commissioner  shall  be  furnished  with  all 
necessary  daily  statements  from  Baltimore,  Philadelphia  and 
Boston,  under  the  foregoing  resolutions,  and  shall  report  the 
actual  division  of  tonnage  to  each  of  the  companies  from 
those  cities,  and  generally  to  have  the  same  power  as  to  en- 
forcing all  arrangements  in  detail  as  at  New  York. 

Resolved,  That  no  information  obtained  from  the  reports 
made  after  March  1st,  of  tonnage  from  Boston  and  New  Eng- 
land, Philadelphia  and  Baltimore,  shall  be  presented  to  the 
Board  of  Arbitration  for  their  consideration. 

The  commissioner  explained  to  the  meeting  the  difficulties 
in  maintaining  rates  to  Chicago  and  St.  Louis  on  business  to 
Missouri  river  points,  on  account  of  the  disruption  of  the  South- 
western Railroad  Association,  and  read  circular  No.  146  which 
had  been  issued  by  him  in  order  to  prevent  the  trunk  lines 
becoming  involved  in  the  war  of  rates  west  of  the  Mississippi 
Biver.  The  following  resolution  was  then  passed  unani- 
mously : 

Resolved,  That  the  action  of  the  Commissioner  be  approved, 
and  that  he  be  authorized  to  defeat  any  attempt  by  any  road 
to  involve  the  roads  east  of  St.  Louis  and  Chicago  in  the  war 
of  rates,  by  all  necessary  and  proper  action. 

The  Commissioner  also  read  the  correspondence  had  with  the 
Grand  Trunk,  Canada  Southern,  and  Great  Western  Railways 
on  the  subject  of  maintaining  rates  from  Buffalo  west.  Fur- 
ther action  on  the  subject  was  postponed  until  the  next  meet- 
ing of  the  Executive  Committee.     It  was  then 

Resolved,  That  the  Commissioner  call  a  meeting  of  the  Joint 
Executive  Committee  at  the  office  of  the  Commissioner,  346 
Broadway,  on  Wednesday,  April  23d,  at  11  o'clock  A.  M. 

The  Commissioner  also  laid  before  the  meeting  a  petition  of 
the  St.  Louis  merchants,  complaining  of  the  discrimination 
against  St.  Louis,  and  asking  for  a  change  in  the  tariff.  Owing 
to  the  absence  of  the  General  Traffic  Manager  of  the  New  York 
Central  Railroad,  action  on  this  subject  was  postponed  until  his 
return. 

The  meeting  then  adjourned." 

Q.  It  therQfQPe  eeems  that  tljese  pools  have  been  put  iutg 
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effect  practically,  dating  from  the  1st  of  March,  1876,  so  that 
now  the  westbonnci  business  of  the  seaboard  is  practically  all 
pooled  ?  A.  The  awards  have  not  yet  been  made  by  the 
Board  of  Arbitration  for  various  reasons  :  first,  that  about  that 
time  the  Beading  became  interested  in  the  consolidation  of  its 
property  with  the  Northern  Pennsylvania  EailroacI,  and  de- 
sired to  have  a  representation  upon  the  Executive  Committee 
and  put  their  argument  before  the  Board  ;  that  matter  had  not 
been  until  perhaps  within  a  week  definitely  considered  by  the 
Board  or  by  the  Executive  Committee.  The  issue  was  also 
made  between  the  Baltimore  &  Ohio  and  the  Philadelphia, 
Wilmington  &  Baltimore  Eoad  as  to  which  company  should 
represent  the  line  at  Philadelphia — precisely  the  ground 
raised  by  the  Erie  Company  in  New  York — and  one  after 
another  of  those  causes  have  delayed  it  until  we  are  about 
ready  to  call  for  a  final  adjustment  of  the  percentages;  but 
meantime  we  are  working  under  just  such  a  joint  bill  of 
lading,  under  just  such  detail,  under  just  such  reports  made 
to  the  Commissioner  as  in  New  York,  and  now  for  the  first 
time  in  all  those  cities  we  have  definite  information  and  data 
as  to  the  manner  in  which  the  pools  shall  be  made  from  the 
other  cities,  and  the  percentage  of  total  business  going  from 
each  one  of  those  cities  via  each  trunk  line  route. 

By  Mr.  Steene  : 

Q.  Since  when  has  that  taken  effect  ?  A.  Since  ^the  1st  of 
March,  1879. 

Q.  When  Mr.  Fink  was  before  us  he  stated  that  the  Phila- 
delphia pool  had  not  yet  been  perfected,  and  the  Baltimore 
pool  had  not?  A.  I  have  just  read  the  resolutions  showing 
all  awards  shall  take  effect  as  of  the  1st  of  March,  1879. 

Q.  I  understand,  but  when  was  the  actual  arrangement 
made?  A.  On  the  16th  of  April.  Now,  for  the  information  of 
the  Committee,  if  you  desire  it,  I  just  wish  to  show  you  the 
forms  upon  which  we  are  ordered  to  deliver  or  receive  freight 
through  the  Commissioner's  office. 

(The  witness  exhibited  to  the  Committee  the  forms  of  the 
Commissioner's  report.) 

By  the  Chaieman  : 

Q.  I  wanted  to  ask  what  effect  this  pooling  had  upon  com- 
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petition,  and  if  it  did  not  have  the  effect  to  take  away  the  anxiety 
which  you  otherwise  would  have  to  bring  freight  to  this  City 
you  being  given  the  the  share  of  the  freight— determinate 
share  of  the  freight  that  goes  from  Philadelphia  or  Boston  ? 
A.  This  pool  does  not  pool  or  give  to  us  the  proportion  of  the 
total  business  of  the  seaboard,  and  the  answer  to  that  is  very 
direct  and  simple;  that  first  we  get  but  12  per  cent,  out  of 
Pliiladelphia,  and  3  l^V  per  cent,  out  of  New  York  ;  of  course 
our  interests  all  tend  to  bring  the  biisiness  to  the  City  of  New 
York,  and  we  get  but  8  per  cent,  out  of  Boston,  and  34^^  per 
cent,  out  of  New  York ;  we  have  an  interest  at  New  York  first 
as  Philadelphia  and  Boston,  both,  by  way  of  our  road  are  equiv- 
alent to  but  20  per  cent.,  while  we  get  3i  from  the  City  of  New 
York ;  of  course  our  interests  are  to  bring  business  here ;  in 
other  words,  if  100  pounds  of  freight  is  taken  from  Philadel- 
phia, we  will  get  12  of  it,  if  100  pounds  is  taken  from  Boston, 
we  will  get  8  of  it',  and  if  100  , pounds  is  taken  from  New  York, 
we  will  carry  and  get  paid  for  and  receive  34  pounds ;  we 
therefore  have  an  interest  in  New  York,  in  excess  of  either  of 
those  other  cities. 

By  Mr.  Sterne  : 

Q.  But  if  the  commerce  of  those  cities  ^should  increase, 
your  relative  proportion  there  would  increase  and  decrease 
here  ?  A.  If  there  is  ever  a  condition  of  affairs  by  which  8 
per  cent,  at  Boston  is  equivalent  to  34-j'-5-  per  cent,  at  New 
York,  and  the  freight  then  paid  was  the  same  and  paid  us 
the  same  as  the  rate  from  New  York,  over  our  line  and  we 
did  not  have  to  pay  out  the  cost  of  getting  it  to  New  York, 
which  we  will  always  have  to  do,  and  if  we  did  not  have  to  pay 
the  cost  of  getting  it  from  Philadelphia  to  Waverly,  which  we 
will  always  have  to  do,  and  if  we  did  not  carry  it  over  16(5 
miles  instead  of  422,  then  under  all  these  combined  circum- 
stances, andif  the  magnitude  of  their  business  was  more  thanfive 
times  that  of  New  York,  at  each  one  of  those  cities,  then  the 
contingency  is  so  far  in  the  future  that  it  is  not  worth  discus- 
sion, that  our  interest  may  be  taken  away  from  New  York. 

Q.  That  is  not  what  my  question  directed  your  attention  to 
at  all ;  the  question  is,  whether  if  the  business  of  Philadelphia 
and  the  businfess  of  Baltimore  increased  relative  to  the  busi- 
ness of  New  York  ;  whether  your  percentage  under  those  cir- 
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cumstances  would  not  necessarily  increase  ?  A.  We  get  those 
percentages  of  the  whole  whatever  the  total  may  be. 

Q.  I  understand,  as  at  present,  based  upon  the  business  of 
the  whole  ;  but  should  the  business  of  these  cities  increase, 
you  would  put  in  your  claim  for  larger  percentages  of  that 
business  ?     A.  Should  our  business  increase  ? 

Q.  No,  should  the  business  of  Philadelphia  and  Baltimore, 
compEir(  d  with  New  York,  increase,  you  would  put  in  a  claim 
for  a  la:^ger  pro  rata  than  eight  per  cent,  of  the  combined 
business  of  those  two  cities  ?  A.  I  do  not  see  any  reason  why 
we  should,  unless  we  carried  it  by  way  of  our  railroad. 

Q.  Suppose  you  should  carry  it  by  way  of  your  road — a  very 
largely  increased  traffic  from  Philadelphia  ?  A.  This  is  from 
Philadelphia ;  I  am  speaking  entirely  of  westbound  business. 

Q.  Suppose  the  westbound  business  of  Philadelphia  should, 
double  so  that  the  traffic  upon  your  Waverly  line  should  be 
very  much  larger  than  it  is — say  double  wliat  it  is  now,  say 
three  fold  what  it  is  now — would  not  you  consider  that  the 
basis  of  a  claim  in  consequence  of  the  greater  occupation  of 
your  road  for  a  larger  percentage  ol  the  business  if  you  car- 
ried a  larger  percentage  ?  A.  If  we  carry  a  larger  percen- 
tage, say  double,  we  certainly  are  entitled  to  a  much  larger 
percentage  of  the  increase,  but  if  Philadelphia  increases,  and 
the  increase  all  went  by  way  of  the  Baltimore  &.  Ohio  or  Penn- 
sylvania Eoad  we  certainly  would  have  no  claim. 

Q.  But  should  a  large  proportion  of  your  increase  come  by 
way  of  your  road,  you  would  have  a  claim  for  an  increased 
traffic  ?     A.  Clearly. 

Q.  And  likewise  as  to  Baltimore  ?  A.  And  just  the  same  as 
to  New  York. 

Q.  Now,  this  pooling  arrangement  has  for  practical  effect, 
has  it  not,  making  for  westbound  traffic  all  the  trunk  lines 
from  New  York — those  passing  through  Pennsylvania,  the  one 
passing  through  Maryland,  as  well  as  the  two  passing  through 
New  York — one  rate  for  the  carriage  of  this  business  ^  A. 
Yes. 

Q.  And  are  all  western  bound  points  that  way  ?  A.  All  the 
business,  according  to  the  terms  of  this  contract,  from  or 
through  the  eastern  through  or  to  the  western  termini  of  the 
trunk  lines  is  all  in  these  pools. 

Q.  If  one  road  could  do  all  the  traffic  that  is  thus  pooled, 
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would  not  there  be  an  enormous  economy  for  the  doing  of  that 
business  ?  A.  If  they  could  do  it  at  full  rates,  some  economy, 
but  not  much  ;  but  the  result  would  be  that  an  attempt  to  do 
that  would  knock  the  rates  down  on  all  they  did  carry  in  the 
efforts  of  the  other  roads  to  get  their  shares,  so  that  they  would 
get  less  earnings,  gross  or  net,  out  of  100  per  cent,  than  they 
now  get  on  their  proportion  of  100  per  cent. 

Q.  Do  you  think  that  is  the  practical  effect  of  the  pool? 
A.  Clearly. 

Q.  That  it  gives  to  each  railway  a  fair  remuneration  for  car- 
riage, taking  into  consideration,  also,  its  capital  account  ?  A- 
I  think  that  without  reference,  because  I  never  heard  the  capi- 
tal account  discussed — I  thiuk,  that  taking  into  consideration, 
even  the  fact  that  these  are  return  cars,  as  a  rule,  that  the 
pool  divides  the  business  in  a  fair  adn  equitable  proportion, 
and  by  which  we  are  able  to  maintain  fair  and  equitable  rates. 

Q.  And  the  consequence  is  that  although  the  rates  are  much 
higher  than  they  were  before  the  pool  was  formed,  that  the 
general  business  community  is  better  satisfied  because  of  the 
certainty  of  the  rate  ?  A.  Yes,  and  the  fact  also,  that  the  rates 
under  the  pool  are  very  much  less  than  the  rates  I  read  this 
morning. 

Q.  But  they  are  not  less  than  the  cut  rates  were  ?  A.  Not 
less  than  the  cut  rates  were  at  times. 

Q.  And  they  are  higher  than  the  cut  rates  were  ?  A.  Yes, 
higher  than  the  out  rates  were. 

Q.  Therefore  the  business  community  is  satisfied  to  pay 
higher  rates  for  the  compensation  that  it  has  in  the  certainty  of 
rate,  and  the  consciousness  that  nobody  else  in  the  same  busi- 
ness with  them  gets  a  lower  rate  ?     A.  I  think  so. 

Q.  And  you  think  that  that  method  and  system  of  doing 
business  is  the  proper  one  ?  A.  I  think  so,  on  this  through 
business. 

Q.  And  you  say  you  have  placed  in  that  way  the  through 
traffic  upon  a  sound  business  relation  to  the  country?  A. 
Ws  think  so. 

Q.  Now,  how  can  you  explain  the  fact  that  the  business 
community  is  satisfied  to  pay  higher  rates  than  before  on  out 
rate?  Suppose,  that  I,  as  a  merchant  doing  business  from 
the  City  of  New  York,  was  enabled,  through  the  North  Shore 
Despatch,  to  get  a  cut  rate  of  thirty  cents  a  hundred  tOjChicago, 
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and  now  1  am  required  to  pay  $1.20  on  my  business  ;  why  is  it 
that  I  should  be  satisfied  to  pay  that  difference  ?  A.  Because 
every  intelligent  merchant  that  I  have  ever  heard  talk— and  we  do 
not  care  anything  about  the  opinion  of  those  who  are  not — 
says  that  the  laborer  is  worthy  of  his  hire,  and  they  believe 
that  we  carried  the  business  at  those  cut  rates  for  much  less 
than  it  cost  us,  and  certainly  less  than  it  was  worth  to  them. 
Merchant  after  merchant  has  been  in  my  office  who  told  me 
that  the  carriage  of  his  goods  from  the  Michigan  Central  Rail- 
road in  Chicago  to  the  North-western  Depot,  amounted  to 
more  than  the  rates  from  Buffalo  to  Chicago,  and,  there- 
fore, without  knowing  anything  about  railroading,  there  must 
be  a  loss,  and  sooner  or  later  you  railroads  will  make  us  pay  for 
it  in  some  other  direction,  and  we  would  a  great  deal  rather 
you  would  pool  and  have  your  rates  fixed  so  that  we  may  enter 
into  our  business  calculations  on  reliable  data  in  buying  and 
selling  our  goods  than  to  have  a  fluctuating  tariff  not  knowing 
if  Mr.  B.  across  the  street,  has  got  a  lower  one,  not  knowing 
how  long  it  will  continue,  or  anything  about  it.  We,  therefore, 
believe  that  the  new  rates  are  fair,  and  as  dry  goods  merchants 
have  said  to  me,  what  difference  does  it  make  whether  we  pay 
$1.20  or  $2,  for  if  there  are  600  yards  of  cloth  in  a  box,  and 
80  cents  is  the  difference  on  600  yards,  the  difference  is  so 
small  that  nobody  pays  any  attention  to  it,  and  upon  that 
class  of  goods  we  have  been  repeatedly  told  our  rates  have 
nothing  to  do  with  the  consumption  ;  a  lady  buys  just  as  many 
dresses,  dividing  80  cents  on  600  yards,  as  any  other  way, 
and  while  it  is  a  small  matter  to  her,  it  is  a  very  large  mat- 
ter to  the  railroads  in  their  aggregates,  and  we  hope  that  you 
will  get  what  the  serrvice  is  worth. 

Q.  But  the  main  reason  of  the  satisfaction,  after  all  that 
is  said  and  done,  is  the  fact  that  the  rate  is  certain  ?  A.  I 
think  that  has  a  great  deal  to  do  with  it. 

Q.  It  is  not  the  sentimental  reason  that  you  are  making 
money  out  of  them ;  they  do  not  care  much  about  that  ?  A. 
I  think  they  do. 

Q.  Even  when  they  have  not  any  interest  in  your  stock? 
A.  I  think  that  you  take  all  the  firms  in  Chicago,  with  fifteen  or 
eighteen  railroads  centering  in  that  city,  and  if  the  railroads 
breakdown  or  become  bankrupt,  it  affects  every  merchant  in  the 
City  of  Chicago,  and  they  have  an   interest  in  giving   them 
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good  prices  and  in  keeping  up  the  payment  of  interest  and 
dividends. 

Q.  Do  you  think  that  the  merchants  of  Boston  are  sorely 
affected  by  the  fact  that  the  Grand  Trunk  Eailway  does  not 
pay  any  dividend  to  the  stockhoklers?  A.  The  Grand  Trunk 
Eailway  does  not  run  to  Boston  ;  I  think  the  citizens  of  Mon- 
treal are,  and  I  know  they  are. 

Q.  Does  the  Grand  Trunk  Eailway  make  the  rates  from 
Boston  ?  A.  No  ;  the  Vermont  Central  makes  them. 

Q.  They  are  in  affihation  and  harmony?  A.  They  make 
them  in  concert. 

Q.  Then,  practically,  it  is  the  Grand  Trunk  you  consider  in 
Boston,  is  it  not  ?  A.  No,  we  always  consider  the  Yermont 
Central. 

Q.  Of  course,  you  technically  consider  the  Vermont  Central  ? 
A.  I  mean  -we  actually  consider  them ;  they  are  present  at  the 
meetings  and  they  have  a  voice. 

Q.  And  the  Grand  Trunk  does  not  ?  A.  They  have  also, 
just  as  the  Lake  Shore  has. 

LI.  That  arises  from  the  fact  that  they  rule  the  Boston  rate  ? 
A.  The  two  combined  rule  the  Boston  rate. 

Q.  Do  you  think  that  the  Boston  merchant  is  very  much 
affected  sentimentally  upon  the  subject  that  the  stockholders 
of  the  Grand  Trunk  get  no  dividends  ?  A.  They  are  very  much 
affected  because  the  Central  Vermont  does  not. 

Q.  Is  it  not  a  matter  of  fact  that  in  consequence  of  the  non- 
payment of  dividends  on  those  roads,  that  those  roads  have 
been  enabled  to  enter  into  more  active  competition  with  you 
for  Boston  freight?  A.  I  think,  Mr.  Chairman,  that  is  the 
most  extraordinary  fallacy  I  have  heard  argued  before  this 
Committee — that  because  a  railroad  is  bankrupt,  it  can  carry 
property  cheaper  than  when  it  is  not. 

Q.  Does  it  not  in  fact?  A.  Never  in  any  case  within 
my  knowledge,  except  for  some  other  reason  than  because 
they  are  bankrupt ;  and  I  desire  right  here  to  say  that  any 
railroad  officer  working  for  a  bankrupt  company,  the  very 
name  of  which  presupposes  that  they  are  at  work  to  resusci- 
tate it,  and  to  recapitalize  it,  who  would  use  that  bankruptcy 
and  misfortune  to  plunge  it  into  still  further  bankruptcy  and 
still  further  misfortune, ^ought  to  be  kicked  out  at  once,  and  I 
know  of  no  such  ease  in  the  management  o? 'railroads  in  this 
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country.  I  have  been  upon  the  Erie  Eailroad  during  its  bank- 
ruptcy, during  which  we  have  been  compelled  to  take  cognizance 
of  some  of  the  largest  questions  that  ever  came  before  us — 
the  most  important  contracts  for  power,  for  cars,  for  transpor- 
tation and  for  other  interests — and  at  no  time  during  the  history 
of  my  connection  with  the  railroad,  were  sabjects  so  carefully 
considered,  and  so  thoroughly  weighed  as  when  we  were  bank- 
rupt, and  knew  that  a  Referee  of  the  courts  stood  there  to 
look  at  everything,  as  a  matter  of  supervision  to  know  that  we 
rendered  a  true  and  just  account  of  all  those  transactions 
in  every  sense.  We  knew,  too,  that  those  contracts  would  be 
taken  up  by  our  successors,  and  that  they  would  be  criticized, 
and  we  knew  we  were  making  them  for  the  solvent  and  not  the 
insolvent  condition  of  the  road,  and  that  we  could  not  get 
one  cent  more  in  rates  because  we  were  bankrupt,  and  we 
did  not  carry  for  one  cent  cent  less  because  we  were  bank- 
rupt ;  I  therefore  disagree  entirely,  as  the  only  witness,  I 
believe,  that  has  had,  prominent  connection  with  a  bankrupt 
road,  during  its  organization,  from  everybody,  and  all  the  testi- 
mony that  has  been  offered  here  contrary  to  this  view. 

The  Chaieman — We  have  had  considerable  testimony  tending 
to  show  that ;  I  think  that  Mr.  Fink  stated  that  expressly  in 
his  testimony,  and  Mr.  Garrett  states  it  in  his  essays. 

Q.  Then  both  Mr.  Vanderbilt  and  Mr.  Fink  are  wrong  on 
that  point  ?     A.  Very  clearly  wrong,  in  my  judgment. 

Q.  And  Mr.  Depew,  who,  although  he  has  not  testified,  has 
speechified  at  different  times  to  us,  is  also  wrong  on  that  point? 
A.  If  he  holds  such  views  as  that,  he  is  wrong  in  my  judg- 
ment. 

Q.  You  fiud  now  more  satisfaction  expressed  by  those  who 
had  cut  rates  previously  or  special  rates,  by  reason  of  the  gen- 
eral maintainance  of  the  rate  on  your  westbound  freight?  A. 
The  great  majority. 

Q.  Do  you  come  in  contact  with  people  who  have  had  spe- 
cial advantages,  and  special  rates  and  low  rates  in  consequence 
of  the  demoralization  of  rates,  who  have  expressed  their  satis- 
faction at  this  maintainance  of  the  rate  now?  A.  A  groat 
many  at  different  times. 

Q.  And  they  are  content  to  pay  a  higher  rate,  rather  than  a 
demoralized  lower  rate  ?     A.  They  so  tell  me. 

Q,  Yqvl  stated  in  answer  to  Judge  Sbipmao,  that  this  higb, 
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rate  gives  satisfaction  to  the  community  ;  you  belioTe  that  the 
community  is  benefited,  by  the  certainty  of  the  rate?  A 
I  do. 

Q.  To  compensate  them  for  this  million  or  two  which  they 
pay  lor  the  higher  rate  ?  A.   Yes. 

Q.  This  system  has  prevailed  for  two  years,  you  say?  A. 
Two  years  and  four  months  about. 

Q.  And  do  you  share  Col.  Fink's  opinion  that  this  system, 
will  ultimately  replace,  or  rather  take  the  place  of  competition 
throughout  the  United  States  ?     A.  I  do. 

Q.  So  that  substantially,  all  the  railroads  of  this  country 
will,  in  so  far  as  traffic  carriage  eastward  and  westward  ^ound, 
be  as  one  road  ?     A.  I  do  not  think  it  will  ever  be  one  road. 

Q.  I  do  not  speak  as  to  one  railroad  as  to  management,  but 
as  one  railroad  as  to  the  rate  of  carriage,  and  as  to  the  divi- 
sion of  the  traffic.  A.  The  public  will  know  this  vast  aggrega- 
tion of  railroads  as  one  interest,  carrying  their  business. 

Q.  And  this  vast  interest  represents  some  four  or  five  thous- 
and millions  of  dollars  now,  don't  it  ?  A.  I  believe  it  does, 
but  be  it  more  or  be  it  less,  they  are  limited  in  all  their  charges 
by  the  lakes  and  rivers  alongside  of  them,  that  don't  cost  a  cent 
— the  lakes  and  the  canals  and  rivers. 

Q.  But  the  lake  is  substantially  frozen  over  in  winter,  as  the 
canal  is  Irozen  over?  A.  But  if  we  make  the  rates  too  high 
in  the  fall,  they  will  hold  freights  until  spring,  and  we  are  great 
losers  by  it ;  it  is  just  as  absolute  in  its  control  in  the  win- 
ter, as  it  is  in  the  summer. 

Q.  That  is  as  to  through  traffic  ?  A.  That  is  as  to  through 
traffic. 

Q.  That  would  not  affect  in  the  least,  your  traffic  between 
Elmira  and  Binghamton?  A.  Probably  not,  except  as  every 
railroad  officer  requires  that  all  his  local  business  bear  some 
just  relation  to  the  through  business. 

Q.  If  there  is  a  large  quantity  of  goods  which  must  neces- 
sarily go  forward  from  time  to  time — which  cannot  wait  for 
the  opening  of  canal  navigation — as  to  that,  the  railroads  are 
the  absolute  masters  ?  A.  It  is  very  difficult  to  answer  these 
hypothetical  questions. 

Q.  Isn't  it  true  that  there  is  a  large  quantity  of  goods  that 
must  be  shipped — from  your  knowledge  of  the  business — which 
must  be  shipped,  and  cannot  wait  from  November  to  May — 
77 
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for  six  months?  A.  Absolutely  true;  it  is  also  absolutely 
true  that  during  that  entire  period  last  winter,  when  the  New 
York  roads  had  this  at  their  command,  they  never  raised  the 
westbound  rates  one  mill. 

By  Mr.  Shipman  : 

Q.  Don't  those  goods  which  have  to  go — that  require  such 
immediate  despatch — don't  they  go  by  all  rail  any  way, 
winter  or  summer  ?  A.  Always  ;  and  we  did  not  raise  our 
freight  rates  westbound,  and  we  have  not  for  six  years. 

By  Mr.  Steene  : 

Q.  But  you  couldn't ;  you  were  bound  by  this  agreement  ? 
A.  Not  at  all ;  it  does  not  bind  us  as  to  the  rates  we  are  to 
charge. 

Q.  You  have  command  simply  as  to  the  rates  ?  A.  In  what 
respect  ? 

Q.  As  to  your  through  traffic ;  Col.  Fink  has  offered  in  evi- 
dence  A.   As  to  the  precise  rate  per  one  hundred  pounds 

that  shall  be  charged  ? 

The  Chairman — That  they  shall  all  charge  the  same  rates. 

Q.  Of  course,  they  can  agree  among  themselves  ?     A.  That 
is  what  I  say  ;  but,  of  course,  you  must  do  that  by  concurrent, 
agreement. 

Q.  And  you  agree  to  charge  like  rates  with  every  other  com- 
pany ?    A.  Yes,  sir. 

Q.  There,  for  instance,  is  the  Baltimore  <fe  Ohio  ;  you  are 
bound  to  agree  with  them  as  to  the  through  rate,  are  not  you  ? 
A.  Yes,  sir ;  a  vote  is  taken  by  the  Executive  Committee. 

Q.  When  the  vote  is  taken  in  that  Executive  Committee, 
must  it  be  unanimous  ?     A.  Practically  so. 

Q.  Now,  isn't  there  some  arrangement  or  agreement  about 
that ;  I  would  like  to  know  ?     A.  None  whatever. 

Q.  Does  the  majority  govern  the  minority?    A.  No. 

Q.  Therefore,  if  any  one  stands  out,  that  one  can  secede 
from  the  arrangement  ?  A.  Clearly  ;  if  Mr.  Butter,  represent- 
ing 1  he  Lake  Shore  and  New  York  Central,  stood  out,  there 
could  be  no  changes  in  rates. 

Q.  And  likewise  as  to  the  decline  in  rates  ?  A.  No ;  any- 
body can  reduce. 

Q.  Notwithstanding  the  agreement  ?    A.  There  is  no  agree- 
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toent,  I  say,  except  as  to  the  manner  in  which  the  business 
shall  be  done  ;  there  is  no  agreement  on  rates;  there  is  an 
agreement  as  to  how  those  votes  shall  be  taken  in  doing  the 
business,  but  beyond  that  nothing  to  my  recollection. 

By  the  Chaikman  : 

Q.  You  cannot  reduce  the  rates  without  giving  a  certain 
specified  notice  ?  A.  We  cannot  advance  the  rates  under  the 
new  rule  until  we  give  ten  days'  notice  ;  we  may  reduce  them 
on  one  day's  notice  ;  for  example,  Mi\  Chairman,  I  wish  to  call 
atten  tion  to  the  fact  that  wheat  in  the  last  three  weeks  has 
advanced  25  cents  a  bushel,  and  during  that  time  our  rates 
"have  advanced  three  cents  a  bushel. 

Q.  You  think  it  might  have  borne  more?  A.  I  think  it 
might  have  borne  more,  and  it  ought  to  have  borne  more. 

By  Mr.  Sterne  : 

Q.  Then  the  only  other  agreement  in  relation  to  this  pool- 
ing is  the  agreed  discriminations  between  the  cities — be- 
tween the  seaboard  cities  ?     A.  To  that  agreement 

Q.  No,  no  ?    A.  That  agreement  stands  by  itself. 

Q.  The  pooling  agreement  stands  by  itself  as  to  the  differ- 
ences, then  the  only  other  agreement  is  the  agreement  as  to  the 
agreed  discriminations  as  to  the  cities  ?  A.  Not  discrimina- 
tions— the  differences. 

Q.  Were  you  a  party  to  this  memorandum  of  agreement 
which  was  made  on  the  5th  of  April,  1877  ?  A.  Which  one  is 
it? 

Q.  The  agreed  differences  of  rate  ?  A.  I  think  I  was  pres- 
ent at  the  time  ;  I  will  take  that  up  under  an  entirely  different 
head,  and  explain  the  whole  matter. 

Q.  You  spoke  of  western  railways ;  can  you  give  us  the 
names  of  those  western  railways  that  you  spoke  of  ?  A.  As 
what  ? 

Q.  Were  they  the  same  railways  which  joined  in  the  agree- 
ment to  discontinue  the  special  contract  business  ? 

By  the  Chairman  : 

Q.  There  were  twenty-six  railroads  ?  A.  I  think  so  ;  I  think 
the  number  of  railroads  represented  upon  the  Executive  Com- 
mittee was  at  our  last  meeting  somewhat  enlarged — three  or 
fou]-. 
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By  Mr.  Sterne  : 

Q.  Will  you  cast  your  eye  over  these  minutes,  beginning  on 
September  23d,  1879 — of  your  Executive  Committee,  and  tell 
me  whether  these  are  the  railways  that  are  represented  in 
your  Executive  Committee  (handing  witness  pamphlet)  ?  A.  I 
believe  they  are ;  but  I  desire,  on  page  51  of  this  memoran- 
dum, to  call  your  attention  to  another  statement :  "  At  the 
last  meeting  I  was  directed  to  notify  other  western  roads  not 
yet  represented  on  the  Joint  Executive  Committee  to  become 
members  of  jthe  same.  Twenty-eight  roads  were  specially 
written  to,  calling  attention  to  the  organization,  but  only  seven 
of  the  roads  have  declared  their  intention  to  become  members. 
Four  companies  answered  that  they  had  not  sufficient  interest 
in  the  action  of  the  committee  to  make  it  desirable  for  them 
to  become  members,  and  the  other  roads  have  not  been  heard 
from.  The  companies  who  have  become  members  are  tbe  fol- 
lowing :  Illinois ;  Midland  ;  Boston  &  Albany ;  Chicago,  Bur- 
lington &  Quincy ;  Louisville,  Cincinnati  &  Lexington ; 
Lafayette,  Cincinnati  &  Lafayette,  Philadelphia;  Western 
&  Baltimore ;  Indiana,  Bloomington  and  Western." 

Q.  Those  are  the  additional  roads  to  the  26  ?  A.  To  the 
28 ;  with  that  exception  I  believe  that  is  right. 

Q.  Were  you  present  when  it  was  determined,  as  is  here 
indicated  on  page  60,  "  that  no  verbal  or  written  contracts  or 
understandings  will  hereafter  be  made  or  recognized  at  any 
variation,  direct  or  indirect,  from  the  agreed  tariffs  in  ratesi 
weights,  quantities,  or  duration  upon  any  business  which  comes 
under  the  organization  and  control  of  any  of  the  roads  repre- 
sented in  the  Joint  Executive  Committee,  or  such  other  con- 
necting roads  as  will  make  themselves  parties  to  this  agree- 
meat"?  A.  I  may  not  have  been  present;  but  I  wrote  that 
resolution. 

Q.  You  believe  that  was  good  railroad  policy,  as  there  ex- 
pressed?    A.  I  do. 

Q.  And  you  were  pleased  of  course,  having  written  the  res- 
olution, that  that  was  passed  ?  A.  I  was,  on  this  through 
business. 

Q.  Then  the  further  resolution  :  "That  if  any  railway  or 
fast  freight  line  or  agent  has  reason  to  believe  that  any  rival 
has  made  or  offered  any  rates  or  inducements  inconsistent 
with  the  next  foregoing  resolution,  they   hereby  bind   them- 
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selves  not  to  make  or  share  any  similar  or  other  concession, 
but  will  present  their  complaints  to  and  await  the  definite  and 
final  action  of  the  Chairman  of  this  Committee,  or  the  Board 
of  Arbitration"  ?  A.  I  wrote  that  resolution,  and  was  equally 
plensed. 

Q.  And  was  equally  pleased  at  its  adoption  ?     A.  Yes. 

Q.  And  you  think  that  that  represented  a  good  railway 
policy  ?     A.  On  that  through  business,  decidedly. 

Q.  There  is  another  resolution  by  which,  on  Thursday,  Sep- 
tember 25th,  it  was  agreed  that  "  the  companies'  who  had  un- 
der consideration  the  abrogation  of  contracts,  reported  that 
they  would  abrogate  all  their  contracts  after  October  1st,  with 
the  distinct  understanding,  however,  that  on  and  after  October 
1st,  there  will  not  be  in  existence  by  any  other  competing 
lines,  any  contracts  for  the  transportation  of  property  of  any 
kind  whatever ;"  do  you  remember  such  a  resolution  ?  A.  I 
do. 

Q.  Did  you  draw  that  too  7     A.  I  did  not. 

Q.  Did  you  acquiesce  in  the  policy  of  its  adoption  ?  A.  I 
did. 

Q.  And  did  you  abrogate  contracts  in  conformity  therewith 
which  were  in  operation  on  October  1st,  and  had  still  to  run? 
A.  I  think  it  was  shown  that  the  Erie  Company  had  no  con- 
tracts ;  if  we  had  had  any  we  would  have  abrogated  them. 

Q.  Therefore,  from  thenceforth — from  the  1st  of  October  of 
this  year — it  was  generally  agreed  by  the  trunk  lines  and  all 
the  lines  that  formed  this  pool  that  special  contracts  would 
be  thenceforward  abandoned?  A.  All  on  that  through  busi- 
ness entirely. 

Q.  And  did  you  gentlemen  come  to  the  conclusion  that  that 
was  sound  and  good  railway  policy?     A.  Yes;  years  ago. 

Q.  But  you  never  put  it  into  the  shape  of  a  resolution  be- 
fore this,  did  you  ?     A.  Twenty  times,  I  suppose. 

Q.  But  I  mean  in  the  shape  of  a  resolution  that  was  likely 
to  be  carried  into  effect  ?  A.  It  was  not  carried  into  effect ; 
we  thought  it  was  likely. 

Q.  You  believe  this  resolution  will  stand?  A.  This  resolu- 
tion has  back  of  it  what  it  never  had  before — a  Board  ot  Arbi- 
tration ;  I  therefore  believe  that  it  will  stand. 

Q.  Therefore  you  believe  it  will  stand,  and  you  believe  firmly 
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that  this  standing  will  inure  to  the  benefit  of  both  shipper  and 
railway?     A.  I  do. 

By  Mr.  Shipman  ; 

Q.  The  rates  from  the  various  seaboard  cities  westward  on 
western  bound  freight  formerly  were  very  different  from  what 
they  are  now,  were  they  not  ?     A.  Very  different. 

Q.  I  wish  you  would  explain  to  the  Committee  exactly  the 
difference  of  those  rates;  I  am  speaking  about  westbound 
through  freights. 

Mr.  Stebne — Will  you  waive  your  question  for  a  moment ;  I 
want  to  ask  Mr.  Blanchard  a  question  which  he  can  answer  in- 
stantly. 

By  Mr.  Sterne  : 

Q.  What  proportion  of  your  cars  go  empty  westbound  as 
compared  with  the  east?  A.  I  will  give  you  that- before  I  get 
through. 

By  Mr.  Shipman  : 

Q.  Tuu  got  my  question  ?  A.  I  think  so ;  you  referred  to 
the  difference  between  the  seaboard  cities  of  the  [through  rates 
from  each. 

Q.  The  difference  between  rates  from  the  seaboard  cities  in 
westward  bound  now  and  what  they  were  formerly?  A.  Prior 
to  1875  the  westbound  through  rates  were  made  ten  cents  on 
first  class,  ten  on  seeond,Sten  on  third,  eight  on  fourth,  and  five 
cents  on  fifth  class,  less  from  Philadelphia  than  the  same  classes 
were  charged  at  from  New  York  ;  at  the  same  time  the  Balti- 
more differences  were  under  New  York  twenty-five  cents  on 
first  class,  twenty  cents  on  second,  fifteen  on  third,  ten  on 
fourth  and  ten  on  special. 

Q.  Were  they  that  amount  lower?  A.  That  amount  lower  on 
each  class  per  hundred  pounds  than  the  rates  from  New  York.  As 
to  Chicago  and  the  northwest,  from  Baltimore  they  were  fifteen 
on  first  class,  ten  on  second,  ten  on  third,  eight  on  fourth,  and 
five  on  special ;  and  I  here  wish  to  say  that  while  upon  the 
Baltimore  &  Ohio  Railroad  I  paid  no  attention  whatever  to 
these  differences,  but  on  many  classes  of  dry  goods  made  the 
difference  fifty  cents  a  hundred  under  New  York,  or  whatever 
we  could  get ;  we  had  no  schedule  of  differences,  and  we  had 
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no  rule  of  differences  established,  but  when  we  got  the  tariff  of 
the  New  York  roads  wo  simply  sat  down  and  made  our  rates 
what  we  pleased  ;  because  there  was  no  agreement  and  no  con- 
dition to  the  contrary.  I  came  to  New  York  at  different  times 
while  I  was  connected  with  the  Baltimore  &  Ohio  Railroad,  and 
demanded  of  the  New  York  roads  a  percentage  difference 
based  upon  mileage,  because  I  believed  at  that  time  that 
the  Baltimore  &  Ohio  Eailroad  was  entitled  to  it,  and  as  far 
back  as  prior  to  1B72, 1  was  in  every  case  resisted  in  that  de- 
mand by  every  one  of  the  New  York  railroads.  In  the  spring 
of  1875  it  was  arranged  that  to  points  on  and  north  of  the 
Fort  "Wayne  Road  the  difference  in  favor  of  Philadelphia 
should  bear  a  percentage  of  difference  instead  of  a  fixed  dif- 
ference, and  Philadelphia  was  allowed  nine  per  cent,  less  than 
New  York,  which  upon  a  dollar  rate  would  be  nine  cents,  and 
Baltimore  thirteen  per  cent. ;  south  of  the  Fort  Wayne  Rail- 
road, where  the  advantage  of  distance  was  greater  by  way  of 
Penusylvania,  Philadelphia  had  an  allowance  of  ten  per  cent., 
and  Baltimore  fourteen  per  cent..  This  continued  until  the 
agreement  of  the  5th  of  April,  1877,  for  the  adjustment  of  the 
differences  between  the  seaboard  cities  ;  has  this  been  put  in 
before  ? 

Mr.  Steene — That  has  not  been  put  in. 

The  Witness  —Then  I  would  like  to  put  in  this  agreement ; 
and  as  it  has  not  been  put  in  before  I  would  like  to  call  atten- 
tion to  the  basis  upon  which  this  matter  was  discussed  : 

"  Memorandum  of  agreement  made  this  5th  day  of  April,  A. 
D.  1877,  between  the  New  York  Central  &  Hudson  River 
Railroad  Company,  the  Erie  Railway  Company,  by  H.  J.  Jew- 
ett,  Receiver,  the  Pennsylvania  Railroad  Company,  and  the 
Baltimore  &  Ohio  Eailroad  Company,  witnesseth  : 

"To  avoid  all  future  misunderstanding  in  respect  to  the  geo- 
graphical advantages  or  disadvantages  of  the  cities  of  Balti- 
more, Philadelphia  and  New  York,  as  effected  by  rail  and 
ocean  transportation,  and  with  the  view  of  effecting  an  equal- 
ization of  the  aggregate  cost  of  rail  and  ocean  transportation 
between  all  competitive  points  in  the  west,  northwest,  and 
southwest,  and  all  domestic  or  foreign  ports  reached  through 
the  above  cities  ;  it  is  agreed, 

"First. — That  in  lieu  of  the  percentage  differences  heretofore 
agreed  upon,  there  shall  be  fixed  differences  upon  the  rates  on 
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all  eastbound  traflBc  from  all  competitive  points  beyond  the 
western  terminus  of  the  trunk  lines,  whether  on  freight  ship- 
ped for  local  consumption,  or  shipped  locally  and  afterward 
exported  or  shipped  for  direct  export.  These  differences  shall 
be  as  follows  : 

"  Three  (3)  cents  less  per  hundred  to  Baltimore,  and  two  (2) 
cents  less  per  hundred  to  Philadelphia  than  the  agreed  rates 
established  from  time  to  time  to  New  York,  and  all  such  traffic 
shall  be  billed  at  the  rate  thus  fixed,  and  no  export  or  other 
drawback  shall  be  paid  thereon  ;  it  being  further  agreed  that 
the  cost  to  the  shipper  of  delivering  grain  at  each  port  from  the 
terminus  of  each  of  the  roads  to  the  vessel  in  which  it  is  ex- 
ported, as  well  as  the  number  of  days  free  storage  allowed 
thereon,  shall  be  the  same. 

"  Second. — That  the  rales  to  Boston  shall  at  no  time  be  less 
than  those  to  New  York  on  domestic  or  foreign  freights. 

"  Third. — Should  rail  and  ocean  steam  through  bills  of  lading 
be  issued,  neither  of  the  parties  hereto  will  accept  as  its  pro- 
portion less  than  its  current  local  rates  to  its  seaboard  termini  ; 
but  no  joint  rail  and  ocean  sail  bills  of  lading  shall  be  given  or 
recognized  by  the  parties  hereto. 

"  Fourth. — That  on  all  westbound  traffic  passing  over  the 
roads  of  the  parties  hereto  from  competitive  points  at  or  east 
of  tiieir  respective  eastern  termini,  to  all  competitive  points 
west,  northwest,  or  southwest  of  their  western  termini,  the  dif- 
ferences in  rates  from  Baltimore  and  Philadelphia  below  New 
York,  shall  on  third  class,  fourth  class  and  special,  be  the  same 
as  the  differences  fixed  on  eastbound  business  and  on  first  and 
second  classes  eight  (8)  cents  less  per  hundred  from  Baltimore 
and  six  (6)  cents  less  per  hundred  from  Philadelphia  than  the 
agreed  rates  from  New  York,  and  that  after  existing  contracts 
governing  foreign  business  can  be  terminated,  neither  of  the 
parties  hereto  will  accept  as  its  proportion  of  the  through 
ocean  steam  and  rail  rates,  less  than  the  established  local  rates. 

"Fi/th. — All  agreements  inconsistent  herewith  are  hereby  an- 
nulled. 

"  In  witness  whereof,  the  parties  hereto  have  affixed  their  sig- 
natures the  day  and  year  aforesaid  to  this  agreement,  which  is 
intended  to  be  permanent,  but  if  either  party  desires  modifica- 
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tion,  three  months  notice  must  be  given  of  such  desire,  said 
modification  to  be  made  by  mutual  agreement. 
(Signed.) 
New  York  Central  &  Hudson  Eiveb  Eaileoad  Company,  by 

W.  H.  VANDERBILT, 

Vice-Fresident. 
The  Erie  Eailway  Company,  by 

H.  J.  JEWETT, 

Beceiver. 
The  Pennsylyania  Railroad  Company,  by 

THOMAS  A.  SCOTT, 

Fresident. 
The  Baltimore  &  Ohio  Railroad  Company,  by 

JOHN  W.  GAERETT, 

President." 
It  is  therefore  to  be  seen  that  the  differences  were  intended 
to  be  based  not  upon  the  relative  locations  of  the  cities  them- 
selves— with  reference  to  their  local  business — believing  that  it 
made  not  so  much  difference  upon  the  business  originating  at 
these  points  as  it  did  upon  the  competitive  idea,  that  the  start- 
ing point  was  Liverpool  and  the  terminating  point  was  Chi- 
cago, and  in  just  the  same  way  that  a  passenger  can  travel  by 
thirty  or  forty  different^varieties  of  intermediate  routes  between 
Chicago  and  New  York,  and  whether  they  differed  or  not  in  dis- 
tance,that  the  fare  shall  nevertheless  be  the  same.  That  same 
idea  was  introduced  into  the  making  of  these  rates  in  this  way. 
In  1859 — the  rates  westbound  from  Boston  had  been  made 
the  same  as  from  New  York — prior  to  the  connection,  I  be- 
lieve, of  any  of  the  present  general  ofScers,  or  any  of  the  pres- 
ent trunk  lines — possibly  with  the  exception  of  Mr.  Garrett 
of  the  Baltimore  &  Ohio  Railroad,  who  may  be  alone  able  to 
explain  it.  These  differences  below  New  York  were  then  also 
based  upon  certain  other  considerations  urged  by  oar  rivals  ; 
first,  that  the  lighterage  ^.r  terminal  services  performed  at 
New  York  was  so  much  as  to  justify  some  difference  in 
consideration  of  it;  in  other  words,  if  the  Baltimore  &  Ohio 
Eailroad  received  freight  only  at  its  station  in  Baltimore,  and 
the  Pennsylvauia  Railroad  received  freight  only  at  its  sta- 
tion at  Philadelphia,  and  we  received  freight  only  at  our 
station  in  Jersey  City,  which  is  the  end  of  our  railroad,  and 
the  rates  were  the  same  from  all  those  points,  and  we  paid  out 
78 
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three  cents  per  one  hundred  pounds  for  the  actual  carriage 
of  the  goods  to  Jersey  City,  that  would  be  carrying  the  goods 
from  Jersey  City  to  Chicago  for  three  cents  per  one  hundred 
pounds  less  than  the  goods  were  carried  from  Philadelphia 
to  Chicago  from  the  stations  of  the  Pennsylvania  Railroad  in 
Philadelphia. 

By  Mr.  Sterne  : 

Q.  I  don't  see  how  that  is  clear  at  all  ?  A.  Well,  ask  me 
any  question  and  I  will  explain  it. 

Q.  I  mean  taking  the  merchant's  point  of  view ;  how  would 
you  be  carrying  for  less ;  you  would  be  getting  less  so  far  as 
your  total  of  the  whole  rate  is  concerned  from  a  railroad  com- 
pany's view  ;  you  look  at  it  from  the  merchant's  point  of  view ; 
whether  he  pays  you  or  a  lighterage  company  or  raihoad  com- 
pany or  steamboat  company  on  the  lake  it  clearly  can  make  no 
difference  to  him  as  to  the  whole  rate  ?  A.  I  am  stating  the 
fact  precisely  as  it  exists ;  Camden,  opposite  Philndelphia, 
is  precisely  like  New  York  opposite  Jersey  City  ;  if  a  man  in 
Camden  has  any  goods  to  ship  by  the  Pennsylvania  Koad  at 
these  tariff  rates,  the  tariff  rates  do  not  include  transportation 
from  Camden  to  Philadelphia. 

Q.  I  know ;  but  Camden  is  not  the  commercial  point  and 
Philadelphia  is  ?     A.  That  has  nothing  to  do  with  it. 

Q.  It  has  nothing  to  do  with  it  so  far  as  you,  as  a  railway, 
are  concerned  ?  A.  I  had  rather  not  be  interrupted,  if  you 
will  permit  me  to  go  on,  and  cross-examine  me  afterwards. 

Q.  I  would  not  have  done  so,  but  that  you  were  perfectly 
willing  to  explain?  A.  I  see  the  direction  it  is  taking,  and  I 
would  rather  state  the  case,  and  let  you  cross-examine  me. 
If  the  rates  were  made  from  Jersey  City  in  this  way,  or 
what  amounts  to  precisely  the  same  thing,  if  the  rail- 
roads pay  out  of  their  treasury  at  New  York,  an  amount  that 
the  citizen  or  merchant  pays  at  Philadelphia  or  Baltimore,  it 
is  perfectly  clear  that  we  would  be  carrying  from  Jersey  City 
at  three  cents  a.  hundred  less.  It  may  be  right  that  we  do 
it,  but  it  costs  us  just  that  much.  Now  tho  difference  between 
New  York  and  Philadelphia  is  two  cents,  and  out  of  ivhicli 
the  Pennsylvania  Road  has  to  pay  nothing  from  Philadelphia, 
because  the  property  is  delivered  at  their  stations.  Now  out  of 
the  rates  charged  to  the  New  York  merchanta  we  do  pay  three 
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Cents  for  the  west-bound  delivery  of  these  goods  at 
Jersey  City  and  therefore  from  Jersey  City,  the  Erie,  or 
from  Sixty-fifth  street,  the  New  York  Central,  are  to-day 
carrying  freight  at  a  net  price  one  cent  per  hundred 
pounds,  less  than  the  Pennsylvania  receives  from  the 
City  of  Philadelphia  for  a  shorter  distance,  and  at  pre- 
cisely the  same  price  at  which  the  Baltimore  &  Ohio 
Railroad  carries  it  from  the  City  of  Baltimore,  a  still  lesser 
distance,  in  our  discussions  upon  branches  of  this  subject 
the  Pennsylvania  and  Baltimore  &  Ohio  railroads  resisted 
our  doing  this  ;  they  said  that  inasmuch  as  they  made  it  the 
business  of  their  shippers  to  deliver '  the  goods  at  their  sta- 
tions, that  we  should  make  it  the  business  of  our  shippers 
to  deliver  goods  at  our  stations  ;  that  there  was  no  reason 
why  we  should  go  to  Brooklyn,  Williamsburgh  and  Hunter's 
Point  and  Staten  Island,  and  pick  up  these  goods.  As  a 
matter  of  fact,  Mr.  Chairman,  the  New  Jersey  Lighterage  line 
delivered  freight  to  us  from  73  distinct  points  outside  of  our 
regular  stations  located  in  the  harbor  of  New  York,  last  year ; 
and  that  is  equivalent  to  just  73  .  additional  stations 
established  around  the  harbor  of  New  York,  at  the  sole  ex- 
pense of  the  Erie  Railroad.  Now  if  the  Erie  Company  will 
receive  all  its  freight  at  Twenty- third  street  and  Chambers 
street  and  Pier  8,  East  river,  and  at  Jersey  City,  and  then  the 
merchant  will  pay  the  lighterage  from  these  seventy-three 
stations  that  we  went  to  voluntarily,  he  clearly  will  have  added 
to  his  cost  two  or  three  cents — whatever  it  costs  him  on 
lighterage  ;  and,  inasmuch  as  we  just  as  clearly  save  that  to 
the  merchants  of  New  York,  it  just  as  clearly  wipes  out  that 
much  of  the  diflference  as  far  as  our  expenses  and  outlay 
are  concerned ;  if  we  take  the  other  horn  of  the  dilemma, 
and  put  the  Erie  Railway  Company,  by  the  force  of  geo- 
graphical location,  on  a  thirty  cent  rate  ostensibly,  only  27 
cents  accrue  to  us  from  Jersey  City  and  28  cents  is  the 
price  from  Philadelphia,  it  is  clear  that  the  Erie  Railroad  is 
not  only  carrying  the  business  at  a  less  rate  per  ton  per  mile 
for  the  citizen  of  New  York,  but  an  absolutely  less  rate  per 
one  hundred  pounds  from  Jersey  City  for  the  citizen  of  New 
York ;  about  that  it  seems  there  can  be  no  possible  doubt,  par- 
ticularly from  these  seventy-three  outside  points  that  we  take 
this  property  from  ;  now,  that  matter  was  discussed,  and  I  am 
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going  to  refer  still  more  fully  to  it  in  relation  to  terminal 
charges  and  the  eastbound  matter  ;  with  all  the  talk  about  the 
advantages  of  New  York,  that  is  one  of  its  disadvantages. 

By  the  Chaieman  : 

Q.  Seventy-three  outside  points  ?  A.  We  took  freight  by 
the  New  Jersey  Lighterage  Company  last  year  from  seventy- 
three  outside  points. 

By  Mr.  Sterne  : 

Q.  You  call  every  shipment  an  outside  point,  I  suppose  ? 
A.  We  call  wherever  we  "went  other  than  our  regular  stations; 
we  made  a  thousand  and  forty-two  special  eastbound  deliv- 
eries of  this  freight  in  excess  of  the  deliveries  at  our  regular 
stations  during  the  year ;  now,  if  all  these  deliveries  east- 
bound — while  I  am  upon  this  subject — were  at  a  thousand  and 
forty-two  distinct  points ;  then  clearly  we  established  a  thou- 
sand and  forty-two  distinct  stations  at  our  expense  of  delivery 
from  Jersey  City  to  these  points;  I  hope,  before  the  Committee 
finishes  its  sessions,  that  it  can  visit  Baltimore  and  Phila- 
delphia, and  witness  from  actual  examination — because  I 
have  been  over  them  time  and  again — the  absolute  correctness 
of  the  facts  I  state,  either  that  we  are  carrying  for  a  less  actual 
rate  or  we  are  carrying  for  the  citizens  of  New  York  at  a  less 
rate  per  ton  per  mile  in  any  possible  view  that  can  be  taken 
of  it. 

The  Chairman — We  intend  to  make  that  examination  before 
we  are  done. 

The  Witness — Now,  I  have  explained  why  Boston,  away 
back  of  our  time,  was  made  the  same  as  New  York. 

Q.  You  have  explained  that  ?  A.  I  have  stated  that  it  was 
done  back  of  our  time ;  I  don't  know  why  exactly ;  I  have 
never  been  able  to  find  out. 

Mr.  Shipman — I  am  going  to  ask  him  by  and  by  in  regard  to 
Boston  —  why  it  was  made. 

Mr.  Sterne — He  says  he  has  never  been  able  to  find  out. 

Mr.  Shipman — Not  with  regard  to  that,  but  the  present  rate 
since  he  has  been  on  the  Erie  Road ;  he  spoke  of  his  not  being 
able  to  find  out  a  change  that  was  made  in  1857. 

The  Witness — Now,  in  addition  to  these  terminal  considera- 
tions, there  were  all  the  customary  competitions  of  the  canal. 


3047 

and  iu  addition  the  demand  thul.  I  have  just  referred  to  as 
being  made  by  the  Baltimore  &  Ohio  Eailroad  for  a  very  much 
larger  difference  than  we  ultimately  conceded,  and  this  con- 
test cost  millions  of  dollars  to  settle.  I  shall  also  show 
that  the  canal  was  the  hirgest  loser  by  it  ultimately.  In  dis- 
cussing these  differences  of  rates  the  rival  trunk  lines  also 
claimed  that  while  they  had  no  other  outlet  from  Philadelphia 
or  Baltimore  to  the  west  than  all  rail  lines,  New  York 
enjoyed  the  advantages  of  the  canal  and  the  lakes, 
and  that  if  the  rail  tariffs  were  fixed  too  high  the  citizens 
of  Philadelphia  and  Baltimore  had  no  recourse  but  to  pay 
them,  but  if  the  citizens  of  New  York  thought  their  rates  too 
high  for  seven  and  a  half  months  in  twelve,  they  had  the  canal 
and  lake  channels,  and  need  not  pay  tlie  rail ;  that  just  to  the 
extent  that  they  saved  in  seven  and  a  half  months  in  the 
year,  or  seven  or  eight,  whatever  it  might  be,  the  differ- 
ences in  the  rail  and  canal  rates  for  getting  goods  from 
New  York  to  Chicago,  and  all  points  reached  through  the 
lakes,  less  than  the  residents  of  Philadelphia  or  Baltimore. 
Now,  it  was  after  a  most  careful  consideration  of  all  this — 
after  a  contest  that  lasted  very  nearly  a  year  and  a  half,  after 
an  expenditure  of  millions  in  direct  expenditures  and  earnings 
-  -that  this  settlement  of  the  5th  of  April,  1877,  was  arrived  at 
in  New  York  ;  it  was  contested  at  every  inch  by  these  other 
lines,  it  has  been  contested  from  that  time  to  this  by  these 
other  lines,  and  it  was  upon  these  general,  together  with 
minor,  facts  that  the  differences  in  the  seaboard  were  practi- 
cally determined.  Now,  it  was  not  believed  at  that  time, 
although  the  argument  was  brought  forward,  that  it  was  any 
part  of  the  business  of  the  Central  or  Erie  Eaihoads  to  equal- 
ize the  rents  of  the  two  cities ;  for  if  a  New  York  merchant 
got  a  thousand  dollars  for  a  warehouse  that  he  could  get  but 
five  hundred  dollars  for  in  Baltimore,  on  that  principle  the 
New  York  Eailroad  was  entitled  to  charge  just  double  what 
the  transportation  was  from  the  City  of  Baltimore,  and  if  an 
opera  box  cost  here  ten  dollars  and  five  dollars  in  Baltimore 
and  we  are  going  into  that  sort  of  detail,  we  are  entitled  to 
charge  just  double  what  was  charged  from  the  City  of  Balti- 
more. We  believed  it  was  no  part  of  our  affair  to  take  into 
account  the  rents  and  all  the  circumstances  other  than  trans- 
portation ;  now  this  paper,  I  wish   to   say  to  the   Chairman 
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distiuutlj',  contemplates — and  (he  subject  is  now  itp  and  it  has 
been  the  subject  of  discussioti  repeatedly  of  late — the  effects  of 
these  differences  upon  the  commerce  of  the  different  cities,  and 
upon  that  point  I  have  some  statistics  to  show  their  actual 
results. 

By  Mr.  Sterne  : 

Q.  What  was  the  actual  result  of  the  effect  oi  these  rates  ? 
A.  The  actual  result  of  the  effect  of  these  rates  I  will  state 
a  little  further  on.  There  is  nothing  in  the  agreement 
on  the  part  of  the  Erie  and  Central  Koads  that  prevents  our 
taking  this  question  up  at  any  time  ;  the  whole  argument  be- 
fore this  Committee,  and  the  whole  testimony  is  to  the  effect 
apparently  that  we  have  committed  ourselves  irrevocably  to 
differences  that  we  can  never  re-open ;  I  do  not  wish  to  go 
further  than  to  say  that  they  have  been  sometime  since  re- 
opened by  the  railroads  ;  my  coadjutors  may  not  even  desire  I 
should  state  this  much,  but  they  are  re-opened,  and  if  this 
Chamber  of  Commerce  and  if  this  Board  of  Transportation  had 
given  us  a  tithe  of  the  facts  they  say  they  have,  precisely  as 
the  gentlemen  of  the  Produce  Exchange  came  to  us  to  give 
us  their  current  statistics,  and  produce  statistics,  one- 
half  of  the  statements  made  before  this  Committee  would 
not  have  been  recorded ;  they  never  have  dune  it  to  my 
knowledge  in  a  single  instance,  except  as  they  were  individuals 
connected  with  it.  Now  as  to  the  carrying  westward  freight 
from  Boston,  I  have  undertaken  to  state  in  this  general  west- 
bound connection,  why  that  is  done ;  in  '57  or  '59,  as  I  say, 
this  was  begun,  and  by  officers  then  in  the  Boston  &  Albany, 
and  on  every  one  of  the  trunk  roads,  except  Mr.  Garrett,  who 
are  either  not  living  or  not  managing  these  properties  to-day. 
All  I  have  been  able  to  ascertain  is  to  the  effect  that 
various  claims  were  put  in  by  the  people  of  Boston,  and  this 
one  as  to  the  cheaper  outlet  of  New  York  by  canal  and  lake 
was  one  ;  how  far  that  was  conceded  or  considered,  I  have 
no  means  of  knowing.  The  Grand  Trunk  Company  had 
at  that  time  I  understand,  also  committed  itself  during  its 
construction  in  order  to  secure  aid  to  build  up  a  line  from 
Boston  to  a  connection  with  the  Grand  Trunk  road,  to  that 
policy  of  equal  rates  from  Boston  and  New  York.  Nobody  in 
the  City  of  New  York  has  been  more  constant  in  opposing 
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these  differences  than  I  have ;  I  have  on  every  occasion 
when  I  possibly  could,  resisted  all  concessions  of  the  princi- 
ple that  the  rates  from  Boston  should  be  the  same  as  they 
were  from  New  York  ;  and  yet  it  is  true  that  taking  out  this 
identical  terminal  expense  at  New  York,  to  which  I  have  re- 
ferred, and  making  the  rate  from  Boston  and  from  Jersey  City, 
the  rate  from  Boston  in  a  great  many  cases  pays  the  New  York 
Central  Railroad  more  per  mile  than  the  business  pays  from 
New  York  on  corresponding  classes  at  the  same  time,  and  if 
the  Boston  and  New  York  rates  are  alike  per  se,  or  to  the  pub- 
lic are  apparently  alike,  and  the  position  taken  by  the  New  York 
roads  is  at  all  correct ;  that  is,  if  the  rate  is  forty  cents  from  both 
points,  and  we  pay  here  lighterage  and  we  don't  pay  it  at  Boston, 
it  has  the  effect  of  making  the  rate  thirty-seven  cents  from 
Jersey  City,  and  forty  from  Boston.  That  is  the  practical  ef- 
fect, and  the  Boston  merchant  in  other  words  has  to  pay  out 
that  three  cents  that  the  New  York  merchant  is  saved ;  so 
that  as  betweeu  his  store  or  point  of  shipment  to  the  merchant 
in  the  west,  the  aggregate  amount  of  cost  is  three  cents  more 
from  Boston. 

By  Mr.  Steene  : 

Q.  Will  you  explain  how  he  is  compelled  to  pay  out  this 
three  cents  ?     A.  To  get  it  to  the  point  of  rail  shipment  ? 

Q.  If  he  has  no  lighterage  to  pay  he  has  not  to  pay  it  ?  A. 
If  he  has  lighterage  to  pay  he  has  to  pay  it. 

Q.  Assuming  that  he  has  not  to  pay  it  ?  A.  In  that  case  he 
may  not  have  to  pay  it,  in  the  other  case  he  has,  so  that  the 
average  raises  the  rate  from  Boston  higher  than  from  New 
York.  Now,  as  to  why  these  rates  were  made  the  same  from 
Boston  by  the  way  of  the  Erie  Eailroad  as  from  New  York,  I 
can  only  answer  this  question  in  a  Yankee  form  ;  we  have 
shown  to  the  Committee  that  the  Erie  Eailroad  is  to  have 
eiglrt  per  cent,  by  three  routes  out  of  Boston  at  the  same  rate, 
plus  three  cents,  as  I  have  stated ;  the  property  being  deliv- 
ered at  our  stations  here  on  westbound  by  the  steamer  line 
with  which  we  connect. 

Now,  the  alternative  is  presented  to  the  Erie  Company, 
by  the  arguments  and  questions  that  have  been  advanced,  that 
we  must  either  reduce  our  New  York  rate  to  the  Boston 
proportion,   or  must  give   up  the  Boston.      Now,   if    we  re- 
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duee  the  New  York  rate  to  the  Boston  proportion,  we  would 
make  no  change  in  the  result,  for  Boston  would  go  down  just 
as  fast  as  the  Erie  B,oad  could  go  down  at  New  York,  under 
a  policy  pursued  for  twenty-two  years.  The  Erie  Company  is, 
therefore,  utterly  unable,  despite  these  protests,  to  influence 
the  decision  of  this  question  ;  the  Grand  Trunk  stands  there 
and  says,  "  whatever  you  make  the  rate  from  New  York  we 
will  make  that  rate  from  Boston."  Is  it  better — is  it  in 
the  interest  of  the  merchant  that  we  make  the  rate  from  New 
York  the  same  as  from  Boston,  and  go  on  with  all  the  evils — 

By  Mr.  Shipman  : 

Q.  You  spoke  of  the  Grand  Trunk  ?     A.  We  know  it  as  the 
Grand  Trunk  route. 

Q.  You  mean  combined  with  the  Vermont  Central?  A. 
The  Grand  Trunk  Freight  Line  on  the  Vermont  Central.  Our 
business  from  Boston  last  year  was  4.17  per  cent,  of  our  total 
business  westbound,  from  Jersey  City  to  through  points. 
Now,  ought  the  Erie  Company  to  forego  the  carriage  of  that  4 
per  cent,  from  Boston  or  ought  we  to  reduce  on  the  96 
per  cent,  from  New  York  and  embroil  every  one  in  a  new  con- 
test ?  We  have  said  that  we  will  carry  4  per  cent.,  although 
it  does  not  pay  us  as  much,  simply  for  the  reason  that  a  great 
many  customers  come  on  here  and  say,  "We  don't  wish  you 
to  force  us  to  deal  with  some  other  company  in  Boston  and 
your  company  in  New  York  ;  we  want  to  do  our  business  with 
one  railroad — with  one  set  of  oflScers — and  if  we  have  any  claims 
on  the  aggregate  of  our  spring  and  fall  stocks,  we  want  to  send 
them  to  one  company,  and  if  you  don't  do  it  we  will  find  some- 
body else  that  will ;"  and  we  believe  it  is  to  our  inter- 
est in  New  York  to  give  these  people  a  connection  lor 
this  additional  reason,  that  they  are  merchants  who  are 
usually  dissatisfied  with  the  northern  lines,  and  inasmuch 
as  if  we  decline  to  do  it  they  will  probably  send  their  busi- 
ness through  Baltimore  or  Philadelphia,  what  tiarm  can  come 
to  any  mercantile  interest  in  the  City  of  New  York  if  we  carry 
a  paltry  percentage  of  four  per  cent,  of  our  whole  business 
through  here  at  a  price  which  is  as  high  as  it  can  be  made 
from  Boston,  because  if  it  could  be  made  higher  we  should  do 
it  ?  Shall  we  reduce  the  90  per  cent,  or  forego  the  4  per  cent.  ? 
If  we  took  the  position  to  give  it  up,  no  advantage  is  gained 
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by  it ;  it  does  not  even  stop  the  carriage  of  goods  througt 
New  York;  tlie  Pennsylvania  Eoad  does  exactly  the  same 
thing,  doubtless  for  exactly  the  same  reasons  ;  only  it  is  with- 
in my  knowledge  that  as  we  pro  rate  from  Boston  on  certain 
percentages  they  pay  arbitrary  rates  to  Ncav  York,  and  the 
proportions  they  have  left  from  Jersey  City  are  less  than  the 
proportions  we  have  left  from  Jersey  City  westward. 

By  the  Chairman  : 

Q.  Does  the  Boston  rate  pay  you,  or  do  you  carry  at  a  loss? 
A.  Ibeli'eve  that  the  water  lines — taking  into  account  all  the 
risks — do  not  pay  us,  and  the  Erie  Company,  except  in  the 
indirect  benefits  derived  at  New  York,  has  no  advantage  in 
maintaining  the  Boston  agency.  Now,  assuming  that  we  are  to 
decide  to  abandon  it,  and  say  that  as  we  have  these  pools  and 
get  our  percentage  on  New  York  any  way,  let  the  Boston 
business  go  ;  is  any  citizen  of  the  City  or  the  State  of  New 
York,  benefited  by  that  ?  To  the  extent  that  we  have  engineers 
or  firemen,  or  cars  required  for  that  business  passing  through 
the  State  of  New  York,  is  it  better  that  we  should  do  it  or  let 
it  go  through  Philadelphia  and  Baltimore  ?  now  I  ask  how  it 
could  possibly  be  dealt  with,  except  in  the  way  we  do  deal 
with  it. 

By  Mr.  Sterne  : 

Q.  That  is  your  explanation  of  the  difference  in  the  percent- 
ages ?     A.  That  is  my  explanation. 

Adjourned  to  October  21st,  1879,  at  10  o'clock  a.  m. 


New  York,  October  21,  1879. 

The  Committee  met  pursuant  to  adjournment. 

Present :  Messrs.  Hepburn,  Dugxjid  and  Notes.  • 

Oeorge  R.  Blancliard,  recalled  : 

The  Witness — When  I  presented  certain  statistics  the  other 
day  compiled  from  the  census  report  of    1865  and  1875,  I  was 
asked  by  the  counsel  if  I  knew  that  the  census  of  1865,  was  in- 
79 
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accurate  and  unreliable.  I  find  since  then,  from  reading  the 
report  accompanying  the  census  of  1875,  that  the  Secretary  of 
State,  Mr.  Bigelow,  states  that  the  census  of  1865  was  unreliable 
in  the  additions,  and  a  great  many  errors  were  found  ;  I  do.  not 
see,  however,  that  those  errors  of  addition  were  any  more 
likely  to  be  against  the  statement  that  I  presented  than  for  it, 
and  that  the  average  being  taken  from  that  entire  period  for 
the  purpose  of  comparison  by  the  State,  it  is  proper  that  I 
should  do  the  same. 

The  Chairman — I  think  we  will  accept  any  public  statement 
of  that  kind. 

The  Witness — I  wish  to  put  in,  in  addition  to  that,  a  compari- 
son of  the  census  of  1870,  taken  by  the  United  States,  and  in 
referring  to  that  Mr.  Bigelow,  says  :  "This  was  the  system  of 
compilation  adopted  for  the  Federal  census  of  1870,  by  far  the 
most  complete  and  reliable  ever  made  in  this  country."  Now, 
in  comparison  with  that  census  which  Mr.  Bigelowthus  favora- 
bly characterizes,  he  makes  in  his  introduction  to  this  census 
these  remarks  : 

"  There  has  been  a  very  substantial  increase  in  the  number 
of  farms  in  the  State  since  1870,  and  this  increase  is  most 
conspicuous  in  the  class  of  farms  from  100  to  500  acres.  The 
net  increase  in  the'number  of  farms  of  all  sizes  is  25,586,  while 
farms  from  100  to  500  acres  have  increased  34,548,  and  farms 
of  500  acres  and  upwards  have  increased  1,037." 

Now,  here  is  a  census  taken  by  the  State,  and  a  greal  deal 
ot  stress  laid  in  the  introduction  upon  the  means  taken  to 
secure  its  accuracy.  Here  is  a  comparison  by  the  Secretary 
of  State  with  the  Federal  census  of  1870,  which  he  character- 
izes as  the  most  complete  and  reliable  ever  made  in  this  country, 
and  it  shows  this  enormous  increase  of  farming  industries  of 
the  State,  and  it  would  appear  from  the  increase  of  farms 
from  100  to  500  acres,  nearly  35,000,  that  farming  business  was 
not  such  a  very  bad  business,  when  the  people  are  anxious 
to  get  more  land,  and  do  the  work  on  it. 

By  Mr.  Shipman  : 

Q.  Have  you  a  copy  of  the  Federal  census  of  1870  ?  A.  I 
have  not  been  able  to  get  it. 

Q.  Have  you  got  it  for  1860  ?    A.  I  havn't  it  for  1860. 
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Q.  A  copy  of  the  census  of  1870  can,  undoubtedly,  be  ob- 
tained at  Washington  ?     A.  Yes. 

Q.  Were  you  through,  at  the  close,  with  explaining  the  facts 
that  I  called  for  in  relation  to  the  westbound  freights  from 
Boston  over  the  Erie  Road,  their  quantity,  &c.  ;  did  you  get 
through  with  that  ?     A.  Yes,  sir. 

Q.  Now,  I  want  to  ask  you  for  the  facts  in  relation  to  the 
rates  charged  Irom  seaboard  cities  to  western  points  upon 
foreign  freights,  formerly  and  now,  compared  with  the  rates 
charged  from  the  same  points  upon  American  products  ;  that 
is,  of  course  you  will  give  the  rates  of  the  foreign  products 
that  are  landed  here ;  west  to  Chicago  and  other  points,  and 
then  onr  own  products  that  start  from  here  ?  A.  During  the 
demoralization  in  rates  westbound  that  I  stated  yesterday,  the 
foreign  business  wasan  object  of  canvassing,  just  precisely  as 
a  New  York  merchant  or  western  merchant,  and  it  was  regard- 
ed as  a  great  catch  by  the  railroads  to  secure  over  their 
lines  the  business  of  any  one  or  more  of  these  steamship  lines. 

Q.  Going  west  ?  A.  Goiug  west ;  as  in  the  aggregate  it  con- 
stituted a  business  larger  than  that  of  any  half  dozen  firms 
probably  that  might  ship  from  New  York,  and,  therefore,  these 
demoralized  rates  extended  to  the  steamship  companies 
just  as  well  as  they  were  to  the  shippers  from  New  York  or  con- 
signees in  the  west.  In  June,  1876,  as  I  stated  yesterday — or  if  I 
did  not,  I  wish  to  state — contracts  were  made  ahead  for  one  year 
at  25  cents,  first  class ;  25  second ;  25  third,  and  16  each  on 
fourth  and  fifth  from  New  York  to  Chicago,  that  is,  the  five 
classes  on  all  freights  from  New  York,  and  proportionate  rates 
to  all  other  western  cities.  Now  the  steamship  companies, 
knowing  that  demoralization,  and  knowing  these  facts  and 
these  rates,  solicited  the  railroad  companies  to  give  them  the 
right  to  make  annmd  contracts  over  our  roads  in  precisely  the 
same  way,  and  this  contest  being  the  most  violent  upon  west- 
bound business,  and  continuing  longer  than  any  that  ever  was 
known,  annual  contracts  were  at  last  conceded  to  the  steam- 
ship companies,  as  they  had  been  to  merchants  doing  a  smaller 
business. 

Q.  About  what  time  ?  A.  I  was  going  to  specify ;  I  hold  in 
my  hand  a  copy  of  a  contract  between  the  Erie  Eailway  Com- 
pany and  the  Cunard  Steamship  Company,  dated  the  28th  of 
Pecesaberj  1876,  as  the  result  of  tl;at  system  of  demoraliz3,tion, 
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and  the  gist  of  this  contract  lies  in  this  clause  :  "  The  Ounard 
Company  may  meet  any  iona  fide  rates  made  by  rival  steam 
and  rail  lines  during  the  continuance  of  this  arrangement,  and 
allow  divisions  as  below,  whether  such  divisions  pay  the 
rail  or  steam  line  company  more  or  less  than  their  respective 
rates  to  or  from  New  York ;  the  divisions  of  such  ^through 
rates  shall  be  as  follows,  &c." 

Then  they  proceed  to  divide  in  percentages  upon  various 
points ;  to  some  of  these  points,  as  for  instance,  to  Canada, 
the  division  paid  was  more  than  our  current  cut  rates  from 
New  York;  to  other  points,  as  to  St.  Louis,  they  paid  us  less 
than  that.  This  gives  the  right  only  to  meet  lona  fide 
rates  by  other  rail  and  steam  lines ;  as  I  have  shown,  the  con- 
tract between  the  railroads  for  pooling  was  arrived  at  in  July, 
in  the. following  year,  and  several  of  these  contracts  ran  for  six 
months  longer  than  that ;  and  I  should  say  that  contracts  sim- 
ilar to  this  were  made  with  nearly  all  the  prominent  steam 
carrying  contracts  across  the  Atlantic. 

Q.  By  the  Erie  Company  ?  A.  By  the  Erie  Company,  and 
those  contracts  were  a  part  of  this  demoralization. 

Q.  Were  similar  contracts  made  by  other  railroad  lines  ? 
A.  I  believe  not,  and  hope  not ;  I  believed  we  had  the  advan- 
tage in  that  respect  at  that  time ;  when  the  pooling 
arrangement  went  into  effect,  I  was  in  England  ;  I  was  notified 
by  our  company  that  this  pool  had  gone  into  efi"ect,  and  notices 
had  been  delivered  by  our  agent  in  London,  Mr.  Eedman,  to 
the  agents  of  all  the  lines  with  whom  we  had  contracts,  notify- 
ing them  that  this  pool  had  done  away  with  these  contracts, 
upon  the  ground  that  hona  fide  rates  meant  the  rate  through 
New  York  or  through  American  ports,  and  did  not 
mean  rates  through  Montreal  and  the  St.  Lawrence  river  and 
the  Erie  Canal ;  I  personally  visited  the  oiBces  of  the  Liverpool 
Steamship  Company  lines,  and  notified  them  that  I  trusted  they 
would  agree  in  the  stoppage  of  this  system  of  making  through 
rates  ;  because,  under  this  contract  it  had  been  possible  for  a 
steamship  company  that  had  before  that  carried  heavy  freights 
like  tin  for  mere  ballast,  to  make  a  price  through  to  St.  Louis, 
and  get  a  percentage  of  the  rate,  making  their  revenues  higher, 
under  this  contract  than  they  ever  had  received  before,  and 
our  rate  lower ;  they  almost  unanimously  declined  to 
accept  such  notice,  holding  us  to  the  various  dates  of  expira- 
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tion  of  these  contracts,  running  from  the  1st  of  September  to 
December,  1877. 

By  Mr.  Stekne  : 

Q.  Can  you  name  the  companies  ?  A.  I  can,  nearly  all  the 
companies  ;  the  Inman,  the  Cunard 

Q.  The  White  Star?  A.  I  think  the  White  Star  had  no  agree- 
ment with  us ;  the  Anchor,  WilHams  &  Guiou,  the  State  Line, 
the  National,  and  I  think  Mr.  Pereire  told  me  in  Paris  that  the 
French  line  would  make  such  an  arrangement ;  therefore,  when 
the  New  York  pool  vventinto  effect  and  these  full  tariff  rates  were 
charged,  and  the  steamship  companies  declined  to  accept 
notice,  the  railroad  companies  nevertheless  put  up  *^he  rates, 
and  charged  the  steamship  companies  the  full  rates  according  to 
the  New  York  pool  arrangement.  Upon  the  arrival  however,  of 
the  bills  of  lading  issued  at  Liverpool,  at  St.  Louis  or  Chicago, 
or  anywhere  else,  the  consignees  demanded  the  fulfillment  of 
their  agreement  in  accordance  with  the  terms  of  their  Liver- 
pool bills  of  lading  ;  those  bills  of  lading,  specifying  the  Erie 
Eailroad  as  a  party,  were  settled  by  western  companies  under 
pressure  (as  in  St.  Louis,  a  large  amount  of  tin),  and  it  was, 
very  much  to  our  regret,  the  case  that  during  the  limited 
period  I  have  cited,  and  then  only,  the  charges  from 
Liverpool  to  St.  Louis  were  less  on  those  goods  than  the 
charges  from  New  York  to  St.  Louis.  I  have  asked  an  ex- 
amination of  the  records  of  the  Commissioner  to  be  made,  and 
he  states  that  no  other  pound  of  freight  has  passed  through  the 
Commissioner's  office  coming  from  a  foreign  port  that  has  not 
been  charged  at  the  full  tariff  rate  from  the  seaboard  cities 
under  his  control  from  time  to  time,  at  less  than  the  charges 
made  to  the  citizens  of  those  cities  proper.  We  continued  to 
so  charge  these  companies,  and  at  the  expiration  of  the  year 
1877,  the  National  Steamship  Company  withheld  from  us  an 
amount  of  about  $7,000  or  $8,000  ;  the  Anchor  Line,  if  I  re. 
member,  withheld  an  amount  equal  to  about  113,000  ;  and  the 
Inman  Company  an  amount  equal  to  about  $25,000,  out  of  our 
charges  accruing  upon  the  eastward  freights,  refusing  to  pay  us 
our  advance  charges  upon  those  goods  for  the  reason,  they  claim- 
ed, that  we  had  violated  the  terms  of  these  contracts  by  arbitra- 
rily abrogating  them.  After  a  long  correspondence  and  a  visit 
liere  by  Mr.  Ernest  Inman,  the  sub-manager  of  the  Inman 
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Steamship  Company,  it  was  agreed  that  we  would  refer  this 
whole  question  to  arbitration ;  Mr.  Franklin  Edson  of  the 
New  York  Produc-e  Exchange,  the  present  President,  was 
named  by  the  Erie  Company  as  its  arbitrator,  and  Mr. 
"William  A.  Cole,  formerly  President  of  the  Produce  Exchange, 
was  named  as  arbitrator  on  behalf  of  the  Inman  Steamship 
Company,  and  it  was  the  understanding  that  the  Anchor  and 
National  lines  would  await  the  result  of  this  arbitration  before 
taking  any  definite  action.  The  decision  in  that  arbitration  has 
only  recently  been  rendered  after  a  great  many  hearings  and 
submitting  a  vast  amount  of  testimony  as  to  the  rates  of  the 
Grand  Trunk  Company,  and  the  rate  of  various  lines  through 
various  points  at  that  time,  and  I  regret  extremely  to 
say  that  the  decision  of  the  arbitration  is  against  the  Erie 
Eailway  upon  all  the  material  points  that  were  raised  ;  there- 
fore the  Erie  Company  has  paid  the  amount  under  that  de- 
cision claimed  to  be  due  to  their  Steamship  Company,  and  to 
that  extent,  and  that  extent  only,  the  Erie  Eailway  Company 
has  carried  foreign  freights  since  the  operation  of  this  pool 
at  a  less  price  than  they  carried  the  same  goods  at  the  same 
time  for  the  citizens  of  New  York  to  the  same  points.' 

By  Mr.  Shipman  : 

Q.  But  that  all  terminated  with  the  first  of  January,  1878  ? 
A.  That  all  terminated  with  the  first  of  January,  1878, 
and  since  that  time  there  has  not  to  my  knowledge,  occurred 
any  variation  in  that  rule. 

The  paper  submitted  yesterday,  being  the  agreement  of  the 
5th  of  April,  1877,  specified  the  basis  for  making  these  foreign 
rates,  being  the  sums  of  the  charges  by  the  way  of  the  difi'er- 
ent  ports,  rail  and  steam.  The  Grand  Trunk  Company  began 
the  system  of  the  issuance  of  these  through  bills  of  lading 
from  points  in  England  to  points  in  the  west. 

Q.  When  ?  A.  I  was  about  to  explain ;  the  Grand  Trunk 
Company  in  order  to  get  the  Allan  Line  Steamship  Company 
to  run  to  Montreal  and  Portland,  made  an  arrangement  guar- 
anteeing them  eastward  cargoes ;  and  made  the  eastward 
rates  themselves ;  in  consideration  of  that  fact,  the  Allan 
Steamship  Company  were  allowed  to  make  the  westward  rates 
from  Liverpool,  and  when  I  was  in  England  and  received  the 
advices  that  this  pool  had  bpen  definitely  agreed  to,  I  waited 
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upon  Sir  Henry  Tyler  in  London,  and  stated  to  him  the  basis 
of  the  pool,  with  which  I  was  familiar,  and  told  him  that  now 
for  the  first  time  the  railroad  companies  of  New  York  were  in 
such  a  harmonious  position,  as  well  as  from  Boston,  tiiat  we 
should  discontinue,  in  my  judgment,  the  issuance  of  through 
bills  of  lading  from  England  to  inland  points  in  America,  and 
let  all  the  goods  take  the  local  charges  from  the  American 
ports. 

By  the  Chairman  : 

Q.  You  say  from  England  to  America?  A.  I  mean  from 
England  to  interior  points  in  America ;  Sir  Henry  desired  to 
know  the  position  of  the  question  fully,  and  I  stated  it  from 
letters  then  received,  which  were  in  advance  of  his  own  ;  he 
referred  me  to  the  agent  of  his  company  in  Liverpool,  a  Mr. 
Wood,  as  also  the  Allans,  who  had  their  office  in  Liverpool, 
and  I  had  an  interview  with  those  gentlemen  in  Liverpool,  at 
which,  the  Allan  Line  agent  distinctly  intimated  to  me  that 
they  would  not  permit  Sir  Henry  Tyler  or  Mr.  Wood  to 
interfere  with  their  westward  rates,  that  right  being  secured 
to  them  by  a  contract,  having  a  considerable  time  yet  to  run, 
therefore,  if  I  had  any  suggestions  to  make  they  must  come 
through  whatever  influence  we  might  use  upon  the  steam- 
ship companies  running  from  Liverpool  to  New  York,  and 
the  matter  must  come  up  in  conference  among  the  steam- 
ships comprising  the  North  Atlantic  Steam  Conference  in 
the  City  of  Liverpool.  I  thereupon  visited  Mr.  Inman  of 
the  Inman  Steamship  Company,  and  stated  to  him  our 
views,  in  the  presence  of  our  freight  agent  in  England,  and 
asked  him  at  the  next  meeting  of  the  conference  to  bring  up 
the  question  with  a  view  either  of  abrogating  the  system 
altogether  of  giving  through  bills  of  lading  to  interior 
American  points  by  rail,  or  if  they  could  not  do  that  to 
agree  upon  uniform  charges  by  the  way  of  Montreal  and  by 
way  of  all  the  sea-ports.  In  April,  1874,  before  I  left  for 
Europe,  I  wrote  to  the  traffic  manager  of  the  Grand  Trunk 
Eailroad  this  letter  : 

The  witness  produces  and  reads  a  letter,  of  which  the  fol- 
lowing is  a  copy  : 
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"  New  Yobk,  April  28th,  1877. 
"  L.  J.  Seargent,  Esq., 

Traffic  Mgr.  G.  T.  Ey.,  Montreal : 

"  Dear  Sir — I  enclose  you  herewith  a  copy  of  letter  from 
Mr.  J.  C.  Morse,  Agent,  G.  W.  Desp.,  Toledo,  Ohio,  to  General 
Manager  Duval,  of  the  South  Shore  Line,  stating  that 
tin  is  being  delivered  at  Toledo,  at  the  equivalent  of  14-r^u 
cents  currency  per  one  hundred  pounds,  upon  the  net  weight 
of  the  boxes,  and  that  a  shipment  of  two  hundred  and  sixteen 
boxes,  consigned  to  H.  M.  Clark  &  Co.,  at  that  city  has  ar- 
rived there  at  that  rate. 

"  Considering  the  fact  that  you  must  payout  some  portion  of 
this  money  from  Detroit  to  Toledo,  the  net  result  to  your  com- 
pany must  be  so  insignificant  that  I  take  it  for  granted  you 
will  be  glad  to  co-operate  with  the  other  trunk  lines  to  put  a 
stop  to  such  ruinous  and  unprofitable  traffic.  To  this  purpose 
this  company  desires  to  join  your  own  and  the  other  trunk 
lines  at  once ;  but  before  doing  so,  particularly  to  points  in 
competion  with  your  route,  we  wish,  if  quite  agreeable  and 
satisfactory  to  yourself,  and  for  purposes  of  common  good,  that 
you  would  satisfy  us  upon  the  following  points  : 

"  First. — Have  you  any  power  whatever,  or  can  you  exercise 
any  under  your  contracts  or  other  arrangements  with  the  Allan 
steamers,  by  which  you  can  agree  to  charge  specific  rates  from 
Montreal  or  other  points  of  transfer  from  ship  to  rail,  which 
will  not  be  violated  by  the  steamship  companies  directly  or 
indirectly,  at  time  of  shipment  or  any  other  time,  and  upon 
which  your  company  will  similarly  decline  to  pay,  now  or 
hereafter,  any  drawback  or  concession  whatever  ? 

"  Second. — If  you  cannot  exercise  such  controlover  the  rates, 
can  you  secure  us  an  agreement  with  the  Allan  steamers  of 
which  your  company  will  guarantee  to  this  company  the  faith- 
ful observance  by  which  we  may  know  that  the  rates  are  main- 
tained both  on  rail  and  on  the  ocean  ? 

"Third. — We  propose,  that  inasmuch  as  we  have  contracts 
with  certain  parties  to  whom  this  tin  may  be  consigned,  to 
make  those  contracts  the  basis  of  the  rates  from  the  seaboard 
cities  to  inland  points. 

"  And  even  then  the  western  consignee  will  have  rates  which 
will  average  but  about  one-third  on  the  upper  classes  and  one- 
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half  on  the  lower,  less  than  the  present  agreed  westbound 
freight  tarifis.     Will  this  be  agreeable  to  you  ? 

"  We  would  like  to  have  this  arrangement  take  effect  if  it  can 
be  agreed  to,  speedily. 

"  We  have  called  our  foreign  freight  agent  here  from  Liver- 
pool, and  are  prepared  to  act  promptly  and  decisively  in  the 
matter,  if  we  can  secure  co  operative  action  by  all  the  trunk 
lines  to  all  points  on  strictly  exact  conditions,  via  all  routes. 

"  I  beg  that,  upon  the  receipt  of  this,  you  will  telegraph  me 
your  general  wish,  and  follow  such  despatch  with  as  speedy 
and  definite  information  as  practicable. 
And  oblige, 

Yours  very  truly, 
(Signed)  G.  E.  BLANCHAED, 

Assistant,  &c." 

In  reply  to  that  we  were  advised  by  the  Grand  Trunk  Eoad 
that  they  could  not  guarantee  the  Allan  Line  Steamship  Com- 
pany. The  statement  was  made  to  me  verbally  by  Mr.  Sear- 
geant  when  he  came  to  New  York.  Thereafter  I  went  to  Eng- 
land, Mr.  Eedman  returning  in  the  same  steamship  that  I 
did.  On  my  return  I  addressed  to  Mr.  Seargeant,  of  the  Grand 
Trunk  Company,  this  additional  letter : 

"  New  York,  July  24th,  1877. 
"L.  J.  Seargeant,  Esq., 

Traffic  Manager,  Gfand  Trunk  E'y,  Montreal : 

"  Dear  Sir — While  in  London,  two  weeks  to-day,  I  had  the 
pleasure  of  a  conference  with  your  Chairman,  Capt.  Tyler ; 
and  among  other  matters  discussed  generally  was  the  question 
of  through  freights  from  Great  Britain  to  points  in  Canada 
and  the  States. 

"  I  assured  him  that  whatever  fears  your  company  might  have 
had  formerly,  that,  owing  to  differences  among  the  lines  from 
New  Yorif,  the  rates  from  New  York  on  foreign  goods  would 
not  be  faithfully  regarded — were  now,  in  my  judgment,  entirely 
obviated  by  the  tonnage  division  taking  effect  on  July  first.  I 
find,  since  my  return,  that  I  was  correct  in  this  assurance.  He 
said  that  while  the  adjustment  of  details  rested  at  Montreal, 
he  would  write  the  Messrs.  Allan  and  your  agent  at  Liverpool, 
Mr.  Ward,  to  meet  me  in  Liverpool  and  discuss  the  subjects 
80 
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generally.  At  that  conference  at  which  I  offered  to  be  of  ser- 
vice if  I  could,  Mr.  Allan  declined  to  agree  on  or  recommend 
even  rates,  said  it  was  the  first  letter  he  had  ever  received 
from  a  Grand  Trunk  President  in  regard  to  freights,  and  inti- 
mated that  he  could  make  any  rates  he  decided  over  your  sys- 
tem, under,  as  I  inferred,  his  contract  with  your  company. 

"  I  subsequently  learned,  in  Liverpool,  that  rates  for  a  term 
of  months  had  been  made  by  your  route  on  fruits  from  the 
Mediterranean  to  Chicago. 

"  Our  steam  lines  are  presenting  us  these  facts,  and  the  rates 
made  via  your  routes,  but  before  announcing  them  in  any  way, 
and  before  conferring  with  others  upon  the  subject,  we  prefer 
to  ask  if  your  company  is  prevented,  by  its  own  contracts  with 
the  Allans,  from  enforcing  any  minimum  rates  from  your  points 
of  connection  with  them  on  this  westward  transatlantic  busi- 
ness. 

"  If  you  are  free  to  agree  to  and  enforce  a  plan,  the  follow- 
ing has  occurred  to  me  crudely  : 

"First, — That  your  routes  from  Quebec, Montreal,  Portland, 
the  New  York  Central  and  your  routes  from  Boston,  and  the 
New  York  Central  and  our  routes  from  New  York,  make  a 
money  pool  of  this  business  going  into  western  Canadian  com- 
mon points,  based  on  the  business  of  each  route  tlierefrom, 
for  some  agreed  period.  For  instance,  if  it  appeared  that, 
calling  Montreal  and  Portland  one,  they  had  carried  an  aggre- 
gate of  db%,  Boston  25%,  and  New  York  40%,  let  that  divi- 
sion govern  the  future  as  between  the  cities.  Then,  if  you 
had  received  10%  of  the  whole  at  Boston,  add  it  to  your  '65% 
from  Montreal,  to  make  the  share  of  all  your  routes,  add  to 
the  New  York  Central  proportion  at  Boston  its  share  at  New 
York,  and  give  us  the  remainder. 

"  This  arrangement,  coupled  with  the  share  of  this  class  of 
traffic  which  the  Central  and  Erie  would  deliver  your  com- 
pany at  Suspension  Bridge,  would  make  an  aggregate  of  quan- 
tity, which  would  seem  to  justify  you  in  the  plan ;  but  added 
to  the  better  earnings  for  all,  will  we  trust,  as  a  whole,  com- 
mend itself  to  your  concurrence. 

"  8ecmd.—lt  is  perhaps,  feasible  to  make  an  arrangement 
for  an  actual  tonnage  division  among  the  steam  lines  to  the 
various  ports,  if  we  can  so  agree  on  this  side. 
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"  Third. — Either  of  these  plans  would  contemplate  that  the 
same  rates  be  charged  from  all  the  seaports  named;  which 
would,  in  time,  give  the  steam  lines  equal  rates  if  they  agreed ; 
or,  if  they  did  not,  it  would  confine  their  competition  to  the 
ocean,  where  it  belongs,  without  involving  our  revenues,  as  has 
been  so  long  and  needlessly  done. 

"  Will  you  not  kindly  let  this  have  your  early  thought  in  the 
fair  intent  in  which  it  is  submitted,  and  advise  me  if  it  is  of 
any  use  to  pursue  it ;  and  in  what  manner,  if  any,  I  can  aid 
you  in  it,  with  others  ? 

"  Cannot  our  New  York  plan  of  division  be  made  equitable 
and'  effectual  at  Boston  proper  as  well  ?  Commissioner  Fink 
advises  me  it  is  working  well  at  New  York. 

"  With  regards  to  all  your  officers,  believe  me. 
Sincerely  yours, 
(Signed)  G.  E.  BLANCHAED, 

Assistant  to  tJie  Receiver." 

I  received  no  reply  to  that  letter  except  of  the  most  indefi- 
nite character,  and  on  the  16th  of  August,  telegraphed  to  Mr. 
Seargeant : 

"  New  York,  August  16, 1877. 
"  L.  J.  Seabgeant, 

Montreal  : 
"  Please   answer   my  telegram   inviting  you  to  New  York  ; 
Manager   Inman,  of  the  Inman  steamers,  is  here,  and  I  feel 
sure  that  with  him  to  aid  and  advise  us,  we  can  arrive  at  fair 
solutions  of  the  pending  questions. 

(Signed)  G.  E.  BLANCHAED." 

I  still  received  no  advice,  and  on  the  10th  of  September  I 
wrote  to  the  General  Manager,  Mr.  Hickson,  of  the  Grand 
Trunk  Company,  at  Montreal  : 

"  New  Yoke,  Setember  10,  1877, 
"  Jos.  H'iCKSON,  Esq., 

Gen'l  Mgr.  G.  T.  Ey.,  Montreal : 
"  Dear  Sir : — The  last  advices  from  our  English  agent  stat 
that  the  Allans  as  yet  have  made  no  movement  in   Liverpool 
toward  advancing  rates.     Did  you  telegraph  them  simultane- 
ously with  our  cable,  and  to  what  purport  ? 
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'"  I  am  also  adyised  that  2000  tons  of  iron,  Glasgow  to 
BrantfordjWas  taken  at  14s.  net  by  the  Allans  against  27s.  6d., 
which  was  the  lowest  rate  quoted   via  any  other  line  through 

Boston  or  New  York. 

Yours  very  truly, 

(Signed)  G.  E.  BLANCHAED, 

Assistant  to  Receiver." 

I  still  received  no  satisfactory  solution  of  this  question. 
Again,  on  the  5th  of  November,  1877,  I  wrote  to  Traffic  Man- 
ager Seargeant : 

"  New  York,  November  5th,  1877. 

"  L.  J.  Seaegeant,  Esq., 

T.  Mgr.  G.  T.  E.  E., 

Montreal : 

"  Dear  Sir, — I  transmit,  with  this,  copy  of  a  letter  from  the 
New  York  general  agent  of  one  of  our  leading  S.  S.  lines,  and 
have  seen  the  papers  which  he  specifies. 

"  Our  tariffs  from  New  York,  on  the  dates  that  the  contracts 
to  which  he  refers  were  made  at  Liverpool,  was  as  follows  : 

"  To  Chicago,  per  100  lbs.  35c.  currency. 

"  To  Bast  St.  Louis,  per  100  lbs.,  45c.  currency. 

"  To  Cincinnati,  per  100  lbs.,  32c.  currency. 

"  The  average  being  '61c.  per  100  lbs.  from  New  York. 

"  Estimating  a  shilling  at  25c.  currency,  and  gold  at  3  per 
cent,  premium,  the  above  rates,  without  primage,  are  $3.88  per 
'ton  of  2,240  lbs.  or  17.3  per  100  lbs.  currency  from  Liverpool 
to  all  points  named,  which  is  less  from  Liverpool  through  than 
one  half  the  average  from  New  York  to  those  destinations,  on 
the  same  dates. 

"  The  addition  of  the  primage  to  but  one  of  those  points,  as 
cited,  does  not  perceptibly  alter  the  result. 

"  We  have  brought  this  general  subject  to  the  attention  of 
different  officers  of  your  company,  repeatedly,  both  by  letter 
and  verbally,  since  my  return  home  in  July,  but  so  far  without 
practicable  results.  We  now  ask  if  it  is  the  wish  of  your  com- 
pany to  agree  with  the  other  trunk  lines  upon  this  subject,  as 
we  understand  them  to  be  ready  to  do,  and  if  so,  upon  what 

basis  ? 

Yours,  very  truly, 

(Signed)      G.  E.  BLANCHAED, 

Asst.  to  Receiver." 
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It  appears,  therefore,  that  notwithstanding  these  repeated 
letters  written  from  April  to  NoA'^emher,  1877,  the  Erie  and 
the  other  trunk  lines  had  been  unable  to  get  any  definite  co- 
operative action  from  the  Grand  Trunk  Road;  the  result  there- 
fore was  that  we  had  to  choose  between  two  alternatives  ;  one 
was  for  a  time  to  let  the  business  go,  or  to  reduce  our  entire 
New  York  rate  to  the  level  of  the  small  percentage  of  the 
business  coming  from  England ;  we  decided  at  a  meeting  r>f 
the  Executive  Committee  to  continue  our  efforts  with  the  Grand 
Trunk  Company,  and  not  reduce  the  New  York  rate,  and  that 
we  would  enforce  at  the  same  time  from  New  York  our  tariffs 
against  all  foreign  business ;  the  result  was  that  the  Grand 
Trnnk  Company  did  a  very  tolerable  business,  and  some  New 
York  firms  made  contracts  in  Montreal  for  the  business  to  go 
through  Montreal  instead  of  coming  through  New  York,  but 
as  this  foreign  business  was  less  than  5  per  cent,  of  all  our 
business,  we  did  what  any  business  man  would  do,  we  let  the 
5  per  cent,  go  rather  than  reduce  all  onr  rates  upon  the  95. 
Our  constant  efforts  have  at  least  made  good  results,  and  the 
Grand  Trunk  Company  acting  in  connection  with  the  Atlantic 
Conference  in  England  have  had  new  contracts  made  with 
new  lines  that  run  to  Liverpool  and  Halifax,  and  by  reason 
of  the  longer  all  rail  route  to  Halifax,  the  control  of  the  Michi- 
gan Central  Road  by  the  New  York  Central  and  various  other' 
causes,  they  have  at  last,  although  no  agreement  is  put  in 
form,  put  up  their  charges,  so  that  the  proportion  of  the  busi- 
ness through  the  City  of  New  York  has  not  materially  de- 
creased. 

Now  in  order  to  show  what  effect  this  whole  pooling  has 
had  upon  the  foreign  business  I  quote  from  1874  to  1877,  both 
inclusive,  the  percentage  of  imports  at  Boston,  New  York, 
Philadelphia  and  Baltimore  for  four  years. 

By  Mr.  Sterne  : 

Q.  You  have  not  any  Montreal  percentages?  A.  I  have 
not  obtained  Montreal  percentages. 

Q.  Where  do  you  get  these  figures  from  ?  A.  These  figures 
were  made  up  by  the  different  cities  and  the  United  States 
Government  as  well ;  Boston  in  1874  had  10.4  per  cent.,  in  1877 
it  had  lO-rV  per  cent.,  a  falling  off  of  f\r  oi  one  per  cent. 
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Philadelpliia  in  1874  had  5.3  per  cent.  It  bad  fallen  off  in 
1877  to  4.7  per  cent.,  a  falling  of  xV  of  one  per  cent. 

Baltimore  in  1874  had  5.8  per  cent.  In  1877  it  had  5.4 
per  cent.,  a  falling  off  of  -j-V  of  one  per  cent. 

New  York  in  1874  had  78.5  per  cent.,  and  in  1877,  79.7  per 
cent.,  being  an  increase  of  1.2  per  cent. 

Therefore,  while  all  our  rival  cities  upon  these  imports  have 
fallen  off,  New  York  has  added  their  decreases  to  constitute 
its  entire  increase.  I  believe  that  the  policy  we  have 
pursued  in  this  matter  of  not  entering  into  a  contest  for  the 
moiety  of  foreign  business  was  the  wisest  one,  and  is  another 
confirmation  of  the  policy  now  being  pursued  by  the  railroads 
to  arbitrate  and  settle  these  matters  by  forbearance  rather 
than  enter  into  these  fights  and  terminate  them  in  that  way  ; 
and  that  with  the  canal  at  New  York  and  the  lakes  during  a 
large  part  of  the  year,  the  fact  that  the  Chesapeake  &  Ohio 
road  is  open,  and  that  the  Atlantic,  Mississippi  &  Ohio,  the 
old  Virginia  and  Tennessee  line  are  open  to  the  southwest, 
that  New  York  continues,  even  with  the  higher  rail  rate  from 
here  m  winter,  to  increase  its  imports  by  its  aggregate  of  rail, 
sea  and  canal  facilities,  while  the  other  cities  during  these  four 
years  decreased  theirs. 

.By  the  Chaieman  : 

Q.  If  the  St.  Lawrence  Canal  should  be  opened  in  connec- 
tion with  the  Welland,  so  as  to  effect  the  through  water  com- 
munication by  vessels  of  large  size  from  Liverpool  to  Chicago, 
it  would  force  the  Grand  Trunk  to  reduce  their  rate  mate- 
rially, and  make  it  still  a  more  dangerous  competitor  ?  A.  I 
think  so. 

By  Mr.  Sterne  : 

Q.  Now,  with  reference  to  west  bound  traffic,  when  was  it 
that  the  imports  fell  off  very  largely  to  all  the  sea  board  cities 
from  Europe  between  the  years  187'2  and  1879? 

Mr.  Shipman — I  am.  going  into  the  statistics  showing  the 
effect  of  all  these  pools  and  rates  which  he  has  testified  to ;  I 
am  going  into  the  statistics  as  to  how  they  have  affected  trade, 
in  my  next  question. 

Q.  Let  me  draw  your  attention  to  the  fact  that  I  want  to 
bring  out,  which  I  believe  to  be  as  I  shall  state  it  to  you  ;  isn't 
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it  true  that  tlie  reduction  of  values  in  this  country,  and  the 
return  towards  a  specie  payment  even  before  we  arrived  at 
specie  payment,  affected  the  imports  very  materially?  A.  I 
have  no  doubt  it  did. 

Q.  So  that  the  tariff  which  was  scarcely  protective  before, 
became  prohibitory  afterwards,  nnd  ships  came  over  in  ballast 
instead  of  bringing  laden  cargoes  ?  A-  I  think  it  went  largely 
towards  producing  that  result. 

Q.  And  did  not  that  affect  most  materially  the  commerce  of 
New  York  ?  A.  In  proportion  as  New  York  had  a  larger  busi- 
ness than  the  other  ports  it  affected  it ;  larger  in  amount,  but 
not  larger  in  percentage. 

Q.  Its  prosperity  depended  more  largely  upon  its  imports 
than  other  ports  did,  did  it  not  ?  A.  I  think  so ;  I  can  give  the 
figures  you  ask  for  ;  the  values  of  imports  at  four  leading  ports 
for  eight  years  were  as  follows,  back  to  18T0 ;  in  1870  the 
value  of  imports  at  Boston  was  $47,524,845  ;  they  declined  in 
1877  to  $42,275,125,  being  a  loss  of  $5,OjO,000. 

Q.  That  is  not  exactly  the  comparison  that  I  desired  to  get, 
simply  because  there  is  a  period  there  of  crisis  and  depression ; 
take  after  the  crisis  had  had  its  effect — take  1874  compared 
with  1878,  showing  the  decrease  at  that  time?  A.  In  1873  the 
value  of  Boston  imports  was  $iJ8,000,000  roundly. 

Q.  In  1878,  what  were  they?  A.  I  have  not  1878 ;  in  1877 
they  were  $42,000,000,  being  a  loss  of  $26,000,000. 

Q.  That  was  after  the  crisis  ?  A.  Alter  the  crisis ;  Phila- 
delphia was  $26,500,000  in  1874,  and  $19,000,000  in  1 877 ;  Balti- 
more was  $29,000,000  in  1873,  and  $22,000,000  in  1877  ;  in  1874 
New  York  had  $395,00J,000,  and  in  1877  $330,000,000. 

Q.  Isn't  it  true  that  a  lai'ge  proportion  of  the  vessels  in 
1874  came  over  laden  with  merchandise,  and  in  1876  and  1877 
they  came  over  in  ballast  ?  A.  I  don't  know;  lean  only  judge 
from  these  figures. 

<^.  Haven't  you  observed  that  ?     A.  No. 

Q.  That  the  majority  of  the  cargoies  that  come  over  here  for 
orders,  or  .that  touch  at  Philadelphia  breakwater  for  orders,  or 
the  Delaware  breakwater  for  orders,  or  touch  at  our  port  for 
orders,  come  here  in  ballast?  A.  I  think  the  great  majority 
of  them  do,  ocitside  of  the  steam  vessels  that  run  in  regular 
lines. 

Q.  And  tihat  they  formerly  came  here  laden  with  merchan- 
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dise  ?  A.  No ;  I  think  that  the  number  of  bottoms  that  arrive 
in  this  couQtry  that  liave  been  withdrawn  from  the  stagnated 
commerce  of  the  whole  globe,  constitutes  a  large  part  of  the 
vessels  going  to  other  ports,  and  not  vessels  that  formerly 
came  to  New  York ;  the  number  of  outward  cargoes  from  New 
York  in  1878  were  larger  than  1877. 

Q.  I  have  no  doubt  that  the  number  of  outward  cargoes  was 
very  much  larger,  but  the  number  of  inward  cargoes  are  abso- 
lutely smaller,  are  they  not  ?  A.  I  don't  know  about  the  im- 
ports, except  as  I  get  it  from  there  ;  it  shows  a  very  large  in- 
crease last  year. 

Q.  If  it  be  true  that  the  import  trade  were  entirely  wiped 
out,  supposing  such  a  contingency  possible,  wouldn't  that 
have  a  very  material  effect  upon  the  prosperity  of  those  cities, 
depending  upon  the  difference  that  you  make  in  your  charges? 
A.  I  think  it  would  have  a  very  perceptible  effect ;  no  doubt  of 
it. 

Q.  Isn't  it  true  that  an  import  cargo  was,  and  is,  as  a  general 
rule,  the  more  valuable  cargo?    A.  In  dollars? 

Q.  Not  only  in  dollars,  but  in  freight  earnings  ?  A.  Freight 
earnings  per  ton  ;  yes,  sir. 

Q.  So  that  a  vessel  that  comes  into  New  York,  which  was  the 
distributing  point  for  the  import  merchandise,  could  afford  to 
load  here,  if  it  had  an  inward  cargo  at  lower  rates  even  than 
other  points?     A.  Could  afford  to  load  outward,  you  mean? 

Q.  Yes  ?  A.  Afford  to  load  at  lower  rates ;  in  other  words, 
if  the  round  trip  of  the  ship  via  New  York  was  more  favorable, 
they  would  come  here. 

Q.  If  there  is  no  round  trip  in  the  sense  that  they  have  an 
outward  cargo — because  ships  are  oVned  mostly  in  Europe — 
then  the  question  of  difference  would  make  a  very  material 
difference — the  difference  in  the  rate,  wouldn't  it  ?  A.  I  think 
it  would. 

Q.  Isn't  it  true  that  there  has  been  a  very  perceptible  and 
material  change  in  that  respect  in  the  current  of  trade  in  the 
last  few  yearsi?  A.  In  what  respect;  you  are  speaking  of 
both  east  and  westbound.  ^ 

Q.  That  is  to  say,  the  outward  cargoes  have  been  appreciably 
less  ?  A.  No  ;  the  outward  cargoes  have  been  appreciably  a 
great  deal  more. 

Q.  We  speak  of  different  things  when  we  speak  of  outward 
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cargoes ;  I  speak  of  outward  cargoes  as  though  I  was  the 
owner  in  Europe  ?     A.  You  mean  from  England,  this  way  ? 

Q.  From  England  this  way  ;  the  outward  bound  cargo  from 
England  has  changed  in  character,  and  lessened  in  value  ?  A. 
I  think  it  has. 

Q.  We  produce  more  of  the  silk  and  of  the  woolen  goods, 
and  of  all  the  higher  priced,  first-class  commodities  that  we 
formerly  imported  into  this  country  ?     A.  Yes. 

Q.  And  our  ports  are  becoming  mainly  export  ports,  aren't 
they  ?     A.  Yes  ;  the  leading  ports. 

Q.  You  have  stated  that  you  could  not  find  out  why  there 
is  an  absence  of  difference  between  Boston  and  New  York,  as 
to  westward  bound  rates  ;  now,  isn't  it  true  that  it  is  in  conse- 
quence of  the  inability  to  get  the  Grand  Trunk  into  the  ar- 
rangement of  which  you  have  just  spoken  ?  A.  So  far  as  our 
company  is  concerned,  it  is. 

Q.  Isn't  it  true,  of  course  necessarily,  so  far  as  the  New 
York  Central  Railroad  Company  is  concerned  ?  A.  I  don't 
know  whether  it  would  be  the  New  York  Central's  policy  to 
charge  more  from  Boston  than  from  New  York,  or  not. 

Q.  If  it  is  not  their  policy,  isn't  it  because  they  control  their 
Boston  connection  ?  A.  They  do  not  control  their  Boston 
connection,  judging  from  statements  made  by  the  officers  of 
those  connections  in  our  meeting  ;  they  control  their  part  of 
the  connection  from  Albany  west. 

Q.  Doesn't  it  work  great  hardship  upon  New  York,  that  it 
should  not  get  the  benefit  of  its  situation  as  compared  with 
Boston?  A.  I  only  judge  by  the  statistics,  where  the  busi- 
ness of  Boston  falls  off  more  than  the  business  of  New 
York,  that  it  is  no  great  hardship. 

Q.  Hasn't  the  eastbound  business  very  largely  increased  ? 
A .  The  eastbound  business  has  increased  to  New  York  in 
much  larger  proportion  than  to  Boston. 

Q.  Isn't  that  due  to  the  fact,  not  that  the  railways  bring 
business,  but  that  the  canals  and  lakes  bring  business  ?  A. 
The  percentage  of  the  falling  ofl  in  the  canal  is  very  great, 
while  the  increase  of  the  railroads  is  correspondingly  large. 

Q.  Do  you  think,  if  you  were  to  wipe  out  the  canal — - 
1  must  take  a  hypothetical  case  of  that  character— if  you 
were  to  wipe  out  the  canal,  and  to  wipe  out  the  lakes,  and  thus 
do  away  with  the  geographical  advantage  that  New  York  has, 
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in  that  particular,  that  New  York  could  bear,  for  any  continu- 
ous period  of  time,  that  difference  that  .you  now  make  of  2  and 
3  cents  a  hundred  in  favor  of  Philadelphia  and  Baltimore,  and 
equal  rates  to  Boston  ?  A.  I  just  suggested  to  our  couusel 
that  I  have  been  asked  by  him  to  prepare  a  statement  upon 
the  whole  eastbound  question,  and  at  a  proper  place,  as  I 
have  been  asked  by  the  Judge  not  to  confuse  his  questions, 
I  would  suggest  that  you  hear  wliat  is  to  be  said  in  that  par- 
ticular, and  then  I  will  be  happy  to  answer  any  question. 

Q.  Then  as  to  the  westbound,  isn't  it  equally  true  that  you 
make  in  favor  of  Philadelphia  and  Baltimore,  an  advantage 
of  two  and  three  cents  a  hundred  ?  A.  I  presume  that  it  wil]; 
be  noted  in  this  letter  to  Mr.  Seargeant,  I  suggested  that  the 
rates  on  this  foreign  business  from  all  psirts,  from  Montreal 
and  Baltimore  inclusive,  be  the  same  ;  that  was  a  suggestion 
in  the  spring  of  1877  ;  my  reason  for  that  was  this  :  that  on 
cargo  coming  this  way  the  rules  of  the  North  Atlantic  Confer- 
ence provide  that  the  rate  shall  be  the  same  to  all  the  Ameri- 
can ports  ;  now,  if  the  rates  from  Liverpool  to  Baltimore  are 
the  same  that  they  are  to  New  York,  and  from  New  York  to 
Cincinnati,  a  rate  must  be  added,  three  cents  in  excess  of  the 
rate  from  Baltimore,  the  rate  through  New  York  will  be  three 
cents  higher  than  it  will  through  Baltimore,  and  therefore, 
there  is  just  that  much  disability  that  this  port  labors  under  in 
the  carriage  of  these  foreign  goods.  Outwardly  the  Conference 
has  no  rule ;  they  make  rates  on  the  market  to-day  as  they 
see  fit  in  Baltimore,  Philadelphia,  Boston,  and  New  York, 
but  in  the  westward  direction  they  are  governed  by  the 
rules  of  this  Conference ;  if  there  were  no  sail  vessels,  and  the 
business  was  all  done  by  steam,  that  would  constitute  a  very 
considerable  loss  to  the  port  of  New  York,  but  while  we  are 
dependent  at  New  York,  mainly  upon  sail  vessels  in  point  of 
tonnage,  these  vessels  to  New  York  carry  these  goods  in  bal- 
last, and  can  get  them  here  on  better  terms  than  they  can  get 
them  to  Baltimore  in  that  respect ;  that  is,  parties  residing 
here,  Phelps,  Dodge  &  Co.,  if  you  please,  would  rather  have 
them  here,  and  they  can  save  that  economy  of  three  cents  per 
hundred  pounds,  which  is  very  small  on  tin,  by  the  presence 
of  their  banking  house,  the  inspection  of  their  clerks,  the 
methods  in  which  they  repair  their  tin,  and  various  other 
points,  and  that  three  cents  is  very  rapidly  wiped  out,  but  if  it 
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■was  simply  a  question  of  the  issuance  of  through  bills  of  lading 
from  Liverpool  to  Cincinnati,  the  three  cents  would  turn  the 
scale,  and  it  would  go  through  Baltimore.  For  that  reason  I 
think  these  differences,  while  the  ocean  rate  is  always  the 
same,  should  not  exist  between  these  different  ports ;  in  other 
words,  that  the  rate  from  Liverpool  to  Cincinnati  should  be 
the  same,  whether  goods  go  over  the  New  York  Central  or 
the  Baltimore  &  Ohio  Kailroad. 

Q.  You  admit,  do  you,  and  your  investigations  have  led  you 
to  the  same  conclusions  that  mine  have,  that  the  ocean  freight 
rates  are  substantially  the  same?  A.  They  are  the  same, 
only  westbound,  which  are  governed  by  the  North  Atlantic 
Conference  at  Liverpool. 

Q.  So  that  Mr.  Vanderbilt  in  his  letter  to  the  Chamber  of 
Commerce  last  year  was  in  error,  when  he  stated  that  the  dif- 
ference in  the  ocean  rate  from  and  to  these  respective  cities 
corresponded  to  a  difference  of  two  and  three  cents  a  hun- 
dred ?  A.  Mr.  Vanderbilt  considered  the  whole  question,  east 
and  west,  sail  and  steam  ;  I  am  referring  to  westbound  only, 
and  steam  only. 

Q.  There  is  no  differetice,  is  there,  between  the  ocean  freight 
and  insurance  from  Liverpool  to  Baltimore,  as  compared  with 
New  York  or  compared  with  Philadelphia?  A.  The  east- 
bound  business  is  governed  by  no  conference,  and  governed 
by  no  rate,  but  the  steamers  get  the  market  freight  rate ;  the 
rate  is  sometimes  the  same  and  sometimes  less  from  New  York 
than  from  Baltimore  ;  it  is  sometimes  more  to  Baltimore  than 
NewYork,  and  sometimes  more  to  Philadelphia  than  either  port- 

Q.  And  sometimes  less  ?  A.  Sometimes  less,  and  sometimes 
more  or  less  to  Boston. 

By  the  Chaieman  : 

Q.  Would  they  average  alike  ?  A.  I  only  desire  to  say  to 
the  Committee,  that  at  the  time  that  these  differences  were 
made,  or  before  they  were  agreed  upon,  we  sent  our  foreign 
freight  agent  to  Baltimore  for  the  purpose  of  procuring  the 
charters  made  there  outwardly  and  the  rates  made  inwardly, 
and  it  was,  after  taking  what  I  judged  to  be  an  annual  average 
of  the  charters  made,  that  we  beheved  at;  that  time  there  was  a 
difference  of  three  cents  per  hundred  pounds.  I  also  desire  to 
say  that  since  the  adjournment  of  this  Committee  from  Sara- 
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toga  and  this  conference  with  the  New  York  Produce  Ex* 
change,  and  with  no  reference  to  this  question,  that  same  ques- 
tion has  been  examined  again,  and  the  report  is  now  being 
prepared  as  to  the  results  obtained  at  Baltimore  in  the  recent 
months.  There  are  no  twenty  merchants  in  the  City  of  New 
York  that  have  the  interest  in  this  matter  that  Mr.  Vanderbilt 
alone  has,  and  there  are  no  twenty-five  merchants  or  fifty  in 
the  City  of  New  York  that  have  the  interest  in  the  matter  that 
Mr.  Jewett  and  Mr.  Yanderbilt  combined  have  ;  they  therefore 
watch  this  thing  carefully,  and  as  far  as  I  am  concerned,  I  am  con- 
stantly called  in  by  the  President  to  explain  the  difi'erent  Balti- 
more statistics  as  compared  with  last  year,  the  increase  of  New 
York  or  the  falling  off  of  New  York,  the  increase  in  New  York  of 
provisions  and  the  falling  off  at  Baltimore  of  grain,  or  what- 
ever fluctuation  of  the  commercial  current  there  may  be,  and 
those  matters  are  coristantlj-  demanding  our  attention ;  and 
when  I  get  to  the  eastbound  feature  of  this  case,  it  will  be  seen 
that  we  are  already  giving  it  attention  upon  entirely  indepen- 
dent reasons. 

Q.  What  do  you  mean  by  giving  it — giving  it  attention  ?  A. 
Giving  it  attention. 

Q.  You  have  not  answered  my  question ;  haven't  you  ob- 
served that  for  the  last  few  years  the  rates  have  been  substan- 
tially the  same,  the  ocean  freight  rates,  for  other  than  regular 
lines  of  steamers  ?     A.  No. 

Q.  That  you  have  not  observed?    A.  No. 

Q.  You  were  speaking  in  the  last  part  of  your  examination, 
of  your  agent  abroad— your  foreign  freight  agent;  have  you 
such  an  agent  ?     A.  We  have. 

Q.  Does  he  make  through  rates  from  Liverpool  to  the  west  ? 
A.  None  whatever,  except  as  they  are  furnished  by  the  New 
York  office. 

Q.  Do  they  furnish  him  the  rates  for  through  bills  of  lading 
from  Liverpool  to  the  west  ?  A.  We  furnish  him  our  New 
York  tariff  rates  only,  to  which  he  is  instructed  to  add  the 
lowest  rate  that  he  can  obtain  by  the  steam  lines  and  make  a 
through  price. 

Q.  What  economy  or  advantage  does  your  corporation  derive 
from  having  an  agent  abroad,  if  all  that  you  get  will  be  your  local 
rates  ?  A.  We  have  an  interest  in  stimulating  the  commerce  of 
the  port  of  New  York  ;  if  the  business  goes  through  Boston,  as 
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stown  yesterday,  we  get  eight  per  cent.;  if  it  goes  throngh 
Philadelphia  we  get  twelve  per  cent.;  if  it  goes  through  Balti- 
more, we  get  nothing  ;  we  therefore  keep  an  agent  at  Liverpool, 
not  because  we  can  increase  our  New  York  percentage,  but 
because  his  efforts  are  devoted  exclusively  to  getting  the  busi- 
ness through  the  City  of  New  York. 

Q.  In  your  negotiations  with  these  various  steamship  com- 
panies for  the  purpose  of  abrogating  the  time  C(mtracts,  you 
stated  that  they  had  withheld  funds  that  they  owed  you  on 
eastbound  traffic  ?     A.  On  eastbonnd  trafBc. 

Mr.  Shipman — No  ; .  westbound  traffic  ?  A.  They  owed  us 
on  eastbound  ;  Mr.  Sterne  is  right. 

Q.  How  did  they  come  to  be  your  agents  in  collecting  the 
eastbound  traffic,  if  you  did  not  make  through  bills  of  lading 
from  the  west  to  Liverpool  ?  A.  When  we  tendered  freight 
to  the  Anchor  Line  that  had  been  consigned  to  them  from  the 
west,  they  owed  us  the  advanced  charges  from  Chicago  to  New 
York,  whether  it  was  on  a  through  bill  of  lading  or  was  not 
upon  a  through  bill  of  lading,  if  the  goods  were  consigned  to 
Liverpool,  and  they  held  the  charges  to  New  York  in  order  to 
make  good  what  they  regarded  as  the  amount  we  locally  charged 
them  westbound. 

By  Mr.  Shipman  : 

0.  They  collect  in  Liverpool  ?  A.  They  collect  the  sum 
total  in  Liverpool — our  charges  and  their  own  combined. 

By  Mr.  Steune  : 

Q.  Was  not  that  on  through  bills  ?  A.  No,  not  altogether  ; 
it  may  have  been  in  a  great  m^ny  cases  on  throngh  bills. 

Q.  Wasn't  it  mainly  ?     A.  No,  I  think  not. 

Q.  Didn't  it  arise  from  the  custom  and  system  of  through 
billing?     A.  No. 

Q.  Do  you  remember  a  condition  of  affairs  in  which  a  mer- 
chant of  the  City  of  New  York  could  send  five  car  loads  of 
salt  from  New  York  to  Boston,  and  have  them  go  over  the 
Boston  &  Albany  and  New  York  Central  Eailroad  through 
New  York  to  Chicago  at  lower  rates  than  he  could  have  sent 
them  from  New  York  to  Chicago  ?     A,  I  do  not. 

Q.  If  such  a  fact  were  presented  to  you  and  shown  to  have 
existed,  and  that  that  was  the  condition  of  the  freight  market 


3072 

then,  that  it  was  easier  to  send  goods  from  Kew  York  to  Bos- 
ton and  from  Boston  westward  to  any  western  point,  and  yet 
save  money  as  compared  with  the  condition  at  New  York, 
would  that  be  a  surprise  to  you  ?     A.  Quite  a  surprise. 

Q.  Can't  you  remember  a  demoralized  condition,  as  you 
call  it,  of  westbound  freights  which  would  permit  that  to  be 
done?  A.  It  is  my  recollection  that  in  the  fall  of  1877  the 
only  conference  that  ever  was  called  for  by  any  of  these  trade 
organizations  was  asked  to  be  held  by  Mr.  Jewett  and  Mr. 
Vanderbilt,  and  it  took  place  at  the  Grand  Central  Depot ; 
that  at  that  time  these  merchants  were  ■  there  solely  for  the 
purpose  of  representing  that  Boston  rates  were  lower  than 
the  rates  from  New  York,  but  it  was  shown  at  that  time  that 
they  had  been  in  negotiation  with  the  Grand  Trunk  to  stop  it, 
and  that  if  they  did  not  stop  it  they  would  reduce  the  prices,  and 
that  they  did  thereafter  promptly  reduce  the  New  York  rate  ; 
and  it  is  within  my  recollection  that  I  Wiis  directed  by  President 
Jewett,  after  the  conference,  to  give  notice  to  the  Boston  line 
that,  quite  independent  of  any  other  company,  unless  that 
condition  of  affairs  was  stopped,  the  Erie  Company  would  put 
down  the  rates  from  New  York.  If,  as  I  explained  yesterday, 
we  were  holding  rates  at  New  York,  under  a  pool  and  Boston 
rates  at  that  time  were  not  pooled,  and  the  Grand  Trunk  Eoad 
went  in  and  reduced  the  prices  and  cut  the  rate  secretly  from 
Boston,  a  condition  of  affairs  might  for  a  very  short  time  have 
existed  that  in  three  days  a  man  might  have  got  a  little  salt  by 
sending  it  outside  by  sea  to  Boston  and  returning  it  via  New 
York,  but  it  would  be  exceptional,  it  would  not  be  a  rule  that 
would  justify  an  argument,  and  it  would  be  a  wrong  that  the  rail- 
road companies  would  promptly  admit  and  show  that  they  took 
every  possible  step  in  their  power  to  correct. 

Q.  Why  is  it  that  the  Grand  Trunk  Railroad  refuses  and 
hesitates  to  go  into  that  pool  arrangement  if  it  is  to  their  ad- 
vantage ?    A.  They  have  now  come  into  them. 

Q.  They  have  now  ?     A.  Yes.  sir. 

Q.  Why  have  they  failed  to  come  into  them  before?  A.  I 
shall  have  to  refer  you  to  the  Grand  Trunk  Company  for  that. 

Q.  Were  you  not  present  at  the  conference  with  the  Grand 
Trunk  officers,  in  which  they  stated  to  you  their  reasons  ;  I 
would  like  to  have  what  their  reasons  were — why  they  refused 
to  do  it  ?     A.  The  principal  reason  always  advanced  was  that 
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before  taking  a  step  wbicli  involved  their  whole  company, 
they  would  have  to  refer  it  to  England,  and  when  they  re- 
ferred it  to  England,  there  was  nobody  over  there  that  under- 
stood it,  and  it  was  referred  back,  and  when  it  was  referred 
back,  it  had  to  be  referred  to  England  agaiu  ;  in  other  words, 
they  did  not  want  to  pool  until  they  thought  that  they  could 
get  larger  percentages  and  better  terms  by  sending  these  ques- 
tions backwards  and  forwards  across  the  Atlantic,  or  get  better 
terms  by  delay  and  non-agi-eement,  and  that  sooner  than  have 
our  rates  largely  demoralized,  we  would  rise  on  them  two  or 
three  per  cent. 

Q.  What  do  you  mean  by  rising  on  them  two  or  three  per 
cent. ;  allow  them  to  charge  two  or  three  per  cent,  less  ?  A. 
No ;  that  we  would  increase  the  quantity  of  goods  actually 
permitted  to  be  carried  by  them  under  a  pool  from  two  or 
three  per  cent. 

Q.  Didn't  they  always  insist  upon  a  right  to  carry  at  a  less 
rate  than  the  New  York  rate  ?  A.  They  have  always  insisted 
that  they  should  have  certain  differential  rates  out  of  the  City 
of  Boston. 

Q.  That  is,  lower  rates  for  a  haul  from  Boston  to  Chicago 
than  from  New  York  to  Chicago?     A.  Practically. 

Q.  Why  is  it  that  that  corporation  can  afford  to  carry  from 
Boston  to  Chicago  by  its  connection  and  by  its  road  at  lower 
rates  than  the  ^ew  York  Central  and  the  Erie  from  New  York 
to  Chicago,  the  distance  being  so  much  greater  ?  A.  I  don't 
think  they  can  afford  to  do  it. 

Q.  Why  is  it  that  they  insist  upon  so  doing  ?  A.  For  the 
reason  that  I  have  stated  ;  let  me  give  the  Committee  an  ex- 
ample. The  Grand  Trunk  Koad  is  to-day  carrying  goods  from 
the  City  of  New  York  by  steamer  from  here  to  Portland,  Maine, 
and  from  Portland,  Maine,  through  Montreal,  to  points  in  the 
west,  at  a  less  price  than  the  Erie  and  New  York  Central  Com- 
panies charge  all  rail  direct ;  they  also  take  goods  from  here 
to  New  London,  carry  the  goods  over  the  Northern  Railroad 
through  to  Montreal,  and  then  take  them  west  at  less  rates 
than  we  make  from  the  City  of  New  York,  paying  the  pro- 
portion to  the  New  London  Road  for  that  service. 

Q.  When  you  speak  of  an  arbitrary  rate,  you  mean  local 
rate?  A.  Local  rate,  or  an  arbitrary  proportion  of  the 
through  rate  ;  it  may  not  be  a  local  rate  ;  I  have  upon  many 
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occasions  protested  against  that  condition  of  affairs  ;  it  never 
has  been  claimed  by  the  Grand  Trunk  Company  that  they  can 
afl'oi  d  to  do  it,  but  wo  have  been  advised  that  if  we  will  give 
them  a  fixeil  percentage  of  the  goods  out  of  New  York,  by 
way  of  their  sea  lines,  they  will  put  their  price  up  to  ours, 
and  we  have  steadily  declined  to  do  it. 

By  the  Chaibman  : 

Q.  In  the  meantime  they  are  running  wild  ?  A.  In  the 
meantime  they  are  running  wild  via  those  lines  from  New  York, 

Q.  If  they  were  not  in  a  bankrupt  condition,  and  were  com- 
pelled to  meet  interest  upon  their  bonds  and  look  for  a  divi- 
dend upon  their  stock,  they  would   not  be  permitted  to  do 
these  things,  would  they  ?     A.  By   whom— by  the  stockhold-- 
ers? 

Q.  Yes.  A.  It  may  be ;  I  don't  know  what  their  stock- 
holders might  do ;  but  the  profits  to  the  Grand  Trunk  Road 
would  be  the  same  whether  they  are  solvent  or  bankrupt,  and 
the  loss  would  be  the  same. 

Q.  If  they  do  the  same  thing  ?     A.  Yes,  sir. 

By  Mr.  Sterne  : 

Q.  But  if  they  pool  with  you  and  maintain  rates,  that 
wouldn't  be  so  ?  A.  As  a  bankrupt  road,  if  you  choose  to 
count  them  so,  they  are  using  every  means  in  their  power  to 
get  goods  at  full  prices  ;  now,  the  probabilties  are,  and  in  that 
respect  the  Grand  Trunk  Eoad  is  just  the  same  whether  it  is 
bankrupt  or  solvent,  it  is  governed  by  the  same  board,  its 
bankruptcy  does  not  throw  it  into  the  court,  and  I  see  no  rea- 
son why  the  administrators  of  that  road  would  pursue  one 
policy  on  these  goods  if  they  paid  their  interest  and  dividends, 
and  another  if  they  did  not. 

Q.  The  Grand  Trunk  runs  through  a  very  much  less  valu- 
able territory  than  the  Erie  ?     A.  Yes,  sir. 

Q.  It  has  a  smaller  traffic  than  the  Erie?     A.  Yes,  sir. 

Q.  And  a  heavier  grade  than  the  Erie  ?     A.  I  think  not. 

Q.  It  has  a  heavier  grade  than  the  Central  ?     A.  I  think  so. 

Mr.  Shipman — I  doubt  that. 

The  Witness — Yes,  the  parts  of  their  line  bel  ween  Montreal 
and  Portland, 
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Q.  Do  you  know  how  many  freight  cars  it  can  haul  to  a 
train  ?     A.  No,  I  do  not. 

Q.  Its  line  is  very  much  further,  isn't  it,  from  the  seaboard 
to  Chicago  than  any  of  the  New  York  roads?  A.  From  Mon- 
treal to  Chicago  it  is  shorter  than  it  is  from  New  York  to 
Chicago. 

Q.  It  gets  its  main  traffic  from  Boston  and  Portland?  A. 
Yes,  sir. 

Q.  Portland  is  how  much  further  from  Chicago  than  New 
York?  A.  Their  Portland  distance,  I  think  is  about  200  miles 
further  than  the  Boston  <fe  Albany  distance  to  Boston. 

Q.  And  yet  they  make  a  rate  from  Portland  lower  than  from 
New  York  ?  A.  They  make  a  rate  from  New  York  via  Port- 
land lower  than  we  make  it  from  New  York. 

Q.  From  New  York  via  Portland  to  Chicago  lower  than  you 
make  it  from  New  York  ?     A.  Yes,  sir. 

Q.  And  there  is  no  reason  for  that,  that  you  can  find  out, 
which  is  of  a  commercial  character  ?     A.  None  whatever. 

Q.  Sir  Henry  Tyler  is  an  intelligent  railway  manager,  isn't 
he  ?     A.  On  some  points,  on  others  I  don't  think  he  is. 

Q.  Did  you  know  the  road  when  Mr.  Robert  Potter  had  con- 
trol of  it  ?     A.  Yes,  sir. 

Q.  He  was  an  intelligent  railway  manager,  was  he  not  ?  A. 
Yes,  sir. 

Q.  He  was  before  that  time  the  manager  of  the  Midland 
Railway  ?     A.  Yes,  sir  ;  I  believe  so. 

Q.  Was  the  policy  then  the  same  as  it  is  now  ?  A.  Pre- 
cisely, because  the  traffic  manager,  Mr.  Hickson,  was  the  same 
as  he  is  now. 

Q.  So  that  the  traffic  manager  controls  the  policy  of  the  road, 
and  not  its  President  ?  A.  He  has  absolutely  ;  Mr.  Seargeant 
was  sent  out  from  England  to  manage  the  traffic  interests  of 
the  Grand  Trunk.  Mr.  Hickson's  familiarity  with  all  the 
affairs  of  the  company  vv'as  decided  to  be  of  so  much  impor- 
tance that  Mr.  Seargeant  was  subordinated  to  Mr.  Hickson. 

Q.  This  pooling,  you  stated  yesterday,  practically  results  in 
making  all  these  trunk  lines  one  line  for  the  purposes  of  traffic  ? 
A.  One  system  of  lines  ;  yes,  sir. 

Q.  There   is   an   enormous   difierence,  isn't  there,  however, 
between  the  cost  of  the  building  of  those  lines  and  the  natural 
advantages   or   disadvantages  of  the  territory  through  -^vhich 
they  respectively  pass  ?    A,  I  think  go, 
82 
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Q.  Those  differences  are  equalized  by  this  poohng  arrange- 
ment, ar3  they  not  ?     A.  They  are  averaged  ;  yes,  sir. 

Q.  That  is  to  say,  the  city  or  town  which  had  suffered  under 
disadvantages  was  put  upon  the  level  of  that  which  had  an 
advantage  ?     A.  You  mean  an  interior  town  or  a  western  city  ? 

Q.  Anything  along  the  line  of  these  routes  which  are  pooled, 
all  differences  of  the  cost  of  the  railways,  differences  of  amount 
and  bulk  of  local  traffic,  differences  of  grade,  differences  of 
any  natural  advantage,  or  advantage  in  population,  is  wiped 
nut,  isn't  it,  by  such  pool  ?  A.  No,  sir,  the  local  business  not 
*^Aing  pooled. 

Q.  But  to  whatever  points  the  pool  operates ;  what  the  pool 
does  not  affect  the  pool  does  not  touch ;  but  to  whatever 
■^oints  the  pool  operates  it  is  equalized  ?  A.  Yes,  sir  ;  where 
'  'I'*  road  makes  a  larger  profit  than  another  it  has  it,  and 
where  another  one  has  less  it  has  to  stand  it. 

Q.  But  the  localities  are  equalized  by  the  pool  ?  A.  The 
localities  are  equalized  by  the  pool ;  at  least,  that  is  the  intent. 

By  Mr.  Shipman  : 

Q.  Do  these  considerations  enter  into  your  estimate  of  the 
division  of  percentages?     A.  Nothing  whatever. 

By  Mr.  Steene  : 

Q.  I  am  speaking  now  of  the  practical  effect  of  this  pooling, 
that  it  wipes  out  natural  disadvantages  and  places  things  iipon 
a  level  ?     A.  In  the  west  ? 

Q.  In  the  west  and  in  the  east  ?  A.  I  don't  know  that  I 
understand  you  exactly  ;Tplease  state  a  case  ? 

Q.  It  equalizes  the  Baltimore  &  Ohio  and  the  New  York 
Central  Eailroad  ;  it  equalizes  the  Pennsylvania  Central  and 
the  Grand  Trunk,  if  you  please,  the  Grand  Trunk  being  now 
in  the  pool ;  it  gives  to  Boston  and  New  York  equal  advantages, 
no  matter  what  the  differences  of  cost  of  their  respective  rail- 
ways may  be  ?  A.  No,  it  does  nothing  in  those  respects  than 
what  was  always  done  since  1857. 

Q.  Doesn't  it,  in  point  of  fact,  do  that  more  efficiently  by  the 
operation  of  the  pool  which  was  before  that  time  a  mere  mat- 
ter of  accident  or  a  mere  matter  of  agreement  for  the  time 
being  ?  A.  If  the  conditions  are  the  same  in  all  these  cities, 
all  their  mercantile  relations,  it  equalizes  them. 
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Q.  You  believe  New  York  City  has  such  natural  advantages 
that  it  can  overcome  every  other  seaboard  city  in  any  event  ? 
A.  No,  I  do  not. 

Q.  What  other  city,  think  you,  has  advantages  equal  to  New 
York  City '?  A.  I  think  for  certain  parts  of  the  traffic  New 
York  has  a  very  large  advantage  ;  for  certain  parts  of  the  traffic 
it  has  a  very  great  disadvantage  ;  for  instance,  Martinsburgh 
is  100  miles  from  Baltimore,  and  it  is  300  miles  from  New 
York ;  there  is  no  geographical  or  other  advantage  in  New 
York  that  can  make  a  citizen  of  Martinsburgh  send  his  goods 
here,  because  New  York  is  the  biggest  city  in  the  United 
States  or  has  the  best  harbor ;  it  can't  be  done  ;  either  to 
divert  his  banking,  travel,  pleasure,  or  anything  else ;  he  is 
not  going  to  travel  all  that  distance  to  sell  his  cotton,  his 
corn,  or  his  hams ;  and  for  a  reverse  instance,  Middletown 
on  the  Erie  Eoad  will  never  do  its  business  with  the  City  of 
Baltimore  ;  therefore,  this  matter  must  be  considered  as  a  na- 
tional matter ;  take  Cincinnati,  for  instance  ;  the  distance  from 
Baltimore  to  Cincinnati  is  585  miles,  the  distance  from  New 
York  is  about  785  mUes ;  I  have  always  contended  that,  as 
against  the  business  of  Cincinnati,  New  York  was  at  a  disad- 
vantage ;  as  against  the  business  of  Buffalo,  Baltimore  is  at  a 
disadvantage  ;  as  against  the  business  of  Canada,  Baltimore  is 
at  a  decided  disadvantage,  because  neither  the  Pennsylvania 
nor  the  Baltimore  &  Ohio  Road  pass  over  any  bridge  across 
the  Niagara  river ;  I  don't  think  that  Baltimore  ever  will  do 
the  business  of  the  City  of  Ogdensburgh  at  all ;  therefore,  when 
it  is  said  that  New  York  has  these  commanding  advantages 
for  the  business  of  the  country,  it  has  for  certain  parts  of  the 
business  of  the  country,  and  for  other  parts  it  has  very  great 
disadvantages. 

By  the  Chaieman  : 

Q.  How  is  it  as  to  Chicago  ?  A.  As  to  Chicago,  the  differ- 
ence of  percentage  to  Baltimore  is  a  matter  that  I  have  been 
asked  to  touch  upon,  the  relations  of  all  these  cities  to  the 
west  on  east  bound  traffic,  and  it  is  a  very  large  and  a  very 
interesting  subject  to  me. 

By  Mr.  Steene  : 

Q.  Has  not  New  York  City  in  its  harbor  an  advantage  which 
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overcomes  the  mere  question  of  mileage  even  between  Cincin- 
nati or  Baltimore,  as  compared  with  New  York  ?  A.  The  har- 
bor of  New  York  is  not  as  good  as  the  harbor  of  Hampton 
Eoads;  it  has  not  as  deep  water,  and  at  Hampton  they  don't 
dump  garbage ;  there  is  not  as  much  water  at  the  docks  in 
New  York  as  there  is  at  the  docks  in  Norfolk. 

By  Mr.  Shipman  : 

Q.  Now,  I  want  some  statistics  on  west  bound  thi'ough 
traffic,  to  show  how  the  westward  through  traffic  of  different 
seabord  cities  has  been  affected  by  the  rates,  differences  and 
pools  about  which  you  have  testified ;  if  you  have  statistics  on 
that  I  want  them  put  in  ?  A.  If  the  railroad  rates  are  too 
high  from  the  City  of  New  York,  the  State  and  City  have  a 
leverage  that  none  of  the  other  cities  have  to  correct  it;  I  have 
had  occasion  to  refer  to  it  before  in  the  combination  of  lakes, 
canals,  and  rivers.  It  has  more  steamship  lines  running  to 
the  seaboard  at  Charleston,  Savannah,  Wilmington,  New 
Orleans,  Galveston,  and  everywhere  else  than  any  other 
city  on  the  seaboard ;  it  has  the  advantage  of  the  Grand 
Trunk  competition,  to  which  I  have  referred,  by  the  way  of 
Portland,  and  by  the  way  of  New  London  ;  it  has  lines  run- 
ning from  here  via  Ogdensburg  on  the  lake,  if  you  please  ; 
the  New  York  Central  delivers  goods  to  Charlotte;  the 
Lackawanna  Eailfoad  takes  goods  to  Oswego  ;  the  Atlantic, 
Mississippi  &  Ohio  Eoad  takes  goods  through  the  south- 
west ;  that  while  these  other  cities  have  certain  of  those  advan- 
tages they  haven't  them  to  the  same  combined  extent  ;  for 
instance,  there  are  three  steamers  a  week  despatched  from  New 
York  to  Richmond,  and  there  is  only  one  a  week  despatched 
from  Philadelphia  to  Richmond,  and  one  a  week  from  Boston 
to  Richmond  ;  I  have  endeavored,  in  order  to  give  the  Com- 
mittee as  accurate  information  as  possible,  to  get  the  statistics 
of  the  shipment  of  goods  in  tons  by  the  aggregate  over  the  steam 
lines  from  all  these  ports,  and  I  regret  that  I  was  unable  to  do 
so ;  I  have  obtained,  however,  that  delivered  by  rail  from  the 
seaboard  cities  growing  out  of  the  discussions  upon  these  pools 
and  the  determination  that  these  other  cities  should  be  pooled. 

Q.  That  is  the  westbound  rate  ?  A.  Simply  on  westbound 
shipments. 
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Q.  The  Chesapeake  &  Ohio  runs  from  Eichmond A, 

To  Huntington  on  the  Ohio  river, 

Q.  It  is  connected  with  New  York  by  a  large  line  of  ocean 
steamers  ?     A.  Called  the  Old  Dominion  Line. 

Q.  They  run  up  to  their  steamboat  dock  at  Eichmond,  take 
the  goods  right  on,  take  them  west,  and  make  a  continuous 
line  ?  A.  Tes,  sir  ;  to  a  connection  with  Cincinnati  and  Louis- 
ville ;  I  have  obtained  statements  showing  the  amount  of  tons 
of  the  different  points  pooled  for  the  years  1877  and  1878. 

Q.  I  want  to  know  how  these  rates  are  affected  by  these 
pools?  A.  I  have  explained  how  the  rates  were  affected  ;  and 
this  statement  shows  the  results  of  the  pools  upon  the  busi- 
ness ;  in  1877  the  City  of  New  York  was  pooled  aud  none  of 
these  other  cities  were,  and  in  1878  New  York  was  pooled  and 
the  other  cities  were  not ;  in  1877  of  all  the  all  rail  business 
going  west,  Boston  carried  225,918  tons,  being  16j  per  cent. 
Boston  included  some  twenty-three  competitive  New  England 
points. 
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The  canal  tonnage  west  bound  is  to  be  added  to  the  above 
New  York  tonnage,  in  order  to  make  the  comparison  complete; 
if  it  be  estimated  at  1,000,000  tons,  the  New  York  tonnage  of 
1878  would  have  increased  over  1877  about  3  per  cent. 

According  to  report  of  Chamber  of  Commerce,  the  canal 
shipments  west  in  1877  were  978,991  tons;  total  west  bound; 
rail  and  lake,  818,377  tons.     Total,  1,797,368  tons. 

New  Yoek,  Oct.  18,  1879. 
G.  E.  Blanchaed,  Esq.,  N.  Y.  : 

Dear  Sir, — In  reply  to  your  telegram,  would  say  that  G.  W. 
Schuyler,   Auditor    Canal   Dept.,    states    in   words  :    "  Total 
west  bound  tonnage  on  the  Erie  Canal  for   1878   is   958,589 
tons."     This,  of  course,  includes  all  freight. 
Yours  respectfully, 

E.  S.  WILLIAMS, 
Agent  Union  Steamboat  Co. 

By  the  Chairman  : 

Q.  Upon  the  completion  of  the  Welland  Canal  and  its  con- 
nection, I  understand  that  boats  can  draw  but  14|  feet  of  water 
then?  A.  That  is  limited,  I  believe,  by  the  depth  of  water 
upon  the  St.  Clair  flats,  near  Detroit. 

Q.  And  not  in  the  canal  ?     A.  Not  in  the  canal. 

By  Mr.  Noyes  : 

Q.  "What  depth  will  the  locks  admit?     A.  I  do  not  know. 

By  the  Chaibman  : 

'  Q.  What  will  be  the  eflfect  upon  the  transportation  to  the 
City  of  New  York  by  the  way  of  the  Erie  Canal,  as  at  present 
constituted,  when  that  shall  be  completed,  in  your  opinion? 

Mr.  Shipman — The'Welland  and  St.lLawrence  ? 

The  Chairman — Yes,  sir. 

The  Witness — I  think  that  the  effect  will  be  considerable,  par- 
ticularly if  the  improvements  are  made  contemplated  by  the  Do- 
minion of  Canada  in  the  navigation  of  the  St.  Lawrence  proper ; 
but  it  is  a  problem  that  is  very  difficult  to  answer  ;  commerce 
takes  strange  views  of  these  things ;  the  competition  of  the  Chesa- 
peake &  Ohio  Eoad  and  the  Virginia  &  Tennessee  to  that  mag- 
nificent harbor  of  Norfolk,  for  example,  was  expected  to  divert 
the  entire  business  from  the  City  of  New  York,  and  while  it 
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did  so  to  a  certain  extent,  it  has  not  done  so  very  largely ; 
the  effect  of  the  completion  of  the  Welland  Canal,  the  improve- 
ments at  Norfolk,  and  the  Eads  Jetties  are  three  things  with 
which  the  railroads  have  yet  to  deal,  and  it  is  almost  impossi- 
ble to  predict  their  results  upon  the  currents  of  tonnage 
movement. 

Q.  Will  not  the  effect  which  climate  has  upon  the  shipment 
of  grain  through  New  Orleans  and  the  Gulf  of  Mexico — the 
deleterious  effect — always  havea  tendency  to  throw  the 
movement  of  grain  through  the  City  of  New  York  and  these 
northern  cities  ?  A.  I  think  that  upon  grain  that  is  shipped 
when  not  thoroughly  ripened  it  will  ;  but  when  grain  has 
been  held  and  is  tolerably  dry,  they  provide  now  I  under- 
stand a  system  of  ventilation  for  the  transportation  of 
this  grain  to  the  south,  and  that  is  by  making  pipes, 
coming  up  through  the  body  of  the  grain,  perforated  with 
holes  so  that  the  air  comes  down  through  the  pipes  and  perme- 
ates through  the  grain;  in  that  way  the  shippers  of  grain  from 
St.  Louis  say  that  as  it  is  but  a  very  little  distance  from  New 
Orleans  to  the  Gulf  Stream,  and  the  Gulf  Stream  keeps  the 
temperature  of  the  ocean  transportation  about  the  same, 
whether  they  are  in  at  the  south  or  at  the  north,  that  they  do 
not  believe  that  there  is  a  great^deal  in  that  theory  of  damage. 

Mr.  Shipman — There  is  a  very  large  part  of  the  California 
wheat  that  is  marketed  in  Europe  where  it  is  very  valuable  for 
mixing  with  other  wheat  that  is  taken  through  the  tropics 
twice  on  sailing  vessels  down  by  the  way  of  Cape  Horn  ;  of 
course  it  crosses  the  equator  twice  on  its  waj'  to  European 
points  ;  in  addition  to  that  there  are  now  very  large  importa- 
tions of  grains  into  England — perhaps  nob  comparatively,  but 
actually  very  large — from  Adelaide  in  Australia,  of  wheat  ; 
there  are  also  very  large  importations  from  India. 

The  Witness — And  California. 

Mr.  Shipman — Of  course,  but  from  India,  and  all  those  ship- 
ments from  India  and  from  Adelaide  in  Australia,  and  from 
any  other  Australian  ports,  as  well  as  from  California,  pass 
through  the  tropics ;  from  India  and  Australia  it  passes 
through  the  tropics  twice ;  from  California  by  sail  vessels  it 
passes  through  them  twice ;  I  believe  there  is  no  grain 
shipped  acros^  the  Isthmus,  is  there  ? 

The  Witness — I  do  not  know  of  any, 
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Mr.  Shipman— It  all  goes  by  sail  vessels. 
The  "Witness — It  all  goes  by  sail  vessels. 

By  fclie  CnAiRMA.N  : 

Q.  Does  not  this  shipment  across  the  tropics  twice,  give  the 
wheat  a  lower  grade  in  the  market?  A.  No,  I  think  not.  I 
have  stated  the  cause  which  undoubtedly  led  to  the  increase 
of  the  business  at  Philadelphia,  where  the  difference  was  less 
than  the  diffeience  at  Baltimore  ;  and  in  confirmation  of  that 
I  have  copied  a  letter  of  the  17th  of  January,  1879,  addressed 
by  myself  to  Mr.  Fink. 

"  New  Yoee,  Lake  Erie  &  Western  Railroad  Co.,  } 
Office  of  Assistant  to  the  President,  ( 

"  New  York,  January  17,  1879. 
"  Albert  Fink,  Esq., 

"  Commissioner,  346  Broadway  : 
"  Dear  8ir  : — I  learn  that  sugar  is  being  forwarded  from 
Philadelphia  by  Messrs.  Harrison  &Havemeyer  of  that  city,  at 
prices  much  lower  than  the  established  differences  between  New 
York  and  Philadelphia  would  allow,  and  that  New  York 
refiners  are  complaining  of  the  discrimination  against  them. 
Will  you  kindly  advise  me  whether  the  facts  have  come  to 
your  attention,  and  whether  you  have  taken  any  action  upon 
it. 

"  I  regard  it  as  essential  for  the  fair  protection  of  New  York 
interests  that  the  understanding  arrived  at  last  spring,  that 
Philadelphia  should  be  pooled  as  well  as  New  York,  should 
be  carried  out  as  speedily  as  possible. 

Yours  very  truly, 
(Signed)  G.  E.  BLANCHARD, 

Asst." 

I  instance  this  to  show  the  watchfulness  of  our  people  on 
this  subject ;  I  think  that  is  all  upon  those  statistics. 

By  Mr.  Noyes  : 

Q.  In  regard  to  the  Welland  Canal,  we  have  heard  a  great 
deal  about  that  being  a  competing  point  when  these  canals  are 
completed — do  you  believe,  with  your  knowledge  of  commer- 
cial matters,  that  vessels  drawing  but  14|-  feet  of  water  can 
successfully  and  profitably  make  the  trip  between  Chicago  and 
83 
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Liverpool?  A.  My  own  Judgment  is,  that  it  will  be  found 
that  they  cannot,  for  two  or  three  reasons  :  the  first  is  the  one 
you  have  stated  ;  the  second  is  the  difficulty  of  getting  back 
cargoes ;  and  the  third  is  the  difficulty  of  getting  these  mixed 
cargoes  with  which  vessels  make  up  their  trimming  and  reduce 
their  insurance,  as  for  instance,  a  vessel  loaded  all  with  grain 
and  provisions  which  is  an  an  article  of  equal  weight  for  the 
same  bulk,  would  not  be  as  serviceable  at  sea,  and  more  liable 
to  loss ;  while  at  New  York  there  is  the  butter,  cattle,  cheese, 
cotton,  tobacco,  hemp,  giain,  and  all  the  enormous  miscellane- 
ous cargo  from  which  they  can -choose ;  the  time  made  from 
Chicago  to  New  York,  and  putting  it  on  board,  plus  the  ocean 
transit  from  here,  will  also  be  an  advantage  that  New  York 
will  continue  to  enjoy ;  and  for  these  reasons,  it  is  my  opinion 
that  the  advantages  that  the  Dominion  expect  to  derive  from 
the  enlargement  of  that  canal  are  over  estimated. 

Q.  You  do  not  consider  it,  then,  a  very  important  factor? 
A.  No,  sir;  I  do  not;  the  most  important  factor  of  the  comple- 
tion of  that  canal  is  the  extent  to  which  the  Grand  Trunk 
Company  may  adopt  a  policy  in  defence  of  its  inteiest  and 
against  this  canal,  that  may  require  us  to  follow  it. 

By  Mr.  Shipman  : 

Q.  You  say  you  have  been  the  general  freight  agent  of  the 
Erie  Railway  Company  and  for  the  company  which  has  suc- 
ceeded it,  since  1873,  did  you  say  ?  A.  Since  the  1st  of  Octo- 
ber, 1872. 

Q.  And  with  the  exception  of  when  you  have  been  absent  in 
Europe  once,  you  have  been  here  all  the  while  ?  A.  In  Eu- 
rope twice,  yes. 

Q.  A  short  visit  ?     A.  Two  months  each  time. 

Q.  Now,  I  want  to  know  of  you,  whether  during  that  time, 
there  has  been  any  conference  sought  with  you  by  the  Cham- 
ber of  Commerce  or  by  the  Board  of  Trade  &  Transportation, 
or  with  your  company,  upon  these  subjects  to  which  you  have 
thus  far  referred  in  your  testimony?  A.  Not  one,  with  the 
single  exception  of  the  discussion  upon  Boston  ditfeiences,  at 
Mr.  Vanderbilt's  office,  in  November,  1877  ;  and  in  that  re- 
spect, I  desire  to  show  the  radical  difference  between  the 
policy  of  these  parties  and  that  of  the  Produce  Exchange ; 
when  the  so  called  Cheap  Transportation  Association   was 
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organized— and    in    many  respects   I    think    the  first   word 
was    well    applied — I  said    distinctly   at    the  office   of    that 
association,   to  its    secretary,   Mr.    Theodore   F.  Lees,    that 
if   the  the    mercantile  public  of  New  York  that  were  asso- 
ciated  'with    that    organization,    desired    to    get    at    facts, 
of  mutual  interest,  that  to  organize  a  transportation  associa- 
tion, without  a  transportation  man  in  it,  was  one  of  the  hugest 
jokes  ever  perpetrated  by  a  New  York  commercial  organization ; 
and  that,  therefore,  I  suggested  that  they  invite  the  railroad 
companies  of  New  York  to  a  series  of  conferences  for  the  con- 
sideration  of  whatever  facts   they  obtained   relating  to   the 
interests  of  New  York  :  that   so  far   as  I  was  concerned,  the 
sentiments  that  I  uttered  in   the  opening  of  my  examination, 
that  we  should  confer  with  each  other,  had  governed  our  com- 
pany continuously,  and  I  should  like,  whether   or   not   there 
could  be  stated  conferences,  that  he  would  submit  to  me  any 
facts  that  came  to  his  attention  bearing  upon  these  great  com- 
mercial questions.    Neither  during  the  time  that  he  was  there 
nor  since  have  I  ever  received  such  a  communication — have  I 
ever  been    asked   to   a   conference,  have  I  ever  known  of  the 
presentation  of  any  series  of  facts  to  any  other  ofiBcer  of  any 
other  railroad  of  the  state  of  New  York,  and  the  same  is  true  of 
the  Chamber  of  Commerce.     The  Chamber  of  Commerce  or- 
ganized, as  its  name  indicates,  to   be   a   chamber  where  com- 
mercial  affairs    are   discussed   and  presented,  never  has  pre- 
pared a  commercial  table  for  submission   to  the   railroads — 
never  has  submitted  the  effects  of  these  differences  upon  the 
different  ports,  never  has  given  to  us  any  evidence  of  discrim- 
ination that  they  believed  were  produced  by  the  differences  of 
these  rates,  and  have  never,  in  any  way,  as  indicated  by  the 
names  of  these  two  organizations,  done  one  thing  to  co-operate 
with  the  railroads  to  advance  the  commercial  interests  of  the 
state  of  New  York  in  connection  with  transportation. 

By  the  Chaikman  : 

Q.  You  do  not  mean  as  individuals,  but  as  bodies  ?  ?  A.  I 
do  not  mean  as  individuals,  but  I  mean  as  organizations  appear- 
ing here  before  you.  Now,  I  desire,  as  I  have  stated,  to  contrast 
these  with  the  New  York  Produce  Exchange  :  in  1875  it  was 
found  that  the  system  of  grading  grain  which  had  been  intro- 
duced at  the  other  seaboard  cities,  while  New  York  sold  its  grain 
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by  samples,  was  One  that  was  losing  the  business  to  the 
City  of  New  York.  Such  prominent  people  as  Mr.  Edson,  Mr. 
Carlos  Cobb,  since  dead,  the  members  of  his  firm  and  various 
others  stated  that  fact  to  railroad  representatives,  and  we 
asked  them  for  a  conference ;  a  conference  was  held,  'and  we 
found  that  unless  the  railroad  companies  co-operated  and  gave 
a  warehouse  receipt  for  so  many  bushels  of  a  certain  grade, 
that  they  could  not  carry  out  in  the  harbor  of  New  York  the 
system  of  grading  grain  ;  it  radically  altered  all  the  usages  of 
the  port,  both  in  its  freight  and  every  other  respect ;  a  series 
of  seven  or  eight  conferences  was  therefoie  held ;  the  City 
of  New  York  finally  adopted  the  grade  system  upon  grain, 
and,  as  the  result  of  that  conference,  people  who  had 
not  been  able  to  ship  less  than  five  car  loads 
here,  because  the  railroad  company  declined  to  lighter 
less  than  that  amount  around  the  harbor,  unless  five  cars  were 
paid  for,  sent  large  quantities  of  individual  small  shippers  of 
one  or  more  cars  to  the  City  of  New  York.  Now,  therefore, 
I  instance  one  of  the  practical  results  of  this  system  of  confer- 
ences, compared  with  the  impracticable  results  of  the  absence 
of  conferences  with  the  Chamber  of  Commerce  and  the  Board 
of  Trade  &  Transportation.  Although  I  had  personally  sug- 
gested that  they  have  those  conferences  in  the  manner  stated, 
it  has  recently  occurred,  as  I  had  occasion  in  passing  to  state, 
that  the  Produce  Exchange  desired  to  change  the  bushel  sys- 
tem to  the  cental  system,  and  a  series  of  these  conferences 
have  been  held  upon  that  subject  ;  every  warehouse  receipt 
which  the  railroad  company  issues  must  be  issued  in  centals 
instead  of  bushels  ;  the  whole  system  of  charges  that  have 
formerly  applied  to  bushels  does  not  apply  to  centals,  except 
with  certain  modifications  ;  in  changing  from  bushels  to 
centals,  changing  the  multiples  of  transactions  in  the  harbor, 
it  is  of  course  necessary  for  us  to  change  our  various  forms 
for  doing  the  business  ;  they  have  asked  us  if  we  would  do 
that ;  we  have  met  them  and  we  have  agreed  to  it ;  the  detail 
is  all  arranged  ;  the  final  meeting  is  to  be  held  for  the  accept- 
ance of  it  in  good  faith,  and  it  goes  into  effect  on  the  1st  of 
January.  In  connection  with  that,  at  these  meetings  the  rail- 
road companies  themselves  asked  from  the  Produce  Exchange 
the  production  of  a  series  of  statistics  showing  the  prices  of 
grain  in  the  cities  of  Baltimore,  Philadelphia,  New  York,  Bos- 
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ton,  and  Montreal,  in  order  that  we  might  know  whether  the 
prices  at  these  cities  would  indicate  that  the  ocean  rate  was 
practically  the  same,  because  if  the  price  of  a  bushel  of  wheat 
at  Baltimore,  or  a  barrel  of  liour,  were  precisely  the  same  as 
at  New  York,  and  the  western  shipper  sends  his  freight  at 
three  cents  per  100  pounds  and  six  cents  a  barrel  less  to  Balti- 
more, he  just  made  three  ceiits  a  hundred  and  six  cents  a 
barrel  more  out  of  that  transaction  than  he  would  if  he  shipped 
it  to  New  York.  It  is  statistics  of  that  kind  that  have  a  perma- 
nent and  abidmg  value  ;  this  same  Committee  of  the  New  York 
Produce  Exchange,  in  answer  to  our  request,  are  preparing 
these  statistics,  and  liave  already  submitted  some  of  them ;  I 
instance  this  prominent  case  to  show  the  difference  between 
the  series  of  attacks  pursued  by  these  two  corporations  and 
the  form  of  co-operation  pursued  by  the  other,  the  one  dis- 
turbing the  whole  public  and  the  other  settling  it. 

Q.  You  think  they  should  go  to  the  railroads  instead  of 
the  Legislature  V  A.  I  think  we  are  the  people  to  come  to  first. 

By  Mr.  Shipman  : 

Q.  Of  course  in  this  absence  of  co-operation  of  trans- 
portation conference  with  you,  where  you  could  listen  to  their 
complaints,  and  they  could  listen  to  your  explanations  and 
come  to  an  adjustment,  you  have  had  very  little  advantage 
in  overcoming  these  difficulties  and  adjusting  your  traffic  to 
the  wants  of  the  community,  from  the  Board  of  Trade, 
or  the  Chamber  of  Commerce  ?  A.  We  have  had  none  whatever 
that  I  know  of;  if  these  organizations  have  been  of  any  value 
to  the  merchants,  they  have  not  been  of  a  particle  to  the 
railroad,  to  my  knowledge. 

Q.  Of  course  you  have  felt  the  wants  of  such  co-operation 
and  such  conference  ?     A.  Clearly. 

Q.  What  difficulties  have  you  had  to  overcome  in  getting 
the  facts  which  have  enabled  you  to  act  at  all  in  this  matter,  so 
far  as  these  facts  depended  upon  information  from  the  public  ? 
A.  So  far  as  the  Produce  Exchange  is  concerned  we  have  had 
the  full  co-operation  and  the  submittal  of  the  most  thorough  facts 
but  after  I  had  asked  the  Cheap  Transportation  Association 
once  for  this  conference  and  their  co-operation,  I  did  not  state 
it  again,  never  having  heard  from  them,  and  they  rebuffed  our 
advances  by  their  silence.     We  then  let  it  go,  and  any  statis- 
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tics  that  we  liave  gotteii  tip  since  then  we  believe  are  tnore  re- 
liable than  the  broadcast  statements  of  merchants  who  might 
or  might  not  have  an  interest  in  it,  but  at  all  events  we  believe 
were  ex  parte,  and  presented  from  one  side  of  the  question, 
and  without  the  slightest  attempt  to  get  the  railroad  companies 
to  explain  what  they  had  done,  before  they  pnt  their  fulmina- 
tions  before  the  public  in  the  shape  of  tracts. 

By  Mr.  Steene  : 

Q.  Don't  you  know  that  the  Transportation  Committee  of  the 
Chamber  of  Commerce  sought  an  interview  and  obtained  an 
interview  with  Mr.  Van der hilt,  and  I  believe  also  with  Mr. 
Jewett,  in  the  autumn  of  1877,  in  which  they  laid  their  griev- 
ances before  those  gentlemen?  A.  1  stated  that  fact  before 
you  came  in. 

Q.  How  could  you  then  state  that  they'never  sought  an  in- 
terview?    A.  I  said  they  never  sought  any  other  interview. 

Q.  Don't  you  know  that  that  interview  resulted  in  nothing  ; 
that  they  were  told  by  Mr.  Vanderbilt,  and  I  believe  Mr.  Jewett 
acquiesced  in  that  statement  (he  was  present) ;  that  the 
merchants  had  no  grievance  because  the  railroads  were  as 
largely  interested  in  the  prosperity  of  New  York  as  they  were, 
and  if  they  did  not  see  fit  to  alter  their  policy  they  had  no 
reason  to  complain  ?    A.  I  do  not. 

Q.  Were  you  present  at  that  interview  ?     A.  I  was  not. 

Q.  Do  you  know  what  took  place  at  that  interview  ?  A.  I 
know  that  the  principal  object  of  that  interview  was  the  settle- 
ment of  the  differences  of  Boston  as  compared  with  New  York. 

Q.  The  principal  object  of  that  interview  was  to  settle  the 
differences  which  wiped  out  New  York's  geographical  advant- 
ages, was  it  ?  A.  No  ;  it  was  a  complaint  that  Boston  rates 
were  lower  than  those  from  New  York. 

Q.  It  was  a  complaint  that  was  laid  before  these  gentlemen 
that  I  spoke  of  this  morning  that  cargoes  could  be  sent  via 
Boston  from  New  York  to  Chicago  at  lower  rates  than  from 
New  York  ?  A.  I  do  not  think  any  such  facts  were  submit- 
ted at  that  meeting. 

Q.  I  know  that  they  were  ;  when  you  say  that  you  do  not 
think  so,  you  do  not  know?    A.  I  do  not  know. 

Q.  That  after  waiting  weeks  after  that  conference  for  some 
action  upon  the  part  of  the  railways  in  relation   to  it ;  that 
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they  received  no  communication  whatever  from  the  railway 
ofi&cers  ?  A.  I  Imow  that  they  received  the  advice  that  the 
Boston  rates  had  been  advanced. 

Q.  Within  what  time  after  that  conference,  think  you,  that 
that  was  done?     A.  I  cannot  tell  you  without  looking. 

Q.  Don't  you  know  that  the  Transportation  Committee  of 
the  Board  of  Trade  &  Transportation  equally  sought  confer- 
ences with  the  oflBcers  in  1877,  and  were  refused  such  a  con- 
ference ?     A.  What  ofi5cers  ? 

Q.  The  Presidents  of  these  railways.     A.  No. 

Q.  And,  therefore,  if  that  be  true,  your  statement  that  they 
never  sought  a  conference  was  a  mistake  ?  A.  Sought  other 
conferences  than  the  one  I  stated  before  you  came  in. 

Q.  You  can  simply  speak  of  the  conferences  that  were  sought 
with  you  personally  ?  A.  Or  with  our  company,  as  I  am  ad- 
vised. 

Q.  Why  would  a  conference  that  had  been  sought  with  Mr. 
Jewett  be  necessarily  communicated  to  you  ?  A.  Not  neces- 
sarily but  most  probably. 

Q.  Were  you  informed  of  an  intended  conference  that  took 
place  between  the  Transportation  Committee  of  the  Chamber 
of  Commerce  and  Mr.  Vanderbilt  and  Mr.  Jewett  ?  A.  I 
think  I  was  absent  at  that  time. 

Q.  So  in  any  event  if  you  were  absent,  such  a  conference 
as  that  need  not  necessarily  be  submitted  to  you  ?  A.  Not 
necessarily. 

Q.  So  that  this  conference  may  have  been  sought  and  no  ac- 
tion taken  without  your  knowledge  ?  A.  No  action  could  have 
been  taken  without  my  knowledge  that  affected  the  rate  ques- 
tion. 

Q.  I  mean  action,  so  far  as  mere  interviews  are  concerned, 
might  have  been  taken  without  your  knowledge  ?     A.  Yes,  sir. 

Q.  So  you  do  not  mean  to  say  absolutely  that  these  various 
commercial  bodies  did  not  seek  any  conference,  but  simply,  so 
far  as  you  know,  they  sought  none  except  in  the  one  instance 
that  you  mentioned  ?  A.  Yes,  sir  ;  I  have  said  repeatedly  in 
my  testimony,  not  to  my  knowledge. 

[Intermission.] 
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Afternoon  Session. 

Mr.  Shipman — Now,  I  want  to  call  the  Committee's  attention 
to  this  map  in  connection  with  the  few  questions  I  propose  to 
ask  Mr.  Blanchard  before  I  open  this  general  subject  of  east- 
bound  freights. 

Q.  Mr.  Blanchard  if  you  will  be  good  enough  to  stand  up 
there  ;  now,  Mr.  Blanchard,  there  was  a  time,  of  course,  after 
the  New  York  Central  &  Hudson  River  system  and  Erie 
system  became  through  routes,  reaching  by  their  lines  and,  if 
you  please,  by  way  of  the  lakes,  and  perhaps  by  the  way  of 
the  Lake  Shore,  Chicago  &  Milwaukee — there  was  a  time,  I 
say,  when  those  two  lines  reached  those  points,  when  there 
was  no  line  from  Philadelphia — no  direct  lines  with  close  con- 
nections— or  from  Baltimore  ?  A.  I  am  more  familiar  with 
the  Baltimore  question. 

Q.  You  know  in  point  of  fact,  don't  you,  that  these  lines 
were  in  operation  as  through  lines  long  before  the  Penn- 
sylvania or  Baltimore  ?     A.  I  believe  they  were. 

Q.  Where  did  the  Baltimore  &  Ohio  Boad  end  when  it  was 
first  opened  ? 

Mr.  Sterne — Before  you  proceed  let  me  ask  a  question.  I 
had  not  completed  what  I  intended  to  ask  Mr.  Blanchard 
about  these  other  subjects  as  to  which  he  has  testified. 

By  Mr.  Sterne  : 

Q.  Mr.  Blanchard,  you  stated  that  the  Chamber  of  Com- 
merce and  the  Board  of  Trade  have  never  furnished  any  com- 
mercial statistics  to  your  railroad  corporation  ?  A.  Direct — 
no. 

Q.  When  you  speak  of  being  direct,  don't  you  know,  for  in- 
stance, that  there  is  an  annual  publication  made  by  the  Cham- 
ber of  Commerce,  of  which  I  have  two  copies  in  my  hand,  one 
of  1877-8,  and  one  of  1878-9,  furnishing  commercial  statistics 
of  New  York  ?     A.  I  believe  there  is. 

Q.  Therefore,  these  commercial  statistics  in  any  event  are 
accessible  to  the  railways  precisely  as  they  are  to  every  one 
else?     A.  Exactly. 

Q.  Are  not  they  sent  to  the  leading  officers  of  the  railway^ 
companies  ?    A.  I  never  have  received  one. 

Q.  Did  you  ever  see  the  report  made  to  the  Chamber  o  f 
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Commerce  of  the  Committee  which  had  been  appointed  on  the 
subject  of  transportation  in  conference  with  the  railway  presi- 
dents ?     A.  I  did  not. 

Q.  Can  you  account  for  the  fact  that  your  attention  has 
never  been  drawn  to  it  ?  A.  Yes,  because  they  never  drew 
my  attention  to  it. 

Q.  Didn't  you  know  that  such  a  report  was  made  ?  A.  I 
did  not. 

■Q.  Wasn't  it  a  matter  of  discussion  in  the  public  press  ? 

Mr.  Shipman — What  year  was  that  ? 

Mr.  Steele— 1878. 

Q.  Don't  you  remember  the  fact  that  this  very  Transporta- 
tion Committee  had  many  conferences  with  the  City  oflScers 
for  the  purpose  of  affording  to  the  New  York  railways — par- 
ticularly to  the  New  York  Central  Railway — particular  facili- 
ties— transportation  facilities  ?  A.  To  the  New  York  Central 
Railway  ? 

Q.  Yes.     A.  Yes. 

Q.  Don't  you  know  that  it  resulted  in  a  resolution  of  the 
Board  of  Aldermen,  by  which  the  New  York  Central  Railway 
was  enable  to  get  to  the  White  Star  Line  ?     A.  Yes. 

Q  Don't  you  know  that  in  that  particular  the  New  York 
Central  Railway  was  bitterly  opposed,  directly  and  indirectly, 
by  the  Erie  Railway  Company?  A.  I  know  that  the  New 
York  Central  was  not  opposed,  but  the  conditions  under  which 
they  proposed  that  they  should  pass  through  the  streets  were 
opposed  by  the  Erie. 

Q.  At  all  events,  whether  it  be  the  New  York  Central  or  the 
conditions  under  which  the  freight  was  to  pass,  the  opposition 
with  reference  to  that  particular  terminal  facility  came  from 
the  Erie  Railway  Company  ?  A.  No ;  it  opposed  it  among 
the  others  ;  the  other  railway  companies  opposed  it. 

Q.  What  were  the  grounds  of  that  opposition  ?  A.  They 
are  too  voluminous  to  state  here. 

Q.  Wasn't  the  practical  effect  that  they  were  excluded  from 
terminal  facilities  uaiting  the  ocean  going  steamers  with  the 
tracks  of  the  railway  A.  No  ;  they  had  precisely  the  connec- 
tion with  the  ocean  going  steamers  that  we  had  by  putting  our 
cars  on  floats  alongside  the  steamers,  which  we  never  have 
been  interrupted  in. 

Q.  I  mean  that  they  failed  to  get,  in  consequence  of  the  op- 
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position  tliat  was  made,  facilities  to  cbritie(3t  their  tracts  by  a 
belt  line  road  with  the  ocean  steamers  ?  A.  I  don't  knot*' 
whether  it  was  in  cons"quence  of  that  opposition  or  not. 

Q.  But  tkey  failed  to  get  it  ?     A.  The}  failed  to  get  It. 

Q.  A.nd  the  Cliamb'er  of  Commerce  was  Streniioiis  in  ad- 
vocating that  connection  ?  A.  I  don't  know  ;  T  pre^briib  fed  ; 
it  ought  to  have  beeii. 

Q.  And  it  did  all  in  its  power  for  the  purpose  of  acconiplish- 
ing  that  ehd  ?     A.  That  I  don't  know. 

Q.  But  you  remember  that  there  was  a  ineeting  of  the 
Chamber  of  Commerce  upon  that  subject?  A.  N"ot  with  d^ir 
cornpauy.     , 

Q.  A  public  ineeting  called  of  the  Chamber  of  Commerce  in 
this  room,  to  which  railway  managers  were  invited,  to  which 
the  oiBcers  of  the  City  Government  Were  irivite'd,  and  wh'ei'e 
the  whole  matter  was  made  a  subject  of  dis'cusSioii  ?  _  A.  QdiVe 
likely  ;  I  didn't  know  it ;  was  not  notified,  and  never  hearth 
of  it  until  after  it  was  done. 

Q.  You  don't  tem'ember  such  a  nieeting  ?  A.  No  ]  I  didn't 
know  there  Was  such  a  meeting. 

Q.  You  remember  that  those  facilities  were  granted;  don't 
you?     A.  Yes. 

Q.  And  that  they  were  frustrated  in  the  Dock  Department 
subsequently  ?     A.  That  I  didil't  know. 

Mr.  Shipman — I  don't  know  whether  you  were  here,  Mr. 
Sterne,  when  I  asked  the  question  ;  it  was  -Whether  any  con- 
ference had  been  had  or  invited  by  the  Chamber  of  Com- 
merce or  the  BoaV'd  of  Trade  &  Transportation  on  the  mat- 
ters to  \Vhich  the  witness  had  thus  far  testified  ;  I  did  not  sViy 
anything  about  east  bound  ;  everything  was  relative  to  tihis 
west  bound  tr'affic,  nothing  else. 

The  CHATiftMAN — Any  statement  with  regard  to  the  proceed- 
ings of  the  Chamber  of  Commerce  Whicli  has  been  bald  ^-e  can 
put  in  evidence  any  time. 

The  Witiiess — My  statement  wag  'entirely  iii  regard  to  west- 
bound freights ;  I  was  asked  to  limit  'my  statetaent  to  those 
facts  ;  I  di'd  So  liniit  it  ;  I  did  not  say  aiiything  about  the 
docks  o!r  anything  of  that  kind  whatever. 

Q.  Then  you  do  not  mean  to  say— cdiifining  ydiii-  answer  lo 
that  for  the  present  alone — that  the  Chambet  of  Cdihmerce 
did  aot  d'6  'eVerytKri^  in  its  «p-6wer  in  otli'ir  rejects  Tor  "the 


tjurpose  of  facilitating  the  commerce  of  New  York  an(j  bar- 
Djionious  relations  between  the  railways,  just  as  it  afforded  to 
.the  railways  proper  ternainat  facilities?  A.  I  know  of  hni  one 
thing  m  which  the  Chamber  of  Commerce  ever  acted  in  that 
way,  find  t|ti,at  ^as  this  matter  of  the  docks. 

The  Chairman — If  you  will  wait  till  we  get  through  with  this 
e^ast  bo^pcj  tf affic,  you  will  have  his  testimony  on  tlie  whole 
subject  and  .then  this  will  be  more  pertinent. 

Mr.  .Ster]*ie — I  will  waive  the  examination,  then,  upon  that 
point.  ' 

Q.  ^Q^,  what  did  you  naean — I  was  not  here  at  the  time, 
but  I  understood  from  reading  the  minutes — when  you  stated 
that  this  body  of  gentl^men,  composed  of  fourteen  or  fifteen 
hundred  of  the  largest  mercantile  firms  of  this  City,  called  the 
Board  of  Trade  &  Transportation,  was  a  cheap  Organization  ? 
A.  I  mean  that  they  were  after  a  cheap  transportation,  regard- 
less of  the  results  to  an,ybpdy  but  themselves. 

Q.  Arp  not  the  railroads  after  high  transportation,  regardless 
of  anybody  but  themselves  ?  A.  No  ;  I  have  shown  that  during 
this  examination  an^  the  yolunta,ry  reduction  that  we  have 
made  of -over  fifty  per  cent,  of  our  rates. 

Q.  When  you  speak  of  voluntary  reduction,  do  you  mean 
that  they  haye  been  absolutely  voluntary  ?  A.5  Absolutely 
voluntary. 

Q.  That  yqu  could  have  maintained  your  business  if  you  had 
not  made  them  ?  A.  That  we  could  have  maintained  our  busi- 
ness to  the  great  majority  of  points  if  we  had  not  made  them. 

,Q.  And  t)iat  1;he  people  to  whom  you  made  those  reductions 
could  .have  carried  on  their  operations  just  as  well  without 
them,  competitively  with  other  points?  A.  I  do  not  mean 
that. 


•By  'MrT.  --Dpauip : 

Q.  You  do  not  mean  to  say  but  what  you  regard  it  to  the 
advantage  of  the  railways?  A.  Clearly,  or  we  would  not  have 
done  it. 

The  Chairman — I, understand  by  "  voluntary  "  that  you  did 
it  without  any  compulsion  on  the  part  of  higher  authorities. 

The  Witness — Yes,  sir.  ' 
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By  Mr.  SteenE  : 

Q.  This  Mr.  Lees  of  whom  you  speak  is,  as  you  know,  Mr. 
Theodore  F.  Lees,  who  is  now  in  the  employ  of  the  New  York 
Central  Hailroad,  isn't  he  ?  A.  I  didn't  know  that  he  was  in 
the  employ  of  the  New  York  Central ;  it  is  Mr.  Theodore  F. 
Lees. 

Q.  Who  has  been  in  the  freight  department  of  the  New  York 
Central  Railroad  for  the  last  year  and  a  half,  I  believe  ?  A.  At 
the  time  I  speak  of  he  had  no  connection  with  the  railroads 
whatever. 

Q.  No  ostensible  connection  ?  A.  No  ostensible  connec- 
tion. 

Q.  He  then  nominally  represented  the  Board  of  Trade  & 
Transportation  ?     A.  Absolutely  represented  them. 

By  Mr.  Shipman  : 

Q.  When  was  the  Baltimore  &  Ohio  Road  built  ?  A.  The 
Baltimore  &  Ohio  Road,  I  think,  was  opened  to  the  Ohio  river 
in  1852. 

Q.  That  is  to  Wheeling  ?    A.  Just  below  Wheeling. 

Q.  Now,  when  was  the  first  extension,  either  by  connection 
or  otherwise,  carrying  the  Baltimore  &  Ohio  Road  west?  A. 
The  Baltimore  &  Ohio  Road  leased  the  Central  Ohio  Road  in 
1872. 

Q.  What  point  did  it  then  reach  ?     A.  Columbus,  Ohio. 

Q.  Was  that  the  end  of  its  direct  connection — close  connec- 
tion?    A.  Yes. 

Q.  Now,  when  did  the  Baltimore  &  Ohio  Road  go  into  Chi- 
cago ?  A.  The  Baltimore  &  Ohio  Road  first  went  to  Chicago 
on  the  15tb  of  November,  1874. 

Q.  By  what  route  ?  A.  By  the  way  of  this  line  (indicating 
on  the  map). 

Mr.  Shipman — That  is  by  their  own  line  which  they  have 
built. 

Q.  Then,  from  the  15th  of  November,  '1874,  the  Baltimore  & 
Ohio  Road  has  owned  and  controlled  a  line  running  from  Bal- 
timore to  Chicago  ?     A.  Yes,  sir. 

Q,  Has  it  any  connection  beyond  Chicago  ?  A.  No  ;  none 
in  its  interest. 

Q.  You  are  also  acquainted  with  the  time  the  Pennsylvania 
Railroad  Company  or  the  Pennsylvania  Company  leased  the 
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Consolidate'!  lines  leading  from  Philadelphia  to  Chicago  ?  A. 
The  Fort  ~W"ayne  Road  was  leased  by  the  Pennsylvania  Com- 
pany in  June,  1869,  the  Erie  &  Pittsburgh,  from  Pittsburgh  to 
Erie,  on  the  lake,  was  leased  in  March,  1870 ;  the  line  of  the 
Columbus,  Chicago  <fe  Indianapolis  was  leased  in  February, 
1870. 

By  the  Chaieman  : 

Q.  By  whom?  A.  Tlie  Pennsylvania  Railroad;  all  these 
are  Pennsylvania  Railroad  leases. 

Q.  Did  they  get  into  Chicago  by  two  routes  ?  A.  By  two 
routes ;  the  Little  Miami  Road  from  Columbus  to  Cincinnati 
was  leased  in  February,  1870  ;  the  Cleveland  &  Pittsburgh  Rail- 
road, running  from  Cleveland  to  Pittsburgh,  was  leased  in  Oc- 
tober, 1871,  by  the  Pennsylvania  Company,  which  is  merely 
another  name  for  the  Pennsylvania  Railroad  ;  the  Jefferson- 
ville,  Madison  &  Indianapolis  Railroad,  running  from  Indian- 
apolis to  Louisville,  was  leased  in  January  18T6  ;  in  addition 
to  these  the  Pennsylvania  Railroad  leased  and  controlled  this 
parallel  line  to  the  Columbus  Railroad,  running  almost  into 
Cincinnati — the  Cincinnati,  Wilmington  &Zanesville  Railroad. 

Q.  Giving  them  two  routes  there  ?  A.  Giving  them  two 
routes  to  Cincinnati,  in  addition  to  the  two  routes  to  St  Louis 
by  way  of  Indianapolis,  the  Pennsylvania  Railroad  controls  the 
Cincinnati,  and  the  Louisville,  Cincinnati  &  Lexington  Rail- 
road, and  has  absolute  control  of  the  Cincinnati  bridge— two 
roads  to  Louisville;  in  addition,  the  Pennsylvania  Railrod 
Company  controls  the  Vandalia  Railroad  from  Indianapolis  to 
St.  Louis  through  this  line  ;  it  is  also  one-half  owner  or  control- 
ler of  the  line  by  the  way  of  Alton  to  St.  Louis,  giving  two  lines 
to  that  city  ;  the  Pennsylvania  Railroad,  therefore,  has  two 
lines  to  the  lake  at  Erie  and  at  Cleveland;  subsequently,  the 
Pennsylvania  Company,  in  the  interest  of  the  Pennsyl- 
vania Railroad,  built  the  line  from  Mansfield  to  Toledo, 
now  known  as  the  Northwestern  Railroad  of  Ohio  ;  it,  there- 
fore, touches  the  lakes  at  four  points  ;  I  should  say  first  that 
the  Pennsylvania  Railroad  had  connection  with  Lake  Erie  by 
the  way  of  the  Canandaigua  and  the  New  York  Central  Rail- 
road ;  it  subsequently  acquired  the  road  of  the  Buffalo,  New- 
York  &  Philadelphia  Railroad,  reaching  Buffalo,  therefore,  by 
two  routes ;  it  controls  the  Pittsburgh  &  Erie  Railroad,  and 
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the  Phlladelpbia  k  Erie  Eail/oad  runningjlio  Ei:ie— two  routes ; 
it  contcols  the  Cleveland  &  Pittsburgh  to  Clevela.nd  ;  it  con- 
trols the  Northwestern  Eailroad  of  ,Ohio  i-nnning  to  Toledo  ; 
it  controls  the  Eort  Wayne  Eoad  running  to  Chicago ;  it  con- 
trols the  Fort  "Wayne,  Jackson,  &  Saginaw  Railroad  i:unning 
from  Fort  Wayne  into  the  pine  regions  of  Michigan ;  it  con- 
trols the  line  to  Chicago  by  way  of  the  Columbus,  Chicago  & 
Indiana  Central  Eailroad  via  Urbana  ;  it  also  controls  the  line 
to  Chicago  by  way  of  E.icbmond— making  three  routes  or  parts 
of  routes  to  Chicago  ;  it  controls  pr3,ctically  and  a,bsolutely  one 
route  and  one-half  interest  in  another  to  St.  Louis;  two  routes 
to  Louisville  ;  two  rou*^^es  to  Cincinnati ;  one  rotate  to  Indian- 
apolis ;  one  route  to  Columbus  and  all  intermediate  points  ;  it, 
therefore,  by  roads  under  its  own  control,  touches  the  lakes  at 
Buffalo,  Erie,  Cleveland,  Toledo  and  Chicago. 

Q.  Have  they  got  any  steamboat  ,line  ?  A.  Jes  ;  the  Anchor 
Line. 

By  Mr.  Shipman  : 

Q.  Now,  Mr.  Bhinchard,  about  when  did  this  great, through 
route  of  the  Pennsylvania  Eoad  frqm  Philadelphia  to  Chicago 
take  place — when  was  the  lease  perfected?     A.  In  June,  1869. 

Q.  The  road  terpiiiated  at  Philadelphia?  A.  At  Phil- 
adelphia ;  then  in  addition  to  these  western  leases  which 
the  Pennsylvania  Eailroad  Copopany  made;  it  controls  the 
Philadelphia  &  Erie  .Eailroad,  which  is, here  (indicating  on  the 
map)  ;  which  is  almost  entirely  parallel  to, its  main  line  ;  and 
it  controls  the  line  called  the  Low. Grade  Eailroad,  which  is 
not  altogether  shown  here,  which  runs  into  Pittsburgh  through 
this  direction;  it  controls  the  Northern  Central  Eoad  from 
Canandaigua  through, Harrisbi^rg  to  Baltimore,  the  Baltimore 
&  Potomg-c  Eailway  from  Baltimore  tl^rqugh  Washington  to 
Quantico  Junction,  near  Fredericksburg,  Virginia  ;  itacquired 
the  lease  of  the  United  Eailroads  of  New  Jersey,  comprising 
the  Philadelphia  &  Trenton,  the  old  Camden  &  Amboy  Eail- 
road proper,  the  New  Jersey  Eailroad  &  Transportation  Com- 
pany from  New  York  to  New  Brunswick,  .and  the  Delaware  & 
Earitan  Canal. 

Q.  Which  brings  it  to  New  York  ?  A.  .^iVhich  brings  it  to 
New  York  by  three  independent  lines. 

Q.  From  Philadelphia  ?     A.  From  Philadelphia  ;  it  also  ac- 


3097 

quired  control  of  some  of  the  local  railroads  of  the  State  of 
New  Jersey  leading  to  the  seashore  ;  and  I  hear  it  has  recently 
acquired  the  control  of  a  line  running  to  Wilmington  from 
some  point  on  their  road,  giving  connection  with  that  point 
soutli  of  Philadelphia. 

Q.  "When  did  the  Pennsylvania  road  transfer  its  main  east- 
ern terminus  to  New  York,  or  make  New  York  one  of  its  ter- 
mini ?  A.  It  never  has  made  New  York  its  main  terminus ; 
it  came  here  in  1873,  I  think;  the  Baltimore  &  Ohio  Eail- 
road,  although  it  never  has  acquired  ownership  of  it,  con- 
trols the  Marietta  &  Cincinnati  Eailroad  by  very  large  ad- 
vances to  that  company;  and  by  geographical  limitations  it 
controls  the  line  from  Cincinnati  to  St.  Louis,  and  in  the 
annual  report  of  Mr.  Grarrett  for  1876  he  calls  the  atten- 
tion of  the  mercantile  public  of  the  west  to  the  fact  that  the 
"wise  managers  of  the  Ohio  &  Mississippi  Company  had 
"  made  such  arrangements  with  the  Baltimore  &  Ohio  Com- 
"pany  as  to  secure  to  Baltimore  the  business  of  all  the  west^ 
"  thereby  saving  in  distance  272  miles,  compared  with  the  for- 
"  mer  route  by  way  of  the  Erie  and  the  Atlantic  &  Great 
"Western  Eailroad." 

Q.  When  was  that  announcement  made  ?  A.  In  1876  or 
1877 — iti  comparison  with  the  longer  route  to  New  York;  and 
that  this  saving  ot  expense  in  the  economies  produced  could 
not  have  failed  to  have  its  influence  on  the  traffic  of  the  west ; 
and  the  Baltimore  &  Ohio  also  leased  the  line  from  Newark, 
Ohio,  to  Sandusky,  Ohio ;  a  line  was  also  built  from  Newark 
south,  connecting  with  the  coal  fields,  which  run  a  year  later — I 
think  in  1S74;  the  Baltimore  &  Ohio  Eaih-oad,  therefore, 
reaches  Lak'e  Erie  at  Sandusky,  it  reaches  Lake  Michigan  at 
Chicago,  it  reaches  the  Ohio  river  at  Wheeling  and  at  Parkers- 
burg,  it  reaches  the  Ohio  river  again  through  the  Marietta 
Boad  at  Cincinnati  and  Portsmouth  ;  it  controls  the,  Ohio  & 
Mississippi  road  leading  to  St.  Louis,  and  the  line  known  as 
the  Springfield  &  Illinois  Southeastern,  running  from  Spring- 
field, Illinois,  the  capital  of  the  State,  down  to  a  connection 
with  the  Ohio  &  Mississippi  road  here  (indicating). 

By  the  Chairman  : 

Q.  In  ydu'r  western  ctmnections  the  eastern  arrangements 
with  the  Baltimore  &  Ohio  Eailroad  do  not  go  east  of  Balti- 
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more  at  all  ?  A.  They  have  no  control  east  of  Baltimore ;  and 
the  contract  of  the  Phila.lulphia,  Wilmington  &  Baltimoi-e 
R;iih'oad  with  the  Baltimore  <fe  Ohio  gives  to  the  Philadelphia, 
Wiliuington  &  Baltimore  Railroad  the  right  to  the  manage- 
ment of  all  the  westbound  business  in  Philadelphia,  and  com- 
pels the  Baltimore  &  Ohio  Railroad  to  pay  a  terminal  charge 
there ;  connecting  at  Baltimore  with  the  so-called  "  Shriver 
Line  "  running  through  and  connecting  with  the  Delaware  river, 
they  thence  pass  through  Delaware  to  Bprdentown  ;  the  Dela- 
ware &  Raritan  Canal,  under  the  control  of  the  Pennsylvania 
Railroad,  comes  into  the  waters  of  the  Raritan  river  at  New 
Brunswick,  and  thus  to  New  York  by  water.  The  Baltimore  & 
Ohio  Railroad  Company  also  has  a  contract  with  the  system  of 
railroads  controlled  by  the  Pennsylvania  Railroad  Company 
from  Philadelphia  to  the  City  of  New  York ;  the  Baltimore  & 
Ohio  Railroad  has  no  connections  from  Baltimore  to  New  York 
hj  way  of  the  ocean,  although  it  formerly  had  a  line  of  vessels 
which  had  been  sold  upon  the  completion  of  these  arrange- 
ments for  direct  transit  by  rail. 

Q.  The  Baltimore  &  Ohio  has  no  steamers  ?  A.  No  steam- 
ers ;  nothing  to  Baltimore  by  water  from  New  York,  except 
the  canal, 

Q.  Have  they  any  steamships  ?  A.  No  steamships ;  the 
small  steamers  with  which  they  encouraged  the  commerce  be- 
tween Baltimore  and  Liverpool  were  named  after  four  coun- 
ties in  Maryland  ;  they  were  small  boats,  that  they  had  form- 
erly run  by  way  of  the  ocean  to  New  York;  they  were  utterly 
inadequate  to  the  growing  waiits  of  the  company,  and  the  Bal- 
timore &  Ohio  Railroad  after  running  them  to  Liverpool,  and 
finding  that  insurance  and  slow  passages  and  everything  else 
were  against  them,  used  them  at  a  large  loss  of  money,  simply 
to  demonstrate  to  the  English  people  that  there  was  a  business, 
there  to,  be  done,  and  they  succeeded  in  getting  the  North 
German  Lloyd,  and  subsequently  the  Allan  Steamship  Com- 
pany, that  run  a  line  to  Montreal,  also,  to  put  on  some  boats  to 
Baltimore. 

By  Mr.  Shipman  : 

Q.  Are  there  any  other  steamship  lines  running  to  Balti- 
more ?  A.  I  don't  know  whether  it  has  a  line  to  Hull  or  Bris- 
tol or  not. 
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Q.  Now,  when  did  the  North  German  Lloyd  go  to  Balti- 
more ?  A.  In  the  fall  of  1870  or  in  the  spring  of  1871,  be- 
fore I  left  the  Baltimore  &  Ohio  Railroad. 

Q.  That  is  a  very  large  steamship  company  ?  A.  One  of 
the  largest,  I  believes,  in  Germany. 

Q.  And  has  sixty-five  steamships ;  was  it  the  Anchor  Line 
you  said  went  there  ?     A.  The  Allan  Line. 

Q.  Now,  do  you  know  when  the  German  Lloyd  run  ?  A. 
On;y  in  1870  or  1871. 

Q.  And  the  Allan  Line  of  steamers  also,  when  ?  A.  I  think 
in  1871 ;  I  know  that  before  I  left  the  Baltimore  &  Ohio  Rail- 
road I  went  to  Montreal  for  a  conference  with  the  Allans  upon 
the  business  of  their  line  to  Baltimore. 

Q.  Now,  Mr.  Blanchard,  what  steamship  line  is  there  run- 
ning to  Europe  between  Europe  and  Philadelphia  ?  A.  The 
Antwerp  Line,  called,  I  believe,  the  Red  Star  Line,  running  to 
Philadelphia ;  and  the  steamers  of  the  American  Steamship 
Company,  running  to  Philadelphia,  being  altogether  under  the 
control  of  the  Pennsylvania  Raih'oad  Company. 

Q.  Where  do  they  run  to  on  the  other  side  ?  A.  They  run 
to  Liverpool. 

Q.  Carrying  grain  mostly  ?     A.  Carrying  grain  mostly. 

Q.  And  provisions  to  some  extent ;  now  the  North  German 
Lloyd  stops  at  Southampton  from  New  York ;  I  don't  know 
whether  it.  does  from  Baltimore  or  not?     A.  It  does. 

Q.  So  that  it  makes  it  an  English  as  well  as  a  North  European 
line  ?  A.  Yes  ;  and  gives  bills  of  lading  also  to  France  ;  they 
have  also  a  connection  with  Havre. 

By  the  Chairman  ; 

Q.  What  steam  lines  come  into  New  York  ?  A.  They  are  very 
large  in  number ;  I  could  not  give  you  those  without  prepara- 
tion for  it ;  I  can  give  you  the  leading  ones. 

Q.  They  are  altogether  out  of  comparison  ?  A.  Altogether, 
yes,  sir. 

Q.  What  are  the  eonections  of  the  Erie  to  Chicago  ?  A. 
They  are  by  the  Erie  Railroad  to  Buffalo,  by  the  Lake  Shore 
Railroad  Company  from  Buffalo ;  they  are  by  way  of  the 
Canada  Southern  Line  to  Detroit,  the  Great  Western  Railway 
of  Canada  to  Detroit,  and  the  Grand  Trunk  to  Detroit,  and 
then  'o  by  the  Michigan  Southern  Railroad ;  they  are  from 
85 
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Mansfield,  Ohio,  and  a  very  limited  business  that  is  done  by 
way  of  the  Baltimore  &  Ohio  connection  from  there;  our 
present  palace  and  sleeping  cars  run  to  Chicago  by  way  of 
the  Fort  Wayne  Railroad,  over  a  system  controlled  by  the 
Pennsylvania  Road  from  Mansfield,  and  we  also  have  another 
now  by  way  of  the  Atlantic  &  Great  Western  Road,  down  to 
Urbana,  and  thence  tb  Chicago  by  this  road. 
■  Q.  Have  you  got  an  independent  connection  with  Chicago  ? 
A.  We  have  none. 

By  Mr.  Shipman  . 

Q.  Except  by  the  lakes  ?     A.  No  rail  connection. 

By  the  Chairman  : 

Q.  Do  you  have  finy  connection  beyond  Chicago  ?  A.  Some 
connections. 

Q.  No  independent  connections?     A.  No,  sir. 

Q.  Does  the  New  York  Central  ?  A.  No ;  our  connections 
are  not  even  by  contract,  except  for  the  formation  of  fast 
freight  lines ;  the  division  of  the  rate^  by  way  of  the  Lake 
Shore  and  New  York  Central  are  the  same. 

By  Mr.  Shipman  : 

Q.  How  do  you  reach  St  Louis?  A.  By  way  of  the  Canada 
Southern  Line,  through  Detroit ;  thence  by  the  Wabash  ; 
again  by  the  routes  through  Chicago,  and  the  Chicago  & 
Alton  Railroad  by  way  of  Cleveland  and  the  Lake  Shore  Road, 
and  thence  the  Cleveland  Road  through  Indianapolis,  which 
is  the  yellow  line,  (indicating  on  the  map)  we  reach  St.  Louis 
by  way  of  the  Atlantic  &  Great  Western  Railroad  to  Ur- 
bana, and  thence  the  Pan  Handle  system  to  St.  Louis. 

Q.  Will  you  state  now  in  general  terms,  although  it  is  a  lit- 
tle repetition,  when  did  the  Baltimore  &  Ohio  Road  first  be- 
come a  through  carrier  of  grain  aud  stock,  or  anything  of  that 
kind  that  comes  from  Chicago  and  those  northwestern  cities 
and  St.  Louis  ?  A.  It  was,  perhaps,  in  the  second  year  of  my 
connection  with  the  Baltimore  &  Ohio  Railroad  at  Baltimore 
that  the  question  of  the  transportation  of  grain  in  bulk  first 
came  to  their  attention. 

Q.  Right  there,  how  was  grain  at  that  time  handled  at  Bal- 
timore ?    A.  Grain  was  handled  at  Baltimore  until  the  year 
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1870 — absolutely  every  bushel  of  it  that  came  by  rail  was 
handled  through  a  half  bushel,  measured  physically  ;  put  into 
a  half  bushel  measure  and  takea  out. 

Q.  You  were  going  on  to  say  when  the  road  became  a  car- 
rier of  eastbound  freight  ?  A.  I  think  it  was  in  1868  that  I 
was  present  at  a  conference  as  to  whether  the  Baltimore  & 
Ohio  Company  should  line,  as  they  called  it,  250  to  500  of 
their  cars  with  a  lining  up  two-thirds  or  half  the  distance  of  the 
car  for  the  carriage  of  grain ;  but  at  that  time  the  business 
was  so  new  to  them  that  it  was  the  subject  of  conference 
whether  they  should  incur  that  expense  or  not ;  my  recollec- 
tion is  that  that  was  in  1866  or  1867. 

By  Mr.  Sterne  : 

Q.  Who  was  doing  that  business  at  that  time  ?  A.  In  grain  ; 
the  grain  business  was  done  by  the  canal  mainly. 

Q.  The  New  York  Central?  A.  Very  little,  I  think,  by  the 
Central ;  I  think  it  was  relatively  carried  by  all  the  lines  ;  of 
course  the  Baltimore  &  Ohio  Company  had  been  during  the 
war  repeatedly  cut  and  closed — they  had  no  connection  at  all ; 
the  armies  of  both  the  North  and  the  South  had  raided  it,  and 
no  shipper  would  trust  that  line,  and  no  inducement  had  been 
offered  by  it  for  the  carriage  of  bulk  grain  ;  the  Pennsylvania 
Railroad  (Company  being  largely  engaged  also  in  the  carriage 
of  material  for ,  the  Government  had  very  little  car  capac- 
ity to  devote  to  the  general  public,  and  this  through  car- 
riage of  the  through  grain  was  almost  entirely  by  rail  upon 
two  northern  lines. 

By  Mr.  Shipman  : 

Q.  The  Erie  and  the  Central  ?     A.  The  Erie  and  the  Central. 

Q.  And  up  to  what  time  did  that  continue  ?  A.  It  continued 
as  to  the  Baltimore  &  Ohio  Eailroad  until  about  1868  or  1869 ; 
by  the  Pennsylvania  Railroad  Company  there  was  no  active 
competition  for  the  carriage  of  this  grain  until  the  transporta- 
tion of  war  material  being  over,  they  perfected  these  leases, 
immediately  put  large  numbers  of  grain  cars  upon  these  various 
lines,  and  entered  actively  into  the  business  of  carrying  com- 
mercial grain. 

Q.  I  want  to  know  when  each  of  those  roads  reached  Chicago 
so  as  to  have  a  through  line — the   Baltimore   &   Ohio,  from 
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Chicago  to  Baltimore,  and  the  Pennsylvania,  from  Chicago  to 
Philadelphia?  A.  The  Baltimore  &  Ohio  Railroad  firsf 
reach'jd  Chicago  over  its  own  line  on  the  15th  of  November 
1874. 

Q.  Now,  when  did  the  Pennsylvania  ?  A.  And  the  Penn- 
sylvania Railroad  reached  Chicago,  by  the  way  of  the  Fort 
Wayne  Railroad,  for  the  first  time  over  its  own  line  in  June. 
1869. 

Q.  Well,  are  there  any  other  preliminary  facts  that  you  want 
to  state  before  I  come  to  this  question  of  these  eastbound 
freights?    A.  I  believe  not. 

Q.  Now,  I  want  you  to  state  to  the  Committee  all  the  facts 
connected  with  making  eastbound  through  rates,  and  upon  what 
they  are  based,  and  what  influenced  or  controlled  their  being 
made  ?  A.  The  eastbound  through  rates,  with  the  exception 
of  the  block  contracts  that  have  been  referred  to,  that  were  of 
relatively  recent  origin,  were  made  altogether  by  the  western 
raiko&d  companies  over  the  trunk  lines,  both  as  to  the  supply 
of  cars,  to  whom  the  cars  should  be  given,  how  long  the  rates 
should  continue,  when  they  should  be  raised,  and  when  they 
should  be  reduced.  It  was  the  practice — which  I  would  like  to 
exhibit  again  by  the  map — to  base  the  rate  itself  upon  the  City 
of  Chicago,  lor  the  reason,  that  while  all  the  interior  of  the 
country  here  could  make  a  rate  independent  of  any  condition, 
except  themselves,  Chicago  was  almost  entirely  limited  during 
the  majority  of  the  year  by  the  rate  through  the  water  courses 
of  the  country. 

By  the  Chairman  : 

Q.  I  wish  you  would  say  just  what  you  mean  by  "trunk 
lines,"  and  tell  us  whether  the  people  west  designate  your  road 
as  a  trunk  line,  and  not  their  own  ?  A.  They  designate  only 
the  eastern  roads  as  the  trunk  lines. 

Mr.  Sterne — There  are  southern  trunk  lines  also  ? 

The  Witness — But  for  the  purpose  of  the  designation  when 
people  say  "  trunk  lines,"  my  experience  is  that  they  do  not 
refer  to  the  Grand  Trunk  Railroad  ;  it  is  always  mentioned 
separately ;  nor  do  they  have  reference  to  the  Chesapeake  & 
Ohio  and  Virginia  &  Tennessee.  When  they  speak  of  the  trunk 
lines  they  speak  only  of  the  lines  east  of  Pittsburgh ;  I  never 
heard  the  expression  used  in  connection  with  the  Pennsylvania, 
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I^ort  "Wayne,  or  the  New  York  Central ;  therefore,  the  ChicMgo 
representatives  would  come  together  and  decide  what  rate  they 
conld  make  from  the  City  of  Chicago  ;  then-  there  was  the 
McGraham  table  which  I  introduced  yesterday ;  all  (hose 
other  points  were  regulated  upon  that  table,  upon  the  basis  of 
the  rate  Chicago  to  New  York,  almost  stiictlj'  pro  rata.  That 
table,  as  I  called  the  attention  of  the  Committee  to,  was  made 
through  the  City  of  Cleveland,  thence  by  the  Lake  Shore  Koad 
to  Dunkirk,  and  thence  by  the  Erie  Eaiiroad  to  the  City  of  New^ 
York  ;  it  was  made  that  way  at  that  time  because  these  various 
interests  were  so  broken  up,  that  they  could  not  get  a 
distance  given  at  that  time  that  would  form  a  belter  average 
basis  ;  and  in  addition,  this  was  regarded  as  an  average  dis- 
tance, being  the  most  prominent  line  thea  carrying  freight. 
Now,  it  is  necessary  to  explain  to  the  Committee,  first,  it  seems 
to  me,  what  influences  limited  the  making  of  the  rate  at  the 
City  of  Chicago—  I  should  say,  perhaps,  before  that,  that  I 
explained  yesterday  that  this  process  or  basis  of  making  rates 
exactly  pro  rata  gave  to  the  interior  of  the  whole  west  rates 
that  were,  of  course,  less  than  the  sum  of  the  rate  to  Chicago, 
plus  the  rate  from  Chicago,  as,  for  instance,  Cincinnati,  or  Day- 
ton, or  Indianapolis,  or  the  central  part  of  the  west  here,  there- 
fore those  parts  of  the  country,  for  instance,  if  Chicago  was  35 
cents  and  Indianapolis  32^  cents  on  grain,  Indianapolis  at  32^ 
cents  was,  of  course,  less  than  the  rate  from  Indianapolis  to 
Chicago,  plus  the  rate  from  Chicago  to  New^  York.  Therefore 
all  these  western  cities  demanded  from  time  to  time — St. 
Louis,  Cincinnati,  Indianapolis,  Evansville,  Cleveland,  Toledo, 
and  various  places— that  they  should  have  the  advantage 
strictly  of  their  position  relative  to  Chicago  without  reference 
to  the  influences  that  made  the  rate  at  Chicago.  For  instance, 
in  making  rates  on  tobacco  from  the  lower  Ohio  river, 
from  way  down  through  the  Cumberland  and  Tennessee 
rivers,  it  never  was  claimed  by  tobacco  shippers  of  this 
country,  even  when  the  Mississippi  river  was  practically 
closed,  that  their  rates  bore  any  proportion  to  what  they  would 
have  to  pay  to  get  their  goods  on  water  courses,  and  then  pay 
the  charges  on  the  water  courses  to  New  York  in  addition  to 
their  local  rail  rates ;  tliey,  therefore,  had  rates  from  these 
points  to  the  seaboard  cities  that  were  less  than  the  rates  that 
the   railroad  companies  might  have  properly  exacted  if  they 
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had  seen  fit  to  do  so.  Under  this  policy  of  making  these 
various  rates,  the  Cleveland  &  Columbus  Kailroad,  from 
Indianapolis  to  Cleveland,  having  no  interest  in  Chicago,  said 
that  if  the  ra-te  is  made  too  low  from  Chicago,  of  course  all  the 
grain  will  be  drawn  away  from  our  intermediate  countiy  and 
taken  to  Chicago  ;  therefore,  the  jealousies  of  railroads  entered 
into  the  question,  and  the  jealousies  of  cities  entered  into  the 
question,  Indianapolis  competed  with  Terre  Haute,  Terre 
Haute  with  Evansville,  Evansville  with  St.  Louis,  St.  Louis 
with  points  on  the  Mississippi  river,  Cincinnati  competed 
with  Dayton,  Dayton  with  Columbus,  Columbus  with  Cleve- 
land, Cleveland  with  Toledo,  and  all  these  conflicting  causes, 
under  the  policy  of  permitting  the  western  coinpanies  to  make 
east  bound  rates,  were  constantly  at  work  ;  aud  each  locality, 
or  each  railroad  from  a  locality,  undertook  to  get  a  certain  ad- 
vantage. This  old  basis  of  making  the  rates  was  changed  in 
June,  1879,  so  that  there  is  now  first  deducted  a  sum  to  repre- 
sent the  aggregate  of  fixed  charges  at  both  ends  of  the  line, 
Chicago  and  New  York  being  taken  as  the  basis. 

By  the  Chaieman  : 

Q.  Terminal  charges  ?     A.  Yes. 

Q.  Do  I  understand  this  change  of  basis  was  made  in  June, 
1879  ?  A.  Jure,  1879,  this  year ;  by  which  now  the  rate  is  made 
higher  per  mile  than  it  ever  was  before,  the  principle  being 
recognized  by  every  western  company  and  mainly  urged  indi- 
vidually in  a  letter  by  President  Garrett  of  the  Baltimore  & 
Ohio  Eailroad,  that  the  same  principle  that  had  applied  to  the 
making  of  local  rates  should  be  relatively  entertained  in  the 
making  of  through  rates,  that  is,  higher  rates  for  short  than 
long  distances.  The  western  companies  were  all  present 
at  the  conference,  and  in  the  meeting  at  New  York  on  the 
12th  and  13th  of  June,  1879,  this  new  table  of  percentages 
was  adopted  recognizing  that  principle,  and  raised  the  percent- 
ages of  all  this  interior  country  in  t-ome  cases  two,  three,  four 
and  five  per  cent,  as  a  percentage ;  but  as  the  rates  go  down, 
of  course,  the  differences  are  still  greater,  because  the  termin- 
al charges  are  fixed  at  all  times  ;  as  the  rates  go  up,  the  difi'er- 
ences  between  the  cities  will  be  a  less  percentage,  as,  for  in- 
stance, if  the  rate  from  Chicago  was  twelve  cents  a  hundred 
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By  Mr.  Shipman  : 

Q.  To  where?  A.  To  New  York  ;  I  am  always  speaking  of 
New  York ;  Chicago  and  New  York  are  always  the  points  first 
taken  ;  then  six  ceats,  which  is  the  amount  considered,  as  fixed 
charges  at  both  ends,  in  this  calculation,  was  deducted,  and 
then  the  rate  was  made  from  Indianapolis  to  New  York  at  the 
same  rate  per  mile  as  from  Chicago  to  New  York.  In  that  case 
Indianapolis  might  pay  within  one  cent  per  hundred  pounds 
of  the  rate  from  Chicago ;  if  the  rate  went  up  from  Chicago, 
the  difference  between  Chicago  and  Indianapolis  might  be  as 
high  as  three  or  four  cents ;  the  differences  would  fluctuate 
under  the  operation  of  this  principal,  as  the  through  rates 
charged,  whereas  by  former  plans  the  differences  were  fixed  ; 
I  only  instance  this  to  show  that  all  the  western  railroad  com- 
panies recognize  at  last  the  justice  of  charging  more  per  mile 
on  the  shoit  distance  than  on  the  long  ones,  and  this  is  so  ap- 
parently just  they  sunk  all  their  differences  in  the  rivalries 
of  cities  and  railways,  and  their  accredited  representatives 
agreed  to  that  change. 

By  the  Chaieman  : 

Q.  Do  I  understand  that  these  fixed  charges  are  based  upon 
the  estimated  cost  of  handling?  A.  The  estimated  cost  of 
handling  all  the  business  and  on  any  through  rate. 

Q,  Is   that  four   cents?     A.  It  was   taken  at  an  avernge  of 
six  cents  in  the  aggregate  at  both  ends  of  all  lines  between  all 
points  without  underta.king  to  divide  it. 
By  Mr.  Steeke  : 

Q.  And  you  add  that  to  the  rate  ?  A.  No ;  we  first  fix  the  rate 
from  Chicago  to  New  York  without  reference  to  that  six  cents 
— the  prices  that  can  be  obtained  for  the  transportation  after 
conference.  Let  me  take  the  table  and  I  will  illustrate.  The 
fourth-class  rate  from  Chicago  is  thirty-five  cents  per  100 
pounds  to-day,  six  cents  of  that  represents  the  fixed  charges, 
making  a  rate,  less  the  fixed  charges,  of  twenty-nine  cents; 
now,  by  the  terms  of  this  paper,  the  rate,  if  you  please,  from 
Detroit  is  eighty-one  and  a  half  per  cent,  of  the  Chicago  rate. 

Q.  This  81  per  cent,  of  cost  is  81  per  cent,  of  the  distance  ? 
A.  The  rate  is  made  81^  per  cent,  of  35,  which  amounts  to  the 
same  thing  in  the  rates  being  averaged,  that  instead  of  deduct- 
ing the  six  cents  every  time  it  was  finally  agreed  to  save  the 
deduction  every  time  to  make   the  rate  81^  per  cent,  of  the 
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Chicago  rate  which  averr.ges  the.  same  as  deducting  the  six 
cents,  calculating  the  remainder  every  time  on  distance,  and 
then  add  back  the  six  cents. 
By  the  Chairman  : 

Q.  To,  a  point  beyond   Chicago  it   would  be    a    hundred 
and  something  per  cent.  ?    A.  Yes,  it  would  be  a  b.undred  and 
something  per  cent. 
By  Mr.  Sterne  : 

Q.  Is  that  based  on  two  elements  ?     A.  That  is  based  upon 
two  elements — the  distance  and  the  fixed  charge. 

Q.  Eliminating  the  fixed  charge,  which  is  absolutely  arbit- 
rary, the  rest  is  all  distance  ?  A.  The  rest  is  distance  ;  now, 
at  the  opening  of  these  railroads,  and  before  the  recent 
arrangement  for  the  difi^erences  Boston  would  be  charged  five 
cents  per  one  hundred  pounds  on  all  goods  higher  than  to  or 
from  the  City  of  Nev/  York;  in  1871,  when  the  Cunard  Com- 
pany resumed  its  sailings  from  Boston,  the  Boston  &  Albany 
llailroad  began  the  payment  of  this  export  drawback  on  east- 
bound  through  freights,  so  that  the  inland  rail  rate  to  Boston, 
as  export  freights  only,  should  be  the  same  net  as  the  rate  to 
New  York,  and  at  the  same  time  continued  to  charge  all  the  citi- 
zens of  Boston  locally,  and  do  yet,  and  to  all  the  interior  points 
oF  New  England,  five  cents  per  one  hundred  pounds  more  than 
the  net  rates  upou  export  freights,  and  five  cents  more  than  the 
charge  is  to  New  York,  Therefore,  as  far  as  the  railroad 
companies  are  concerned,  if  one-half  was  export  and  one-half 
domestic,  the  actual  difference  in  charge  would  be  2.^  cents 
more  per  one  hundred  pounds  to  Boston  than  to  New  York, 
and  as  the  proportion  of  dornestic  exports  went  up  or  down  the 
railroads  would  get  more  or  less  than  this  difi'erence  in  the 
rates  as  between  the  two  cities.  Now  Philadelphia  and  Balii- 
niore  at  the  same  time  that  New  York  and  Boston  were  so 
adjusted  had  a'so  fixed  diff'erences;  the  differences  to  Balti- 
more fixed  by  the  western  companies  was  ten  cents  per  one 
hundred  pounds  on  grain  or  six  cents  per  bushel  less  than  the 
rate  to  New  York  and  the  difference  to  Philadelphia  was 
divided  as  between  Baltimore  and  New  York,  being  five  cents 
lesf  than  to  New  York  per  one  hundred  pounds  on  fourth  class- 
The  differences  in  the  rates  on  the  upper  classes  varied  with 
tlie  difference  of  distances  between  the  seaboaxd  cities.  For 
example,  as  Baltimore  swung  around  to  the  northwest,  Toledo, 
Cleveland,  and  Chicago,  if  you  please,  those  cities  charged  the 


3107 


same  rates  to  Baltimore  that  they  charged  to  Philadelphia, 
being  a  difference  of  five  cents  per  one  hundred  pounds  below 
the  New  York  rate,  because  from  those  points  Baltimore  and 
Philadelphia  were  about  equi-distant.  These  were  the  differ- 
ences that  were  adopted  in  order  tn  get  at  a  tariff.  Then  arose 
the  question  in  those  meetings  in  the  west  which  I  have  at- 
tended at  Chicago,  at  Columbus,  Cincinnati,  St.  Louis,  and 
various  other  points,  as  to  what  rates  should  be  made,  first, 
from  the  City  of  Chicago  to  New  York,  Chicago  having  the 
severest  competition  and  being  the  point  of  largest  shipment 
from  the  west,  and  the  point  from  which  the  largest  variety 
of  goods  were  shipped,  as  New  York  was  the  point  of  largest 
receipts. 
By  Mr.  Shipman  : 

Q.  Now,  can  you  stop  there  and  let  me  ask  you  a  question 
or  two  ?     A.  Yes,  sir. 

Q.  I  wantjio  put  it  in  here  ;  can  you  give  the  distances  from 
Chicago  to  Boston,  to  New  York,  to  Philadelphia,  and  Balti- 
more ?  A.  I  have  prepared  at  the  request  of  the  Chairman, 
the  longest  and  shortest  distance  from  each  one  of  the  repre- 
sentative cities,  and  the  average  of  distance,  and  the  average 
of  difference  of  distance. 

Witness  then  read  the  following  statement : 
Statement  showing  the  longe-ft,  shortest  and  average  distances  from 
Neiu  York  to  Chicago,  St.  Louis,  Louisville,   Cincinnati  and 
Indianapolis  ;  also  distan'xsfroni  Philaddphia  and  Baltimore 
to  same  points. 


Western   Cities. 

Distances  froji  New  Yoek. 

Distances 

from 

Philadelphia. 

Distances 

Longest. 

Shortest. 

Average. 

Baltimore. 

To  Chicago 

"  St.  Louis 

"  Louisville.    .... 

"  Cincinnati 

"  Indianapolis.  . . 

1,027 

1,166 

1,01.5 

881 

905 

PIS 
1,063 
884 
737 
825 

966 
1,120 
947 
816 
872 

823 
973 
794 
667 
735 

839 
917 
706 
576 
685 

Total  average 

999 

888 

944 

798 

745 

Percentages    based 
on  shortest  aver- 
age distance. . . . 

100.0 

84.5 

79.0 

86 
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Q.  In  this  connection  I  want  to  ask  you  one  more  question, 
and  then  you  may  resume  your  narrative  ;  what  are  the  prin- 
cipal great  grain  centres  west  from  which  wheat  is  shipped  to 
the  seaboard?  A.  Chicago  and  Milwaukee;  Indianapolis  is 
also  becoming  an  important  point ;  in  the  more  remote  west 
Kansas  City  ;  and  St.  Louis,  by  the  opening  of  improvements 
in  the  Mississippi  river,  is  becoming  an  important  point ;  and 
some  of  the  interior  points  upon  the  Mississippi  river,  as 
Davenport  and  Burlington ;  as  you  advance  further  east  on 
the  lines  that  are  not  arbitrary  and  that  pro  rate,  Toledo  be- 
comes an  important  point ;  and  with  the  growth  of  wheat  in 
Michigan,  Detroit  is  fast  becoming  of  great  importance  ;  Kan- 
sas City  is  a  very  important  point. 

Q.  Is  there  any  considerable  grain  centre  in  Nebraska  ?  A. 
No;  Chicago,  St.  Louis  and  Kansas  City  are  its  depots. 

Q.  They  receive  the  grain  from  Nebraska  ?      A.  Yes. 

Q.  Now,  resume  your  answer  to  my  former  question  ?  A. 
Upon  the  basis  1  have  stated,  the  rate  was  first  considered 
always  from  Chicago  to  New  York,  and  for  the  reason  I  have 
stated,  first  considered  upon  grain  as  the  article  of  largest 
shipment ;  then  various  questions  entered  into  the 
making  of  rates  from  the  southwest ;  at  times  the  Chicago 
basis  if  applied  to  Padncah  would  make  a  rate  on  tobacco  that 
would  send  it  via  New  Orleans ;  and  so  the  through 
rate  had  to  be  changed,  or  the  basis  made  arbitrarily  lov/er- 
At  times  the  application  of  the  Chicago  rule,  as  in  the 
winter,  for  example,  would  send  cotton  out  by  way 
of  the  Mississippi  river,  through  New  Orleans — the  open 
and  relatively  warm  weather  of  the  south  permitting  the  con- 
tinuance of  navigation  at  the  South  when  closed  at  the 
North.  It  was  not,  therefore,  always  practicable  to  raise 
the  cotton  rate  at  Memphis  simultaneously  with  the  advance 
of  the  grain  rates  at  Chicago.  These  are  the  most  important 
consider, itions,  showing  that  no  absolute  rule  cotild  be  made 
upon  the  subject.  The  influence  of  the  lakes  at  Chicago  under 
this  operation  of  percentages  was  then  as  absolute  at  Cincinnati 
as  it  was  at  Chicago  ;  it  was  as  absolute  where  there  was  no  lake 
competition  as  where  there  was  competition ;  although 
in  degree  rather  than  extent.  Then,  again,  Milwaukee, 
being  a  very  important  point,  and  being  but  eighty- 
five    miles     from      Chicago,     the     two      cities— Milwaukee 
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and  Chicago — made  their  rates  from  those  points  the  same.  I 
can  perhaps  state  more  clearly  the  basis  of  rate  making  by 
reading  from  what  I  said  upon  the  Eeagan  bill  touching  this 
this  subject : 

"  Upon  the  general  subject,  I  first  desire  to  say :  It  will 
doubtless  be  conceded,  as  a  starting  point,  that  the  principal 
applications  and  much  the  greatest  volume  of  tonnage  and 
value  which  this  bill,  should  it  become  law,  can  apply  to  or  in- 
fluence, will  be  that  between  the  Mississippi  Valley  and  the 
Atlantic  Ocean.  It  is  therefore  necessary  to  state  that,  upon 
that  great  traffic,  the  railway  through  tariffs,  both  eastward 
and  westward,  are  usually  first  fixed  from  Chicago  in  the  fol- 
lowing manner : 

"  Consideration  is  given  to  foreign  and  various  domestic 
values,  the  relative  rates,  in  their  season,  of  steam  and  sail 
transportation  via  the  lakes  and  St.  Lawrence  river,  or  Erie 
Canal,  or  both,  together  with  their  handling,  transfer  and 
other  charges  and  risks,  the  total  of  which  absolutely  limits  the 
standard  of  rail  rates  during  their  season  to  a  low  point. 

"  The  application  of  the  results  so  ascertained  and  their 
competitive  water  necessities  are  inexorable  in  their  effects 
upon  the  railways  within  periods  ranging  from  seven  to  eight 
months  in  each  calendar  year  ;  then,  if  the  rail  rates  are  fixed 
unduly  high  in  the  winter  months,  such  action  simply  reduces 
railway  revenue  by  keeping  back  the  profitable  volume  of 
traffic  until  at  or  near  the  reopening  of  navigation,  when  rail 
rates  must  meet  water,  or  the  alternate  water  outlets  are 
again  ready  for  the  forwarder  at  their  cheaper  charges.  Exces- 
sive winter  rates  would  also  crowd  the  railways  just  before  the 
close  of  navigation  to  the  loss  of  subsequent  traffic  ;  the  pol- 
icy of  low  winter  through  rates  has  for  these  reasons  become 
established. 

"  It  has,  then,  become  a  further  rule — required  by  the  local 
interests  of  communities,  fixed  by  the  laws  of  trade,  and  finally 
by  railway  agreements — that  between  other  common  inland 
points  and  New  York,  in  both  directions,  the  rates  are  fixed  at 
or  about  the  same  rate  per  mile  upon  the  average  or  approxi- 
mate distances  of  the  different  lines  to  New  York,  with  bridge 
tolls,  transfers,  etc.,  added,  as  those  limited  and  established  in 
the  manner  stated  between  Chicago  and  New  York.  For  ex- 
ample, the  tariff  rates" from  Indianapolis  to  New  York  always 
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bear  a  fixed  relation  of  difference  less  than  from  Oliicago,  and 
those  from  St.  Louis  more,  plus  its  bridge  or  transfer  charges. 

"  Like  laws  of  mercantile  regulation,  markets,  export  or 
local  facilities  and  quantities,  and  finally  railway  agreements, 
fix  agreed  commercial  differences  in  rates  from  these  various 
western  points  to  Boston,  Philadelphia  and  Baltimore,  as 
compared  with  those  charged  to  New  York. 

"  The  carrying  charges  are  therefore,  and  must  from  natural 
causes  continue  to  be,  limited,  and  cannot  be  beyond  or  as 
much  as  those  which  in  their  absence  would  be  deemed  fair 
and  reasonable,  and  are  always  below  the  rates  for  like  dis- 
tances, articles  and  speed  by  rail  anywhere  in  the  world  ;  so 
potent  are  these  facts,  that  it  is  within  the  power  of  and  is 
often  the  case  that  any  combination  or  independent  action  of 
a  few  sail  vessels  at  Chicago  can  at  any  time,  in  their  season 
of  navigation,  procure  rates  from  the  owners  of  an  equal 
capacity  of  Erie  Canal  boats  from  Buffalo  to  New  York,  which, 
added  to  their  own  rates  to  Buffalo  and  the  transfer  charges, 
will  and  do,  not  only  in  theory,  but  in  actual  practice,  fix  and 
regulate  the  entire  eastward  through  maximum  freight  rates 
upon  all  kinds  of  gram  and  many  other  articles,  not  only  from 
evary  point  upon  the  lakes,  but  from  many  of  those  upon  the 
Mississippi  river  ;  and  under  the  operations  of  the  rules,  agree- 
ments and  instances  cited  above,  they  also  fix  them  from  every 
prominent  western  forwarding  point  to  all  the  export  cities 
upon  the  Atlantic  seaboard. 

"  Can  any  safer  limitation  or  check  be  provided  by  law  than 
the  inflexible  provisions  and  limitations  nature  so  enforces  in 
an  uncontrollable  rivalry  ?" 

By  the  Chaikman  : 

Q.  What  is  that  St.  Louis  Bridge  charge  ?  A.  4  cents  pel 
100  pounds,  for  everything  crossing  the  bridge,  according 
to  the  last  circular  I  have  seen ;  but  I  am  under  the  impression 
that  recently  a  change  has  been  made  per  car  upon  grain,  and 
there  may  be  some  other  variations. 

Q.  Have  you  a  new  table  upon  which  you  compute  dis- 
tances from  points  beyond  or  adjacent  to  Chicago,  as  a  substi- 
tute for  the  one  which  you  produced  yesterday  ?  A.  I  have 
here  a  new  one,  of  June  of  this  year,  which  is  already  in  evi- 
dence.     It    was    submitted    yesterday.     The  considerations 


3111 

which  I  haye  stated  relate  to  the  old  agreed  rates  ;  after  the 
rates  had  been  so  agreed  to,  Chicago  had  to  put  out  its  tariff, 
and  all  the  other  cities  followed,  and  then  it  becamea  question 
as  to  what  cut  rates  should  be  made,  and  how  these  cut  rates 
were  influenced.  First,  and  perhaps  most  prominent  in  that 
connection,  came  the  rivalries  of  cities  ;  St.  Louis,  for  instance, 
tapping  the  interior  in  competition  with  roads  leading  to  Chi- 
cago ;  and  the  roads  charging  arbitrary  rates  to  both  points  ; 
Chicago  and  St.  Louis  entered  into  this  contest  with  each 
other  for  the  control  of  the  grain  grown  upon  the  neutral 
ground.  In  the  same  way  Indianapolis  and  Terre  Haute  and 
Indianapolis  and  Chicago  fought  with  each  other ;  if  a  man 
living  at  Peoria  wished  to  send  his  grain  to  Chicago,  and 
thence  by  the  lake,  the  Indianapolis  and  Peoria  Road  saw  fit  to 
make  a  rate  to  indu  :e  him  to  bring  it  through  Indianapolis  east ; 
thus  ensued  at  various  points  these  geographical  contests  at  the 
■west,  the  same  as  we  have  had  them  at  the  seaboard  and  at 
times  as  violent.  Of  course,  the  merchants  encouraged  this 
geographical  rivalry ;  they  were  aided  in  many  cases  by  the 
officers  of  the  railroads,  who  saw  fit  to  combine  with  the  cities 
with  which  their  interests  were  most  closely  connected,  and 
that  brought  about  an  alliance  between  the  city  and  the  rail- 
road ;  as,  for  instance,  the  Evansville  &  Crawfordsville  Road 
had  no  interest  in  any  business  coming  east  via  Cincinnati, 
except  to  fight  it  and  prevent  tobacco  coming  from  Paducah 
to  Cincinnati  and  then  going  east  by  the  various  lines  of  rail- 
road, and  so  would  undertake  to  ship  the  tobacco  to  Evans- 
ville by  the  river  and  stop  it  there,  and  frequently  would  give 
the  steamers  as  much  for  carrying  the  tobacco  that  short 
distance  as  they  would  get  if  they  ran  all  the  way  up  to  Cin- 
cinnati. Cincinnati  would  then  resent  this  treatment  by 
dropping  its  rail  rates.  As  these  contests  progressed  new  lines 
under  the  leases  to  which  I  have  referred,  came  in  to 
strengthen  these  various  alliances;  for  instance,  it  may 
be  supposed  that  when  the  Pennsylvania  Railroad  first 
leased  the  Ft.  Wayne  Road  to  Chicago,  it  had  an 
interest  in  the  large  earnings  of  the  company  at  Chicago,  and 
had  no  hke  interest  in  the  City  of  St.  Louis  ,  and  particularly  if 
they  wanted  to  influence  a  long  lease  of  the  St.  Louis  Road  they 
would  lend  all  their  energies  to  get  the  business  to  Chicago ; 
the  Ohio  &  Mississippi  Road  might  resent  that  and  make  a 
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rate  from  St.  Louis  in  order  to  fight  that  Chicago  combina- 
tion ;  so  as  these  great  western  combination  of  leases  (not  of 
rates)  went  on,  such  policy  and  action  continued  and  became 
extremely  potent  in  the  making  of  through  rates.  Gradually, 
as  the  loss  of  industry  preceding  the  panic  came  on,  the  bus- 
iness became  a  little  less  and  other  struggles  came  into  the  con- 
sideration, as  for  instance,  those  for  quantity.  For  example,  in  the 
summer  season  of  1875,  the  lakes  were  prepared  to  carry  grain  for 
almost  nothing  ;  the  railroad  companies  having  prepared  for  a 
very  large  business  consequent  upon  the  great  enlargement  up 
to  1873,  would  have  a  large  number  of  empty  cars  standing  at 
Chicago  ;  so  that  quite  independently  of  the  consideration  of 
the  locality  of  the  railroad  or  city,  it  became  then  a  question  of 
the  loading  of  empty  cars.  Indeed,  during  these  periods  I  have 
known  it  repeatedly  to  occur  that  when  we  telegraphed,  to  the 
west  that  there  were  not  cars  enough  in  New  York  to  take  the 
westbound  business  of  our  line,  and  that  we  wanted  them  to 
send,  us  some  cars  east  to  carry  this  business — that  in  sucli 
cases  as  that,  for  example,  if  it  Avas  found  that  at  the  tariff 
rate  they  could  not  load  the  cars  east,  and  rather  than  bring 
them  east  empty  and  incur  the  expense  for  mileage  they  would 
load  them  at  whatever  rate  they  could  obtain,  as  the  cars  must 
be  had  here  for  westbound  freights. 

Q.  Do  you  mean  that  you  sent  to  these  roads  to  borrow  cars  ? 
A.  No  ;  for  our  own  cars  that  were  in  the  west ;  that  has  hap- 
pened repeatedly.  Other  gradual  changes  came  to  be  made  also 
in  the  manner  in  which  this  business  was  done,  which  had  a  con- 
siderable influence  ;  at  the  time  of  the  opening  of  the  Atlantic 
Cable,  such  a  thing  as  a  transaction  direct  from  Liverpool — a 
tender  to  be  made  and  accepted  within  a  day,  for  a  large 
quantity  of  grain — was  never  known  ;  before  that  time  a  letter 
would  proceed  from  New  York  giving  the  English  people  the 
condition  of  our  market  and  the  prospects  of  the  crops ;  they 
would  compare  that  in  detail  with  their  advices  from  the  Black 
Sea  as  to  the  same  crops,  and  with  their  domestic  productions ; 
and  then  they  would  write  over  here  giving  an  order  full 
of  contingencies ;  but  the  Atlantic  Cable  gradually 
changed  the  character  of  this  business;  with  the 
use  of  the  cable  and  the  formation  of  the  through 
freight  lines  by  means  of  which  this  business  could  be 
more  readily  managed,  the  gradual  changes  worked  in  the  com- 
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mercial  relations,  decided  the  English  people  to  establish 
agencies  at  Chicago  and  New  York.  In  the  past  five,  six  or 
seven  years  it  has  been  the  custom  to  cable  over  here  an  offer 
of  so  much  for  say  500,000  bushels  of  grain.  In  order  to  accept 
or  reject  that  oHer  it  is  necessary  that  some  central  authority 
be  able  to  answer  ;  and  inasmuch  as  the  answer  depends  largely 
upon  the  rates  of  freight,  the  steamship  companies  or  the 
brokers  would  have  to  be  immediately  seen,  and  the  price  of 
the  grain  at  Chicago,  plus  whatever  rates  they  could 
obtain  through  to  Liverpool,  determined  the  answer  of  the 
broker  to  the  cable  tender.  In  some  cases  this  was  done  by 
people  who  desired  to  ship  directly.  Then  there  was  another 
class  of  gentlemen  in  New  York,  such  as  Messrs.  David  Dows 
it  Co.,  who  have  been  so  often  referred  to,  who  were  not  direct 
exporters.  They  wanted  the  privilege,- as  against  the  direct 
tenders,  of  being  able  to  bring  the  grain  to  New  York,  and  to 
sell  it  here  to  a  broker  who  did  not  care  to  go  west,  but  would 
prefer  to  deal  right  here  on  the  spot.  That  brought  about  a 
second  class  of  business  in  the  interest  of  the  people  who  lived 
at  New  York.  In  these  cases,  the  largest  houses  were  of  course 
able  to  offer  the  largest  lots.  In  view  of  all  the  suggestions 
that  I  have  made,  it  is  evident  that  a  quantity  is  desirabk,  and 
particularly  at  dull  seasons,  when  cars  were  lying  otherwise 
unloaded,  it  became  a  desirable  thing  for  the  company  to  se- 
cure the  largest  and  most  continuous  lots  that  were  to  be  had 
upon  the  market.  This  was  done  without  any  reference,  so  far 
as  I  know,  to  the  fact  that  it  was  A,  B,  or  C,  D,  or  to  the  fact 
that  they  were  large  or  small,  but  simply  had  reference  to  the 
advantage  possessed  by  every  man  of  enormous  capital  for  the 
transaction  of  this  volume  of  business.  We  never  stopped  to 
inquire,  when  David  Dows  &  Co.  or  Jesse  Hoyt  &  Co.  asked  us 
for  a  rate,  whether  they  had  bought  the  grain  or  not.  In  nine 
cases  out  of  ten  we  knew  that  they  had  not  bought  it,  but  their 
rate  was  for  account  of  the  western  forwarder  and  their  in- 
terest was  the  commission.  At  the  close  of  their  bargain 
with  the  exporter  in  New  York,  the  shipper  at  Peoria  depend- 
ed upon  the  result  they  got  from  us.  We  knew  that  if  David 
Dows  &  Co.  tejidered  us  so  much  grain  from  Peoria  to  New 
York  the  probability  was  that  tliat  wheat  would  arrive  at  Peoria 
from  all  the  lines  leading  into  that  city.  It  would  come  from 
Mr.  A,  on  the  Toledo  Eailroad,  it  would  come  from  Mr.  B,  on 
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the  Eock  Island  Koad,  it  would  come  from  Mr.  C,  from  a  point 
on  the  Peoria,  Pekin  &  Jacksonville  Railroad  all  these  lines 
getting  their  goods  to  Peoria  at  the  local  rate  ;  while  we  knew 
only  David  Dows  &  Co.  in  the  matter.  If  the  contract_  had 
been  limited  as  to  duration,  aod  David  Dows  &  Co.,  in  order 
to  get  the  advantage  for  their  forwarders  of  the  price 
that  had  been  given,  had  to  go  into  the  market  and  buy  the 
grain,  or  had  said  to  B,  C,  and  D,  "  ship  your  grain  under  our 
orders,,  on  the  contracts,"  we  saw  no  reason  to  find  fault  with 
the  arrangement,  and  if  we  had  found  fault  we  could  not  have 
discovered  where  rested  the  blame,  or  if  we  had  discovered  it, 
under  ^the  lax  method  in  which  this  business  w.is  then  being 
conducted,  I  do  not  see  how  we  could  have  cori-ected  it.  That  is 
the  system  and  manner  of  the  gradual  growth  iu  the  last  few 
years  of  the  cable  doing  the  business.  The  cable  business  was 
very  largely  strengthened  and  stimulated,  and  has  gradually 
become  one  of  the  most  important  factors  io  the  conduct  of 
business.  In  the  recent  war  between  Turkey  and  Eussia,  when 
the  grain  shipments  from  the  Black  Sea  were  so  largely  inter- 
rupted, and  for  such  a  lenth  of  time,  these  cable  advices  be- 
came still  more  important,  and  still  larger  blocks  were  con- 
tracted for,  extending  over  still  larger  periods,  and  covering  a 
still  larger  number  of  cars;  and  during  all  this  tiniethe  merchants 
were  favored  by  these  rivalries  of  cities,  of  railroads,  and  of 
competing  interests  to  which  I  have  before  referred;  the  result 
constituted  an  aggregate  of  demoralization  in  the  eastbound 
rates,  and  of  low  westbound  rates  as  compared  with  local 
rates,  as  has  been  very  fairly  stated  before  the  Committee ; 
about  that  there  is  no  doubt.  The  extent  of  the  eastbound  de- 
moralization, of  the  cuts  and  subterfuges  connected  therewith, 
cannot  be  stated.  The  fact  is,  that  people  would  go  to  the  rail- 
roads in  Chicago,  and  say  :  "  I  want  500  cars  at  15  cents  to 
New  York  "  ;  when,  as  I  am  advised  in  certain  cases,  the  par- 
ties never  had  a  car  load,  and  did  not  know  where  to  get  it ; 
but  if  that  was  five  cents  below  the  rates  they  would  go  to 
somebody  who  had  grain,  and  who  was  reliable,  and  divide 
with  them  the  contract  thus  making  the  2|  cents,  which  they 
would  pocket,  without  having  done  anything  for  the  railroad, 
for  the  gi:ain  trade,  or  for  anybody  else  ;  that  demoralization 
the  railroad  companies  for  a  time  permitted ;  but  that  state  of 
affairs  is  now  fortunately  stopped  by  this  system  of  pools  to 
which  I  propose  to  refer  further  on. 
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This  system  encouraged  under  weights;  because  where  a 
man  was  denie'd  a  contract  like  this,  in  order  to  put  his  grain 
down  to  anything  commensurate  with  the  rates  which  rivals 
were  obtaining  on  eastbound  freight,  he  would  falsely  mis- 
state his  weights  to  the  railroad  company. 

By  Mr.  Steene  : 

Q.  Did  not  that  require  the  connivance  of  the  railway 
weigher  ?  A.  I  was  about  to  state  how  they  did  it  in  many 
cases ;  if  that  grain  was  to  come  from  Ga^esburg  on  the 
Chicago,  Burlington  and  Quincy  Eoad,  to  Goshen  on  the  Erie 
KrOad,  there  were  no  track  scales  at  either  end  of  the  line  ;  thus 
for  a  time  these  people,  who  were  sharp  enough  to  ship  from 
and  to  points  where  they  knev/  that  terminal  facilities  for 
weighing  did  not  exist,  cheated  the  railroads ;  ultimately,  by 
an  accident  (and  I  recall  one  accident  upon  the  Brie  Road  in 
1875  which  cost  us  nearly  $30,000,  which  was  caused  by  a 
weight  of  neatly  40,000  pounds  being  put  into  one  car),  this 
cheating  was  discovered,  and  finally  it  came  to  be  settled 
as  between  the  railroads,  that  whatever  forms  of  dishonesty 
were  pursued,  they  would  not  permit  the  overloading  of 
the  cars,  that  being  something  that  risked  life  and  property, 
and  there  was  not  enough  profit  in  it  to  justify  it.  We  have 
put  in  several  sets  of  track  scales  to  detect  just  that  state  of 
affairs,  and  it  has  been  done  at  Chicago  ;  this  evil  became  so 
great  that  the  Commissioner  located  at  Chicago  recently  stated 
to  me  that  he  had  appointed  a  weigher  at  each  one  of  the  de- 
pots of  the  freight  lines  at  Chicago  ;  the  evil  of  overloading  with 
lumber  and' grain  had  become  so  great  that  he  was  compelled 
to  adopt  that  course. 

There  have  been  a  great  many  statements  made  to  the 
Committee,  as  to  why  this  tariff  was  fixed  sometimes  at  regular 
rates,  sometimes  at  special  rates,  and  sometimes  at  a  medium 
between  the  two ;  and  why  it  was  sometimes  called  a  draw- 
back, and  sometimes  called  a  rebate,  and  how  it  was  done  ;  I 
am  prepared  to  admit  that  it  was  sometimes  called  anything 
to  deceive  anybody  else;  but  drawbacks  and  rebates  were 
precisely  the  same  thing.  The  manner  in  which  it  was  done 
was  this  :  a  bill  of  lading  would  be  given  at  the  tariff  price  ; 
at  the  same  time  an  agreement  might  be  entered  into  at 
something  less  than  the  tariff  price,  to  the  effect  that  upon 
87 
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the  completion  of  the  quantity,  upon  an  adherence  to  and 
carrying  out  of  the  terms  as  to  time,  and  upon  the  agreement 
that  the  freight  should  all  come  from  one  point  (which  it  was 
shown  had  been  the  case),  an  amount  of  money  would  be  re- 
funded in  accordance  with  the  terms  of  the  original  memo- 
randum. At  first  these  contracts  were  only  made  in  the  west,  but 
gradually,  and  for  reasons  I  have  stated,  they  were  very  largely 
transferred  to  the  seaboard  ;  and  so  here  in  New  York,  in  Phila- 
delphia and  in  Baltimore,  where  the  cable  communication 
was  quicker,  it  gradually  came  about  that  the  parties  here  wanted 
to  be  the  parties  who  made  the  arrangement ;  the  man  in  Illinois 
who  wanted  to  make  such  a  contract,  had  first  to  telegraph  to 
the  man  in  New  York,  Philadelphia,  or  Baltimore  (who  was  here 
and  knew  the  fluctuation  in  the  markets  and  in  rates  better  than 
the  man  in  the  west)  what  charters  could  be  obtained,  &o.  So 
it  gradually  came  about  that  the  parties  here,  finding  that  the 
western  shippers  had  to  refer  to  them  constantly  for  informa- 
tion, finally  said,  "  we  had  better  do  this  business  ourselves ;" 
and  some  of  the  railroads,  in  the  general  sci'amble  after 
business  co-operated  with  them  in  fixipg  rates  which  involved 
both  their  through  (or  their  European  business)  and  their 
domestic  business.  This  condition  of  affairs  stimulated  discrim- 
inations ;  it  stimulated  dishonesty  in  merchants ;  it  made  the 
rates  unreliable;  and  it  induced  the  breakage  of  all  kinds  of 
contracts ;  for  instance  :  if  a  man  had  an  arrangement  with  us 
for  250  cars,  and  the  rates  went  down  on  the  lakes,  he  left  us, 
and  would  forfeit  his  drawback  if  the  amount  of  reduction  was 
greater  than  the  amount  of  the  overcharge  on  what  he  had 
already  shipped ;  hence  there  was  a  loss  to  our  revenue  ;  this 
system  entailed  evil  upon  the  public,  upon  the  shareholders 
of  the  road,  and  upon  nearly  every  interest  that  can  be  con- 
ceived ;  about  that  there  is  no  doubt. 

I  stated  the  other  day  that  in  order  to  prevent  this  demora- 
lization reaching  our  local  stations,  it  had  become  necessary 
for  us  repeatedly  to  say  that  all  these  influences  should  not 
work  at  a  local  station  on  the  line  of  the  Erie  Kailroad ;  I  hold 
in  my  hands  a  copy  of  a  circular  which  I  will  read  ; 
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New  York,  Lake  Eeie  &  Western  Railroad  ] 
Company,  General  Freight  Office.         ) 
New  York,  May  12, 1879. 

Circular  No.  6. 

To  Western  Agents  and  Connections  : 

Freight. 

On  all  freight,  except  petroleum  and  live,  stock,  from  west- 
ern conDectious,  this  company,  from  and  after  this  date,  will 
accept  rates  to  all  local  stations  on  main  line  and  branches  as 
noted  hdow : 

Shipments  in  all  quantities  to  Jersey  City,  Newark,  Paterson, 
Passaic  and  Piermont,  Carbondale,  Binghamton,  Elmira, 
Owego,  Coming  and  Newburgh  take  New  York  rates. 

To  stations  east  of  Susquehanna,  on  main  lino,  the  minimum 
rate  will  be  iH  cents  per  100  lbs.  from  Buffalo,  Salamanca, 
Suspension,  International  Bridges,  and  20  cents  from  Dunkirk. 

When  New  York  division  of  through  rate  allows  ns  more 
than  these  figures,  the  New  York,  Lake  Brie  &  Western  Rail- 
road Company  must  be  given  its  full  proportion. 

To ■  Susquehanna  and  local  stations  on  main  line  west  of 
Susquehanna,  this  company  will  accept  its  proportion  of  full 
tariff.  New  York  rates,  provided  that  revenue  to  this  company 
shall  not  be  less  than  10  cents  per  100  Ihs. 

Points  on  the  Warwick  Branch  take  local  rates  from  Grey- 
court. 

Points  on  the  Monticello  Branch  take  local  rates  from  Port 
Jervis. 

Points  on  the  Northern  Railroad  of  New  Jersey,  take  local 
rates  from  Sparkill  or  Jersey  City. 

Points  on  the  Pine  Island  Branch  take  local  rates  from 
Goshen. 

Points  on  the  Wallkill  Railroad.  For  Montgomery  and 
points  between  Goshen  and  Montgomery,  add  3  cents  to 
Goshen  rates,  and  Erie  proportion.  For  Kingsion  add  5  cents, 
and  for  Rondout  add  7^  cents  to  New  York  rates,  for  Wallkill 
Valley  Railroad  proportion. 

Points  between  Montgomery  and  Kingston  or  Rondout,  take 
local  rates  from  Montgomery,  added  to  Montgomery  r:ite,  as 
above. 
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Sparkill  and  Spring  Valley  will  take  New  York  rates  and 
divisions  on  shipments,  in  full  car  loads,  destined  to  points  on 
the  Northern  Eailroad  of  New  Jersey,  or  the  New  Jersey  & 
New  York  Eailroad. 

All  freight  for  local  points  will  continue  to  be  re-billed  at 
Salamanca,  Dunkirk,  Buffalo  or  Suspension  Bridge. 
J|@~  Circular  No.  120  is  hereby  abrogated. 

E.  C.  Vilas, 
General  Freight  Agent. 

The  Chairman  asked  me  the  other  day  if  it  was  possible  for 
our  connections  to  make  eastern  shipments  under  the  same 
policy  that  was  pursued  with  respect  to  the  western ;  this  circu- 
lar shows  that  it  was  not'possible  without  paying  these  rates  ;  to 
my  knowledge,  no  exception  has  ever  been  made  in  the  charges 
made  to  our  connections  to  the  rates  fixed  in  these  circulars, 
which  are  issued  twice  a  year  ;  they  are  put  down  in  the  sum- 
mer, and  put  up  again  in  the  winter,  the  advance  in  the 
winter  never  exceeding  more  than  three  cents  per  one  hundred 
pounds. 

By  the  Chairman  : 

Q.  Since  when  ?     A.  Since  1873  or  1874.J 

Q.  Do  you  mean  to  swear  that  within  that  period  you  have 
not  put  down  your  rates  for  the  purpose  of  letting  western 
manufacturers  or  builders  compete  with  local  builders  along 
the  line  of  your  road  for  tiae  erection  of  any  kind  of  an  establish- 
ment? A.  I  do  not  know  of  any  case  where  we  have  reduced 
this  tariff,  but  I  shall  be  glad  to  answer  your  question  de- 
finitely by  making  inquiry,  and  giving  you  the  information  to- 
morrow ;  if  that  has  been  done,  it  has  been  done  contrary  to 
my  directions  ;  I  will  ascertain  the  facts ;  I  believe  that  is  all 
that  I  have  to  say  as  to  those  points. 

By  Mr.  Shipman  : 

Q.  You  have  gone  on  and  stated  very  fully  the  cost  of  this 
eastbound  business  for  a  period  of  years,  and  the  influences 
which  were  at  work  to  produce  this  general  demoralization  ; 
now  I  want  you  to  state  what  steps  have  been  taken  by  the 
railway  companies  in  interest  to  correct  the  evils  which  you 
have  stated  ? 
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Mr.  Sterne — When   you   speak   of  through  rates,   do  yoU 
mean  through  rates  to  Europe  ? 

The  Witness — No ;  only  to  the  seaboard. 

Mr.  Shipman — We  have  not  come  to  that  yet  (to  the  wit- 
ness). I  want  you  to  state  what  has  been  done,  what  has  been 
agreed  upon,  and  what  is  the  system  that  you  have  come  to 
rely  upon.  The  Committee  will,  of  course,  understand  that  we 
are  now  talking  about  freights  from  the  west,  bound  east 
to  the  seaboard,  and  no  further;  we  will  come  to  the 
ocean  or  through  freights  hereafter  ?  A.  When  these  evils 
that  I  have  referred  to  covered  as  vast  a  system  of  railroads 
as  that  between  the  lakes  and  Memphis,  neai'ly  fifteen  thousand 
miles,  and  were  gradually  extending  to  the  Missouri  river,  and 
were  the  deep-rooted  results  of  years  of  rivalries  between  cities, 
and  of  contests  between  parallel  railroads  (some  of  which  be- 
lieved in  their  ability  to  do  thiugs  which  the  others  could  not 
do) ;  and  of  the  rivalries  of  rich  with  inferior  merchants,  and 
of  these  combinations,  the  correction  of  the  evils  that  had 
existed  so  long  and  had  become  so  great  and  extended  was 
of  itself  a  matter  of  very  slow  accomplishment.  I  think  that 
the  settlement  of  the  Schleswig-Holstein  question  was  of 
itself  a  simple  one  as  compared  with  it.  The  roads 
in  control,  as,  for  instance,  of  the  Pennsylvania  Com- 
pany, had  a  great  advantage,  being  backed  by  the  whole 
power  of  the  Pennsylvania  Railroad,  over  a  railroad  that 
was  not  so  controlled ;  for  instance,  the  Louisville  &  Cin- 
cinnati Short  Cut  Road,  before  it  passed  under  its  control 
and  patronage  had  a  pretty,  hard  row  to  hoe,  as  against  its 
rivals ;  therefore,  when  these  various  companies  would  go  into 
a  meeting  for  the  settlement  of  this  tonnage  question,  the  big 
fish  would  say  that  they  wanted  such  and  such  a  proportion  of 
the  business,  or  that  they  wanted  su^h  and  such  an  arrange- 
ment, and  that  if  they  did  not  get  it  the  smaller  roads  would 
.  be  charged  an  arbitrary  rate  on  business  from  some  other  line 
they  controlled  or  could  influence  ;  or  they  would  be  shut  out 
from  this  or  from  that  facility  ;  or  they  would  be  deprived  of 
access  to  a  bridge;  or  they  would  not  bealbwed  access  to  this 
packing  house,  or  to  that  flouring  mill.  All  this  great  variety 
of  influences  were  at  work  when  we  at  first  undertook  to  get 
a  settlement  of  this  question  ;  and  while  these  jealousies  were 
,  to  a  very  large  extent  imaginary,  to  a  certain  extent  they  were 
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I'eal.  In  all  the  business  meetings  that  were  held  for  y6ara, 
anybody  who  was  present  will  remember  that  one  man  would 
jump  up  and  say,  "  If  you  want  to  pool  the  whole  business, 
you  must  do  this  or  that ; "  "  We  won't  do  it ;  if  you  want  to 
get  in  there  you  must  build  your  tracks  there ;"  "  Then  I  will 
not  pool  the  business  at  that  point ; "  and  that  is  a  sample 
of  what  was  done  by  the  western  companies  first.  Now,  the 
losses  had  to  go  on,  and  the  blunders  attending  this  sort  of  an 
administration  had  to  go  on,  until  it  came  finally  to  be  recog- 
nized that  this  was  in  reality  one  system  of  railroads  carry- 
ing the  products  of  a  country  for  a  people,  and  that  a  great 
many  concessions  had  to  be  made  by  the  larger  companies  to 
the  smaller ;  and  that  a  great  many  concessions  had  to  be 
made  by  direct  companies  to  companies  which,  although  run- 
ning over  a  longer  route,  would  otherwise  demoralize  the 
prices.  For  instance,  the  line  of  the  Grand  Trunk  Company 
from  Chicago  to  Boston  is  152  miles  longer  than  to  Boston  via 
Albany ;  I  do  not  think  that  the  Grand  Trunk  Eoad  ever  sat 
down  to  figure  up  M'hat  it  cost  them  to  carry  that  business  ; 
but  to  go  out  of  it  might  cost  them  the  direct  shipments  of  the 
same  parties  to  Liverpool,  via  Montreal,  and  therefore  they 
must  stay  in  it  and  fight  the  competition  of  the  shorter  route  ; 
that  was  the  general  condition  of  affairs.  At  length  the  West- 
bound Trunk  Line  Pool  was  organized  July  1,  1877;  that 
formed  for  the  first  time  in  Trunk  Line  railroad  history 
a  nucleus  of  their  executive  officers,  around  which  the  western 
companies  could  not  go,  and  to  which  they  could  refer  the 
settlement  of  their  various  questions  local  to  each  city  or  dis- 
trict. At  first  it  related  solely  to  the  westbound  business, 
but  gradually  the  eastbound  questions  became  involved 
with  the  westbound ;  and  disputed  matters  would  be 
referred  to  us,  which  we  would  be  asked  to  settle.  It  was  a 
nucleus  for  a  general  meeting  ;  we  had  for  the  first  time  a  gen- 
eral office  located  in  the  City  of  New  York  ;  we  had  a  man  of 
energy  and  ripe  experience,  of  calm  Judgment,  and  an  honest 
man  (Mr.  Fink)  at  the  head  of  the  Committee ;  he  has  used 
his  efforts  in  a  most  persistent  way  to  bring  about  the  results 
we  have  at  last,  as  I  believe,  largely  achieved.  Gradually  as 
the  Trunk  Line  Companies  controlled  more  specifically  the 
western  companies ;  as,  for  instance,  it  is  during  this  time 
that  the  Michigan  Central  has  passed  under  the  control  of  Mr. 
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Vanderbilt  individually  ;  it  is  during  this  time  that  the  Penn- 
sylvania Company  in  the  west  has  left  more  completely  their 
through  affairs  to  Mr.  Cassatt ;  Mr.  King  of  the  Baltimore  & 
Ohio  Road  has  more  than  ever  taken  upon  himself  the  man- 
agement of  the  through  business,  and  has  recently  moved  to 
Cincinnati  for  the  purpose  of  being  better  able  to  control  the 
large  business  to  the  City  of  Baltimore,  and  for  the  manage- 
ment of  their  leased  and  controlled  property  in  the  West. 
As  these  officers  acquired  this  extended  authority  we  could 
not  meet  a  westbound  question  solely,  but  that  some  east- 
bound  question  would  come  in  ;  the  Atlantic  &  Great  Western 
Company  would  authorize  me  to  do  what  I  regarded,  after  a  sur- 
vey of  the  whole  field,  as  for  their  best  interest ;  and  Mr.  Rutter 
would  be  similarly  authorized  by  the  Lake  Shore.  Finally  we 
said  to  these  gentlemen  :  "  We  find  that  when  we  come  to  deal 
with  your  questions  that  our  local  knowledge  is  so  defective, 
that  we  wish  you  would  send  somebody  here  to  represent  you 
at  these  meetings  ;"  they  said  it  would  be  difficult  to  get  the 
15  or  20  (since  enlarged  to  30)  gentlemen  together,  and  we 
wish  to  organize  a  board  with  a  chairman  (as  Mr.  Fink 
represents  you)  when  we  cannot  get  together.  That 
gradually  led  to  the  formation  of  a  western  Executive 
Committee  of  which  Mr.  McCullough,  the  Vice-President 
of  the  Pennsylvania  Company,  located  at  Pittsburgh,  was  made 
chairman.  Thereupon  the  trunk  lines  acting  through  Mr.  Fink, 
would  communicate  with  the  Western  Executive  Committee, 
acting  through  Mr.  McCullough  ;  in  many  cases  we  found  that 
Mr.  McCullough  was  unwilling  to  decide  those  questions,  as 
he  had  not  the  specific  authority  so  to  do  as  Mr.  Fink  had ;  he 
represented  a  larger  number  of  roads,  extending  over  a  wider 
country,  crossed  by  more,  and  he  found  it  difficult  to  harmonize 
all  of  their  interests.  It  was  therefore  proposed,  in  order  to 
have  as  few  gentlemen  deal  with  the  question  as  possible,  that 
each  one  of  the  trunk  line  executive  freight  officers  might 
represent  by  specific  authority,  Western  companies ;  there- 
upon Mr.  McCollough  authorized  Mr.  Cassatt  to  represent 
the  Pennsylvania  system ;  the  Marietta  and  Ohio  and 
Mississippi,  roads  authorized  Mr.  King,  and  the  Atlan- 
tic &  Great  Western  authorized  me  to  represent  them ; 
while  Mr.  Rutter  was  authorized  by  the  Lake  Shore 
and  Michigan  Central  to    represent    their  interests.      This 
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arrangement  put  the  settlement  of  these  questions  into  fewer 
hands  ;  but  whenever  it  was  found  desirable  we  would  have  a 
general  meeting.  Fiually,  at  Chicago,  on  the  18th  and  19th  of 
December,  1878,  the  members  of  the  Trunk  Line  Committee, 
and  of  the  Western  Committee,  each  constituted  separately, 
drafted  the  organization  of  a,  joint  executive  committee,  which 
was  then  formed  for  the  first  time,  with  Mr.  Fink  as  chairman 
of  all  these  railroads  includiug  those  at  the  West ;  but  this 
organization  was  put  into  only  partial  effect,  for  the  reason  that 
it  appeared  that  one  or  two  votes  were  qualified  in  its  behalf. 
The  matter  was  then  considered  by  the  Trunk  Line  Presi- 
dents, who  directed  their  Executive  Committees  to  draft  a 
definite  plan.  Some  time,  January  or  February,  the  Pres- 
idents of  the  Trunk  Lines  held  a  meeting  at  the  Wind- 
sor Hotel,  and  called  upon  their  generaJl  officers  to  explain  why, 
notwithstanding  the  Chicago  meeting,  the  old  demoralization 
continued ;  they  referred  totheir  Traffic  Managers  these  various 
questions,  with  a  requirement  that  they  report ;  a  meeting  was 
held  at  Philadelphia  in  April,  at  which  a  report  was  adopted 
and  submitted  to  the  Presidents,  to  the  general  effect :  First, 
that  no  agreement  could  stand  that  did  not  provide  for 
an  actual  physical  tonnage  division  of  the  traffic ;  Secondly, 
that  inasmuch  as  we  would  all  differ,  on  our  getting  to- 
gether, through  our  anxiety  to  protect  our  several  interests,  we 
advised  that  where  those  differences  existed  and  could  not  be 
reconciled  by  the  companies  themselves,  that  the  principle  of 
arbitration  should  be  distinctively  introduced ;  we  adverted  to 
the  principles  to  which  England  resorted  years  ago,  and  which 
it  still  follows  :  (1)  equal  rates ;  (2/  a  division  of  the  business 
in  agreed  proportions ;  (3)  in  the  absence  of  agreement,  arbj« 
tration  by  people  entirely  independent  of  all  local  considera- 
tions. That  report  was  submitted  to  another  meeting  of  the 
piesidents,  and  the  presidents  approved  the  recommendations; 
they  then  asked  these  executive  freight  officers  for  their 
opinion  to  suggest  various  persons  to  constitute  this  Board  of 
Arbitration,  and  after  various  conferences  with  the  presidents 
of  the  companies,  a  meeting  was  held  at  the  Commissioner's 
officeinMay  or  June,  at  which  meeting  some  twenty-one  names 
were  submitted  as  arbitrators,  under  the  system  that  has 
been  refeiTed  to.  Votes  were  taken,  and  the  six  highest  candidates 
were  balloted  for  by  the  members  of  the  trunk  lines  and  the  com-- 
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panies  there  represented  ;  and  the  three  receiving  the  highest 
votes,  in  the  order  in  which  the  votes  were  cast,  were  declared 
to  be  the  Board  of  Arbitration,  namely,  Charles  Francis  Adams^ 
Jr.,  of  Boston,  a  gentleman  of  extended  railway  experience ; 
David  A.  Wells,  formerly  Commissioner  of  Internal  Revenue, 
and  a  prominent  writer  upon  all  subjects  of  political  economy; 
and  the  Hon.  John  A.  Wright,  of  Philadelphia,  who  had  had  a 
large  experience  in  the  construction  of  railways  in  the  South, 
as  a  Director  of  the  Pennsylvania  Eailroad  Company,  had 
visited  Europe  in  the  interest  of  the  reconstruction  of  the 
Erie  Eoad,  and  the  author  of  what  is  known  as  perhaps 
the  most  elaborate  railroad  report  ever  published — the  Report 
of  the  Investigating  Committee  into  the  affairs  of  fhe  Pennsyl- 
vania Railroad  Company. 

The  Chaieman— I  would  like  to  ask  you  a  question,  and  I  do 
it  on  account  of  what  was  said  in  Mr.  Yanderbilt's  letter  to 
me,  as  Chairman  of  the  Committee,  and  I  think  also  in  his  tes~ 
timony  at  Saratoga;  was  not  the  gentleman  last  named  (Mr. 
Wright)  the  author  of  the  joint  letter  addressed  to  this  Com- 
mittee ? 

The  Witness — I  do  not  know  ;  he  prepared  some  tables  and 
heads  for  the  letter,  but  whether  or  not  he  was  the  author  of 
that  letter  I  do  not  know. 

Mr.  Shipman — Which  joint  letter  do  you  mean  ? 

The  Chairman — The  joint  letter  of  Messrs.  Vanderbilt  and 
Jewett,  addi'essed  to  me  as  Chairman  in  reply  to  the  charges  of 
the  Chamber  of  Commerce. 

Mr.  Shipman — I  do  not  think  so. 

The  Witness — I  cannot  speak  with  certainty  about  that; 
I  believe  that  no  board  of  higher  intelligence  or  greater 
integrity  could  be  chosen  ;  so  far  as  these  gentlemen  have  any 
geographical  relations,  Mr.  Adams  comes  from  Boston,  Mr. 
Wells  from  New  York,  and  Mr.  Wright  from  Philadelphia, 
although  most  of  his  time  for  the  past  few  years  has  been 
spent  in  New  York.  There  have  been  submitted  to  this 
Board  of  Arbitration  a  great  many  of  these  most  important 
questions. 

Q.  From  whom  do  the  questions  disposed  of  by  this  Arbi- 
tration Committee  come — where  do  they  originate  ?     A.  They 
originate  with  the  parties  in  interest,  who  submit  each  ques- 
tion to  the  Committee  of  Arbitration. 
88 
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Q.  Do  they  originate  between  them  and  Mr.  Fink  ?  A.  The 
channel  of  the  communication  is  simply  through  Mr.  Fink  ; 
I  was  about  to  explain  it. 

Q.  I  only  want  to  get  at  the  modus  operandi.  A.  After  this 
Board  of  Arbitration  was  appointed,  it  took  some  little  time 
for  them  to  determine,  with  their  relatively  limited  experience 
in  our  needs,  the  method  of  procedure  that  would  be  most  in 
accordance  with  equity  and  the  wishes  of  the  railroads,  and 
which  would  best  accomplish  the  results  desired.  After  they 
had  considered  and  stated  the  course  of  procedure  which  they 
thought  it  best  to  adopt,  it  was  found  to  be  this  :  for  example, 
any  questions  coming  before  this  Board  were  brought  before 
it  under  the'  29th  rule  of  the  organization  ;  but  the  final  or- 
ganization of  the  Joint  Executive  Committee  of  June,  1879,  has 
not  yet  been  put  in  evidence  ;  I  will  read  some  of  the  rules  : 

"  Office  of  Chairman  Joint  Executive  Committee,  ) 
346  Broadway,  New  Yore.  [ 

"At  a  meeting  of  the  representatives  of  the  eastern"  trunk 
lines  and  western  roads,  held  at  Chicago,  December  18  and 
19,  1878,  the  following  articles  of  organization  of  the  Joint 
Executive  Committee  were  adopted  : 

"  1.  That  tins  Committee  be  known  as  the  Joint  Executive 
Committee. 

"2.  It  has  been  organized  by  the  election  of  Albert  Fink  as 
permanent  Chairman,  and  N.  Guilford  as  permanent  Secretary. 

"  3.  The.  general  office  of  the  Committe  shall  be  located  at 
New  York,  and  the  Chairman  and  Secretary  be  authorized  to 
incur  such  expense  as  is  necessary  to  fulfill  its  purpose. 

"  4.  It  shall  take  cognizance  of  all  through  couipetitive 
freight  and  passenger  traffic  in  both  directions. 

"  5.  Its  object  shall  be  the  maintenance  of  agreed  rates,  and 
the  abatement  of  expense  on  all  such  traffic  by  all  initial  and 
connecting  lines. 

"  6.  It  shall  convene  at  the  call  of  the  Chairman  or  any 
three  (3)  of  its  members,  on  a  notice  of  forty-eight  hours,  when 
necessary  ;  otherwise  such  additional  time  shall  be  given  as 
may  be  practicable. 

"  7.  The  point  of  meeting  shall  always  be  in  New  York 
when  no  other  point  is  specified  in  the  call, 
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"  8.  The  object  or  objects  of  every  special  meeting  shall  be 
stated  in  eacli  and  every  call  therefor. 

"  9.  Eegular  meetings  shall  be  held  in  New  York,  the  third 
Tuesday  of  each  month,  unless  the  Chairman  advises  the 
members  in  the  prior  week  that  no  business  will  be  ready  for 
presentation  thereat. 

"  10.  The  Committee,  or  a  majority  of  the  Committee,  or 
their  representatives,  shall  constitute  a  quorum  for  the  tran- 
saction of  business. 

"  11.  If  at  any  time  two-thirds  of  the  members  of  the  Com- 
mittee, or  their  alternates  or  representatives  authorized  to 
act,  are  present,  the  Chairman  shall  act  and  vote  for  the  mem- 
bers absent  or  those  present  who  are  not  authorized  to  act. 

"  12.  In  case  any  question  brought  before  this  Committee 
fails  to  receive  its  unanimous  action,  such  question  shall  be 
referred  to  the  Chairman,  who  shall  decide  the  case  upon  its 
merits,  and  whose  decision  shall  have  the  same  force  and  ef- 
fect as  the  unanimous  vote  of  the  Committee. 

"  13.  Any  two  or  more  of  the  members  of  the  Committee,  or 
their  alternates  or  representatives,  may  meet  and  act  with  the 
Chairman  upon  questions  local  to  them. 

"  li.  All  negotiations  between  the  Committee  and  companies 
not  represented  by  it  shall  be  carried  on  solely  through  the 
Chairman. 

"  15.  All  companies  are  to  make  all  complaints  as  to  direct 
or  indirect  violations  or  evasions  of  rates,  promptly,  by  wire 
and  mail,  to  the  Chairman  of  the  Committee,  accompanied,  in 
all  cases,  with  as  much  proof  as  may  be  obtainable. 

"  16.  All  companies,  parties  thereto,  agree  not  to  take  any 
steps  to  meet  alleged  abatements  or  evasions  of  rates  by  other 
lines  until  the  Committee  has  acted  thereon  and  announced 
its  conclusions. 

"  17.  The  Committee  is  authorized  and  empowered  to  specify 
and  enforce  against  all  companies  such  rules  and  regulations 
for  its  purpose,  as  it  may  from  time  to  time  adopt,  and  the 
Committee  or  the  Chairman  acting  therefor,  may  call  for  all 
persons  and  papers  it  may  desire. 

"  is.  The  western  members  of  the  Joint  Executive  Commit- 
tee shall  represent,  and  act  for  all  western  companies  which 
the  Western  Executive  Committee  has  heretofore  represented 
or  acted  for. 
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"  19.  The  Chairman  of  the  Joint  Executive  Committee  shall 
ascertain  promptly,  and  report  as  early  as  practicable  wljat 
other  companies,  eastern  or  western,  do  or  do  not  agree  to  be 
bound  by  its  proceedings,  and  what  member,  alternate  or 
representative  upon  the  Joint  Committee  shall  represent  their 
several  interests. 

"  20.  In  the  eveut  of  any  company  withdrawing  its  member 
upon  the  Committee,  or  the  authority  it  has  given  any  other 
member,  alternate  or  representative,  to  act  therefor,  it  shall 
give  not  less  than  thirty  days'  notice  to  the  Chairman  ;  but 
this  agreement  shall  nevertheless  continue  in  force  among  the 
remaining  parties  hereto. 

"  At  a  meeting  of  the  Joint  Executive  Committee,  April  23 
and  24,  the  following  additional  articles  were  adopted  at  the 
recommendation  of  the  president  of  the  trunk  lines  : 

"  21.  That  each  of  the  trunk  line  presidents  name  a  mem- 
bers or  members,  who  shall  act  upon  the  Joint  Executive  Com- 
mittee, not  only  for  his  own  trunk  line  company,  but  to  repre- 
sent with  full  and  equal  power  each,  and  every  other  com- 
pany directly  or  indirectly,  controlled  by  the  presidents  of  the 
trunk  lines. 

"  'A2.  That  the  presidents  further  authorize  their  so  ap- 
pointed representatives  upon  this  Joint  Executive  Committee 
to  act  for  such  other  western  railroad  companies  as  may  see 
fit  to  delegate  such  authority  to  them,  and  that  all  western 
companies  be  solicited  by  the  presidents  to  delegate,  such 
authority  to  |the  trunk  line  appointees  npcn  such  Executive 
Committee,  or  place  other  permanent  representatives  for  each 
of  their  interests  upon  said  Joint  Executive  Committee. 

"  '23.  When  all  the  members  are  named  by  the  trunk  lines 
and  their  connections,  the  Joint  Executive  Committee  shall 
then  alone  have  the  power  to  make,  change  and  enforce  all 
through  passenger  and  freight^rates  and  rules  in  both  direc- 
tions from,  to  or  beyond  their  respective  termini  and  common 
points  upon  all  of  said  competitive  traffic,  comraon  to  any  two 
or  more  of  the  trunk  lines,  and  prescribe  such  other  rules, 
regulations  and  orders,  and  exercise  such  power  over  all 
officers,  soliciting,  contracting  and  other  agents,  as  may  be 
necessary  for  the  maintenance  and  enforcement  of  agreed 
rates,  classifications,  rules  and  penalties. 

"24.  In  the  event  that  any  connecting  line  fails  or  refuses 
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to  delegate  authority  to  any  of  the  other  members  upon  such 
Joint  Executive  Oommitt6e,  or  to  appoint  an  independent 
representative  thereon,  that  the  presidents  further  authorize 
the  Trunk  Line  Executive  Committee,  in  connection  with  the 
Joint  Executive  Committee,  to  take  such  action  as  to  such 
companies  as,  in  the  judgment  of  the  Executive  Commitees, 
may  be  deemed  proper. 

"  25.  That  the  presidents  affirm  the  principle  of  pools,  in 
both  directions,  upon  all  through  freight  and  passenger  traffic, 
common  to  any  two  or  more  of  the  trunk  lines,  and  direct 
their  representatives  on  the  Joint  Executive  Committee  to 
call  the  fall  Joint  Executive  Committee  together,  at  an  early 
date,  to  perfect  such  pools,  and  adopt  such  rules  and  regula- 
tions for  the  maintenance  of  rates,  and  their  enforcement,  as 
the  said  Joint  Executive  Committe  may  deem  just. 

"  26.  In  view  of  the  differences  then  likely  to  arise  in  said 
Joint  Executive  Committee,  we  further  urge,  as  an  essential 
to  any  permanently  successful  results,  the  distinct  adoption 
of  the  principle  of  arbitration  ;  and  in  order  to  carry  it  into 
effect,  we  further  recommend  that  a  permanent  Board  of 
Arbitration  be  appointed  by  the  said  called  meeting  of  the 
Joint  Executive  Committee,  which  board  shall  continue  in 
permanent  sessions  at  New  Yorlf. 

"  27.  That  any  differences,  of  whatever  nature,  arising  in 
said  Join  Executive  Committee  in  the  formation  of  such  pools, 
or  in  any  matter,  act  or  thing  relating  thereto,  or  to  the  main- 
tenance of  rates  in  the  absence  of  pools,  upon  which  the  Joint 
Executive  Committee  is  not  unanimous,  shall  be  promptly  re- 
ferred to  the  said  Board  of  Arbitration  ;  and  the  decision  of 
said  Board  of  Arbitration,  or  that  of  a  majority  of  its  members, 
shall  be  final  and  binding  upon  all  parties,  until  changed  by 
unanimous  agreement  of  the  Joint  Executive  Committee,  or  by 
the  said  Board  of  Arbitration, 

"  In  accordance  with  articles  26  and  27,  the  following  gentle- 
men were  elected  as  Arbitrators  : 

"  Charles  Francis  Adams,  <rr., 

"  David  A.  Wells, 

"  John  A.  Wright. 

"  These  gentlemen  have  agreed  to  serve  for  one  year,  com- 
mencing June  1, 1879.  The  following  resolution,  determining 
how  the  salary  of  the  arbitrators  is  to  be  paid,  was  adopted  at 

m3  3tin  g  of  April  23d. 
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"  28.  That  the  salar.'es  to  be  paid  the  inembers  of  the 
Board  of  Arbitration  be  paid  by  the  several  roads  represented 
on  the  Joint  Executive  Committee  fro  rata  on  the  gross  earn- 
ings from  the  competitive  business,  to  be  ascertained  and  pro- 
portioned by  the  Chairman  of  the  Committee. 

"  At  the  meeting  of  the  Joint  Executive  Committee,  held 
in  New  York  June  12  and  13,  the  following  resolutions  were 
adopted : 

"  29.  That  all  parties  desiring  to  submit  any  question  for 
arbitration  are  requested  to  notify  the  Chairman  of  the  Execu- 
tive Committee,  stating  the  nature  of  the  case  to  be  decided 
and  the  time  at  which  they  wish  the  case  heard,  and  that  the 
Chairman  of  the  Joint  Executive  Committee,  notify  the  Chair- 
mao  of  the  Board  of  Arbitration  and  arrange  for  the  time  of 
hearing  the  case. 

"  30.  That  the  Chairman  of  this  Committee  be,  and  he  is 
hereby,  requested  to  notify  the  managing  or  executive  ofiScers 
of  all  western  railroads  not  already  represented  in  the  Joint 
Executive  Committee,  of  the  establishment  and  organization 
of  said  Committee  and  of  the  selection  of  the  Board  of  Arbi- 
tration, and  request  all  such  companies  who  desire  to  become 
parties  to  and  co-operate  in*the  said  arrangement  to  appoint 
a  member  to  represent  them. 

"  31.  That  the  Trunk  Line  Executive  Committee,  representing 
the  trunk  lines  as  well  as  all  such  other  connecting  railroad 
companies  who  may  authorize.the  members  of  this  Committee 
to  act  for  them,  constittite  a  Standing  Committee,  for  the  pur- 
pose of  carrying  out  the  resolutions  of  the  Joint  Executive 
Committee  and  to  take  such  other  action  as  may  be  thought 
necessary  for  the  maintenance  of  rates  and  the  enforcing  of 
all  agreements  made  between  the  companies  represented  on 
the  Joint  Executive  Committee  ;  and  further 

"  32.  That  the  Standing  Committee  may  obtain  the  votes  in 
writing  or  by  telegram  upon  any  subject  that  may  be  necessary 
to  be  acted  upon  promptly — avoiding  thereby  as  much  as  possi- 
ble the  necessity  of  calling  together  the  full  Joint  Executive  Com- 
mittee— and  such  votes  shallbe  counted,  and  shall  have  the  same 
force  as  if  given  in  full  meeting  of  the  members  of  the  Joint 
Executive  Committee  ;  a  notice  of  the  result  of  the  vote  to  be 
given  by  the  Chairman  to  all  the  members  of  the  Committee. 
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"  At  a  meeting  of  the  Board  of  Arbitration,  held  on  June  18, 
the  following  rules  were  adopted. 

"  33.  The  parties  concerned  in  the  matter  to  be  referred  to 
arbitration  shall  in  all  cases  put  in  writing  a  statement  of 
facts,  supported  by  such  arguments  and  statistics  as  they  may 
see  fit  to  present,  and  shall  transmit  the  same  to  the  Chair- 
man of  the  Joint  Executive  Committee. 

"34.  On  receipt  of  the  foregoing  statement  the  Chairman  of 
the  Joint  Executive  Committee  shall  specify  in  writing  the  ex- 
act question  or  questions  which  are  to  be  passed  upon  by  the 
Board,  and  transmit  the  same  to  it  at  once,  together  with  all 
the  statements  submitted,  or  other  information  in  his  posses- 
sion relating  to  the  matter  in  dispute. 

"  35.  The  Board  of  Arbitration  shall,  as  soon  as  may  be, 
after  such  papers  are  received  by  it,  meet  for  the  considera- 
tion of  the  case,  and  shall  either  decide  the  same  or  make  such 
order  in  regard  to  procuring  further  information  or  having 
oral  hearings  as  may  seem  necessary. 

"  36.  The  final  decision  of  the  Board  when  arrived  at,  shall 
forthwith  be  transmitted  by  it  to  the  parties  interested,  and 
to  the  Chairman  of  the  Joint  Executive  Committee. 

"  I  certify  that  the  above  is  a  correct  copy  of  the  Articles  of 
Organization  of  the  Joint  Executive  Committee,  as  adopted  on 
December  18  and  19,  1878,  and  of  the  amendments  adopted  up 
to  June  18,  1879. 

"  Albert  Fink, 
"  Chairmh7i  Joint  Executive  Committee. 

"  Lilt  of   Roads   represented  on   the  Joint  Executive  Committee, 

June  18,  1879, 

Atlantic  &  Great  Western. 

Baltimore  &  Ohio. 

Canada  Southern. 

Central  Vermont. 

Chicago  &  Alton. 

Cleveland,  Columbus,  Cincinnati  &  Indianapolis. 

Grand  Trunk. 

Great  Western. 

Indianapolis  &  St.  Louis. 

Lake  Shore  <fe  Michigan  Southern. 


3130 

Marietta  &  Cincinnati. 

Michigan  Central. 

New  York  Central. 

New  York,  Lake  Erie  &  Western. 

Ohio  &  Mississippi. 

Peusylvania  Railroad. 

Pennsylvania  Company. 

St.  Louis,  Vandalia,  Terra  Haute  &  Indianapolis. 

Toledo,  Peoria  &  Warsaw. 

Wabash." 

Q.  Can  you  state  to  what  extent  this  Arbitration  Committee 
have  been  called  to  determine  questions  ?  A.  I  was  about  to 
state  that.  It  was  the  intention  to  provide  a  Board  here  which 
can  act  for  all  the  western  and  all  the  eastern  companies ; 
simply  as  to  a  division  of  business  ;  they  have  nothing  what- 
ever to  do  with  Chicago  as  a  railroad  center,  or  with  the  pro- 
portion of  business  which  shall  come  to  New  York,  Boston, 
Philadelphia  or  Baltimore  ;  they  simply  determine  the  pro- 
portionate amounts  among^the  railroads,  and  it  is  only  insofar 
as  their  decision  may  affect  a  question  of  locality  indirectly 
that  any  of  these  questions  are  referred  to.  It  is  intended  to 
equalize,  so  far  as  the  wisdom  of  these  railroads  can  do  it,  the 
business  of  the  forwarders,  stop  all  discrimination,  stop 
vouchers  and  drawbacks,  stop  the  evils  resulting  from  false 
weights,  and  stop  the  making  of  unnecessarily  low  rates  from 
the  west  as  compared  with  the  rates  from  the  east ;  but  no 
questions  are  referred  to  this  Board  that  are  local  to  any  two  of 
the  railroads,  unless  we  shall  agree  hereafter  to  so  refer  such 
questions  ;  they  are  not  referred  to  the  Committee  by  the  past 
agreement.  There  have  been  submitted  to  this  Board  of 
Arbitration  a  number  of  important  and  controlling  questions 
which  they  have  decided  as  follows  : 

Statement  of  the  Division  of  Freight  at  the  following 
Western  Points,  at  which  the  Eastbound  Freight  is 
NOW  being  Divided  between  the  Terminal  Roads. 

I.—  Chicago  :  Award  of  the  Board  of  Arbitrators  was  made  on 
August  21st,  1879,  taking  effect  August  1st,  1879. 

Divisions. 

Mich.  Central 31  per  ct. 

Lake  Shore 26       " 
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P.  Ft.  W.  &  Chic   25  per  ot. 

P.  0.  &St.L 10       « 

Balto.  &  Ohio 8       " 

II- — St.  Louis  :  Award  of  the  Board  of  Arbitrators  was  made 
on  August  21st,  1879,  taking  effect  August  1st,  1879. 

Divisions. 

Chicago  &  Alton 20  per  ct. 

Wabash 20       " 

Ind.  &  St.  L 2Q       " 

Vandalia 20       " 

Ohio  &  Miss 20       " 

HI. — Indianapolis :  The  division  was  the  result  of  agreement 
between  the  Eoads,  made  on  October  8th,  1878,  taking 
effect  November  1, 1878. 

Divisions. 

C.  C.  C.  &I 35perct. 

P.  C.  &St.  L 34       " 

I.  C.  &  L  10       " 

I.  P.  &  C  15       " 

C.  H.  &I 6       " 

IV. — Louisville :    Roads    agreed   on    divisions,   taking    effect 
Nov.  1st,  1878. 

Divisions. 

Jeff.  Mad.  &  Ind 53  per  ct. 

Ohio  &  Miss 32 

L'ville,  Cinn.    &  Lex 15 

v.—  Cincinnati:  Local,  (fee.     Award  of  the  Board  of  Arbitration 
made  on  August  28th,  1879,  taking  effect  June  9th,  1879. 

Divisions  op  Cincinnati  Feeight  Peopee. 

Mar.  &  Cinn 19  per  ct. 

C.  H.  &D 8  " 

P.  C.  &  St.  L 31  " 

C.  C.  C.  &  1 27  " 

A.  &  G.  W 15  " 

89 
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VI. — From,  all  points  beyond  Oinvmnati,  except  St.  Louis,  Louis- 
ville, and  Indianapolis.  Division  based  on  traffic  of  1878, 
and  takes  effect  from  June  9th,  1879. 

Division  op  Freight  passing  through  Cincinnati. 

Mar.  &Cinn 70.91  per  ct. 

C.  H.  &D 5.52       " 

P.  C.  &St.  L 4.50       " 

C.  0.  C.&I 12.07       " 

A.  (feG.  W 7.00       " 

This  good  work  is  going  on,  and  I  believe  that  no  wiser  thing 
could  be  done  by  the  National  Congress  than  to  enforce  in  all 
the  courts  of  law  as  against  all  railroads  the  awards  of  these  gen- 
tlemen, and  make  it  a  misdemeanor  for  a  railroad  to  carry  for 
less  than  its  published  rates,  or  for  a  shipper  to  solicit  or  re- 
ceive a  drawback.  I  believe  that  this  comoiiseion,  composed 
as  it  is  ot  gentlemen  who  thoroughly  understand  these  ques- 
tions, can  do  more  than  anybody  else  to  settle  and  adjust  the 
pending  difficulties. 

The  Chairman — You  believe  that  a  commission  of  equal 
wisdom  could  be  created,  do  you  not  ? 

The  Witness — I  do  not  know  of  one  with  equal  railroxid  wis- 
dom that  could  be  created. 

The  Chairman — These  gentlemen  represent  wholly  a  rail- 
rpad  interest,  in  each  instance,  do  thej'  not  ? 

The  Witness — They  have  also  large  relations  to  the  public. 

By  Mr.  Sterne  ; 

Q.  They  are  paid  by  the  railways  wholly  ?  A.  Yes,  but 
so  far  as  that  goes,  Mr.  Adams  has  been  paid  by  the  State  of 
Massachusetts  for  years,  and  the  amount  received  from  Massa- 
chusetts is  much  in  excess  of  that  he  has  received  from  the 
railroad, 

Q.  But  has  be  not  now  discontinued  his  connection  with 
the  Massachusetts  Commission,  and  is  he  not  now  wholly  in 
the  pay  of  the  railroads?  A.  I  do  not  know  whether  he  is 
wholly  or  not. 

Q.  So  far  as  he  is  paid  at  all  as  an  arbitrator  he  is  paid  by 
tlie  railroads  ?     A.  Yes. 

Q.  I  do  not  mean  to  cast  any  imputation  upon  the  gentle- 
men or  upon  their  wisdom ;  but  I  wish  to  ask  you  upon  what 
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basis  you  say  that  Mr.  Wells  is  a  resident  of  New  York,  when 
he  neither  lives  here  nor  has  an  oflSce  here  ?  A.  I  mean  by 
that  that  his  interests  are  in  New  York. 

Q.  I  do  not  believe  that  his  decision  would  be  influenced  by 
accidents  of  locality  ;  but  the  fact  is,  is  it  not,  that  he  lives 
nearer  to  Boston  than  he  does  to  New  York — that  he  lives  at 
Norwich,  Connecticut  ?  A.  He  comes  here  frequently,  and  I 
believe  that  he  goes  to  Boston  but  seldom ;  he  is  the  man 
chosen  by  the  New  York  Legislature  to  investigate  the  subject 
of  transportation  by  its  canal,  and  he  was  thought  to  have 
pretty  intimate  relations  with  the  State  and  City  of  New  York. 

Q.  When  was  this  commission  called  into  existence — the 
Board  of  Arbitration?  A.  I  think  in  May  or  June  of  this 
year. 

Q.  Mr.  Adams'  experience  as  a  railway  oflScer,  or  rather  in 
railway  matters,  has  been  derived  mainly  from  his  public  duties 
connected  with  the  Massachusets  Commission?  A.  I  believe 
so,  and  from  his  wider  investigations  on  this  subject  in  this 
country  and  in  Europe. 

Q.  But  that  was  in  connection  with  his  public  duties  as  a 
Commissioner  of  the  State  of  Massachusets  ?    A.  Yes,  mainly, 

Q.  That  Commission  has  done  good  work,  has  it  not  ?  A.  I 
think  so ;  excellent. 

Q.  They  have  been  a  useful  body  ?     A.  I  think  so. 

Q.  This  Massachusetts  Commission  had  power  to  investi- 
gate the  railways  of  the  State  and  represented  wholly  the 
public  intertist,  did  it  not  ?  A.  I  believe  so,  though  I  am  not 
certain. 

Q.  The  railways  had  no  power  of  appointment  in  relation 
thereto  ?     A.  I  belive  not. 

Q.  You  have  had  many  interviews  with  Mr.  Adams,  hava 
you  not  ?     A.  Never  but  two  or  three  at  the  outside. 

Q.  Mr.  Adams  never  was  a  railway  president  or  a  railway 
traffic  manager,  or  in  any  way  connected  officially  with  any 
railway  before  he  became  a  commissioner,  was  he  ?  A.  Not 
to  my  knowledge. 

Q.  As  to  Mr.  David  A.  Wells  ;  had  he  any  direct  or  remote 
connection  with  the  management  or  administration  of  any 
railway  that  you  know  of  before  he  became  arbitrator?  A. 
He  was  a  director  in  the  Erie,  and  had  been  for  two  years. 

Q.  In  his  position  as  director  ;  was  he  anything  more  than 
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a  hominai  director?  A.  He  was ;  he  took  a  great  intei'est  iil 
all  subjects  relating  to  the  roads ;  he  called  upon  me  several 
times  inrelation  to  various  matters. 

Q.  But  had  he  any  active  duties  assigned  him  ?  A.  I  think 
he  had  by  the  President,  but  I  do  not  know  what  they  were. 

Q.  Had  he  the  slightest  relation  to  the  traffic  management 
of  your  road?  A.  Certainly,  as  the  Board  always  has  re- 
lation to  the  traffic  management ;  I  did  not  appoint  him  as- 
sistant or  General  Freight  Agent,  or  anything  of  that  kind. 

Q.  And  you  did  not  consult  with  him  in  reference  to  making 
rates  ?  A.  He  consulted  with  me  about  rates — as  to  the  reason 
of  them — and  as  to  local  rates ;  and  was  a  very  intelligent 
talker  upon  those  subjects. 

Q.  When  you  say  that  he  cousulted  with  you  about  them, 
you  mean  that  he  came  to  you  for  information,  do  you  not? 
A.  He  came  both  to  get  and  to  impart  information. 

Q.  Had  he  any  theories  upon  the  subject  of  local  and  other 
rates  differing  from  yours?  A.  I  do  not  remember  that  we 
ever  discussed  theories,  we  discussed  facts  as  they  arose  and 
as  he  had  heard  of  the  transactions. 

.  Q.  Mr.  Wright's  connection  with  the  companies  has  been  very 
active  and  direct,  has  it  not  ?     A.  Very  active  and  very  long. 

Q.  He  was  one  of  the  employe&s  of  the  Erie  Railway  ?  A. 
I  believe  that  he  had  been. 

Q.  How  long  was  he  an  employee  of  the  Erie  Railway  ?  A. 
I  cannot  tell  you  when  he  entered  it ;  he  was  in  a  department 
with  which  I  had  nothing  to  do ;  but  I  think  that  he  was  con- 
nected with  it  two  or  three  years. 

Q.  And  he  stepped  from  that  department  into  this  position 
of  arbitrator,  did  he  not  ?     A.  Yes.  ,  ^ 

Q.  This  Board  of  Arbitration  meets  how  often  ? ,  A.  As 
often  as  they  are  required  by  the  questions  to  be  subniitted. 

Q.  Have  they  stated  meetings  ?     A.  They  have  not. 

Q.  They  meet  at  Mr.  Fink's  office,  do  they  not,  or  at  the 
office  provided  for  the  Commissioner  on  Broadway  ?  A. 
I  believe  so,  though  not  always. 

Q.  They  meet  practically  under  his  directions,  do  they  not  ? 
A.  Not   at   all ;  he  is  not   connected  with  them  in  any  way 
except  as  the  channel  of  the  Executive  Committee. 
.    Q.  Does  he   not   stay   with  them,   to  impart  information, 
and    give    them    both    cue   and    directions  ?       A.    No ;    the 


3135 

atguments  are  presented  by  the  compatiles  themselves,  and 
transmitted  through  him  as  the  Ootnmissioner ;  they  are 
written  arguments  ;  he  simply  presents  them  to  the  Board. 

Q.  Is  there  any  testimony  taken  before  this  Board  ?  A.  I 
have  read  the  notes  of  their  proceedure;  they  state  that 
they  shall  take  oral  evidence  when  required  ;  whether  they  have 
done  so  in  any  case,  I  do  not  know. 

Q.  Then  you  do  not  know  whether  they  take  oral  testimony 
or  not?  A.  I  do  not  know  whether  oral  testimony  was  taken  by 
them  on  the  settlement  of  the  Chicago,  St.  Louis  and  Cincin- 
nati matter  or  not. 

Q.  Did  you  not  recently  pass  a  resolution  by  which  you 
admit  public  bodies  to  discussion  with  your  railways  ?  A- 
Not  to  my  knowledge. 

Q.  In  the  same  report  of  proceedings  or  minutes  of  pro- 
ceedings of  the  Executive  Committee,  from  which  I  read  the 
other  day,  dated  September  25,  1 87  J,  there  appears  a  resolu- 
tion to  the  effect  that  Chambers  of  Commerce,  Boards  of 
Trade  and  merchants  may  find  a  hearing  before  this  Board  of 
Arbitration  or  before  Mr.  Fink,  in  the  way  of  being  accorded 
a  hearing  on  questions  relating  to  railway  transportation? 
A.  I  do  not  know  of  any  such  resolution,  but  I  should  support 
it  heartily. 

Q.  Tou  believe  that  that  is  a  wise  and  proper  thing  to  do  ? 
A.  Most  assuredly. 

Q.  But  you  do  not  think  that  railways  as  between  each 
other  in  their  rivalries  do  fully  and  at  all  times  represent  the 
public  ?  A.  I  think  that  in  the  technical  sense  not,  although  their 
oflScers  are  the  exponents  of  what  the  public  haT  told  them. 

Q.  And  whatever  the  public  has  not  told  them  they,  of 
course,  do  not  know,  except  as  to  rates  ?  A.  Of  course  not,  ex- 
cept in  a  general  way. 

Q.  Are  there  not  many  instances  in  which  the  interest  of 
the  railway  company  is  somewhat  antagonistic  to  the  interest 
of  the  public  ?  A.  There  may  be  in  minor  "cases,  but  iu  the 
major  part,  I  think  their  interests  are  almost  identical. 

Q.  In  respect  to  the  question  of  the  division  of  profits 
would  their  interests  be  identical  ?  A.  The  Board  does  not  di- 
vide or  have  any  thing  to  do  with  the  profits. 

Q.  But  they  do  divide  substantially  the  profits ;  for  instance, 
in  mercantile  transactions  in  the  manner  you  have  stated,  the 
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custom  as  to  silks,  there  is  a  division  of  profits  oil  the  transac-" 
tions  of  the  freight  cliarged.     A.  None  at  all. 

Q.  During  these  very  depressed  times  from  which  we  are 
just  emerging,  and  from  the  beginning  of  1874  to  the  beginning 
of  1878,  the  New  York  Central  Railway  continued  to  pay  pre- 
cisely as  it  did  before,  8  per  cent,  dividend,  and  yet  there  was 
no  business  in  the  whole  community,  or  at  least  in  the  State 
of  New  York,  in  all  probability,  with  very  rare  exceptions, 
that  continued  to  pay  during  those  years  anything  like  the 
profits  that  it  did  before  that  time  ;  now,  might  there  not  be 
a  very  considerable  diiference  of  opinion  and  antagonism  be- 
tween the  community  as  to  the  division  of  the  prosperity  of 
the  community  between  the  railway  and  the  rest  of  the  com- 
munity?    A.  Quite  likely. 

Q.  Therefore,  there  are  elements  of  this  question  which  are 
never  represented  at  Boards  at  which  the  representatives  of 
railways  alone  sit  ?  A.  Yes ;  so  far  as  that  theoretical  ele- 
ment enters. 

Adjourned  to  October  22,  1879,  10  A.  M. 


New  Yoke,  October  22,  1879. 
The  Committee  met  puisuant  to  adjournment. 
Present :  Messrs.  Hepburn,  Noyes  and  Husted. 
George  R.  Blancliard,  recalled. 

By  Mr.  Shipman  : 

Q.  I  wish  you  woiild  refer  to  the  report  of  Mr.  Garrett,  in 
which  he  spoke  of  the  advantages  that  his  road  was  to  give 
to  the  public  on  through  freight  from  the  seaboard,  and  give 
the  date  of  the  report  ? 

The  Chairman— The  report  to  the  State  of  Maryland  ? 

The  Witness — To  the  Stockholders  of  the  Baltimore  &  Ohio 
Road  ;  the  45th  annual  report  of  the  Baltimore  &  Ohio  Rail- 
road, for  the  year  ending  September  80,  1871 ;  and  on  page  13 
of  that  report  occurs  this  statement  : 

"  The  superior  advantages  offered  through  the  direct  and  ad- 
mirable route  of  the  Baltimore  &  Ohio  Railroad  to  the  port  of 
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Baltimore,  caused  the  able  managers  of  the  Ohio  &  Mississippi 
llailroad  Company  to  change  the  gauge,  obtain  the  re- 
quired rolling  stock  to  suit  that  change,  and  thus  practically 
assist  the  merchants  of  St.  Louis  and  the  consumers  and  pro- 
ducers of  the  vaat  regions  of  which  that  city  is  the  enfrepdt, 
to  avail  of  the  great  Bconomies  of  transportation  produced  by 
the  difference  of  distance  of  "-72  miles  in  favor  of  their 
route  to  Baltimore  by  the  Baltimore  &  Ohio  Railroad,  com- 
pared with  their  former  connection,  by  the  Atlantic  &  Great 
Western  and  the  New  York  &  Erie  Railroads,  to  the  Liity  of 
New  York." 

Q.  That  report,  I  suppose,  and  that  information  was  dis- 
seminated in  every  direction  ?     A.  Scattered  broadcast. 

Q.  In  order  to  attract  traffic  to  the  Baltimore  &  Ohio  line? 
A,   Yes,  sir. 

By  the  Chairman  : 

Q.  It  is  true  as  to  its  statement,  is  it?  A.  It  is  true  as  to  its 
statement  of  mileage. 

By  Mr.  Shipman  : 

Q.  I  will  now  ask  you  what  interest  the  City  of  Baltimore 
and  the  State  of  Maryland  have,  if  any,  in  the  Baltimore  & 
Ohio  Road?  A.  The  State  of  Maryland  now  owns  $550,000 
of  the  stock  of  the  Washington  Branch  of  the  Baltimore  & 
Ohio  Railroad  ;  all  the  former  large  interest  of  the  State  of 
Maryland  in  the  Baltimore  &  Ohio  Company  is  at  present 
sold. 

Q.  What  did  they  at  one  time  own?  A.  I  have  asked  that 
question,  and  will  answer  it  when  I  procure  it ;  I  know  that 
it  formerly  had  $3,000,000  of  the  preferred  stock  of  the  Balti- 
more &  Ohio  Road. 

By  the  Chaieman  : 

Q.  Maryland?  A.  The  State  of  Maryland;  the  City  of 
Baltimore  now  owns  $3,250,000  of  the  common  stock  of  the 
Baltimore  &  Ohio  Railroad,  and  formerly  had  a  very  large  in- 
terest in  the  Pittsburgh  &  Connellsville  Railroad,  but  dis- 
posed of  its  interest  to  the  Baltimore  &  Ohio  Railroad  Com- 
pany proper,  for  an  annuity  of  $60,000  per  year  ;  the  City  of 
Baltimore  never  owned  any  interest  in  the  Washington  Branch : 
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I  have  also  asked  for  information  as  to  the  ownership  of  the 
City  of  Baltimore  and  the  State  of  Maryland  in  the  Northern 
Central  and  other  lines  leading  to  the  west,  and  the  City  of 
Philadelphia  and  the  State  of  Pennsylvania  in  the  Pennsyl- 
vania system,  and  will  furnish  that  as  soon  as  it  can  be  had. 

By  Mr.  Shipman  : 

Q.  Are  you  familiar  with  the  decisions  of  the  Supreme 
Court  of  the  United  States  on  the  question  of  the  taxation  of 
that  stock  held  by  the  City  of  Baltimore  ?     A.  No  ;  I  am  not* 

By  the  Chaibman  : 

Q.  Give  the  amount  of  capital  stock  of  the  Baltimore  <fe 
Ohio  Eoad,  and  its  connection  through  to  Chicago  ?  A.  I 
have  the  annual  reports  of  the  Baltimore  &  Ohio  Bailroad 
only  up  to  the  close  of  1877. 

Q.  Have  they  increased  their  capital  stock  since  ?  A.  They 
have  not  increased  their  capital, but  they  have  increased  their 
bonded  debt  issue  since  I  left  the  Baltimore  &  Ohio  Railroad  in 
the  sum  of  about  $30,000,000,  and  have  increased  their  capital 
in  an  indirect  sense,  as  they  have  declared  scrip  dividends  for 
the  last  few  years,  and  the  scrip  is  quoted,  I  understand,  at 
the  price  of  its  stock  ;  so  that  this  scrip,  although  not  a  decla- 
ration of  new  stock,  is  in  effect  an  increase,  because  they  pay 
interest  upon  the  scrip. 

Q.  It  will  undoubtedly  go  into  the  stock,  as  it  did  on  the 
New  York  Central  ?  A.  Ultimately  ;  I  desire  to  say,  as  per- 
haps justifying  that  conclusion,  that  Baltimore  &  Ohio  stock 
has  advanced  within  six  months  from  about  85  to  160 ;  the 
letter  which  I  have  just  read  from  a  former  director  of  the 
Baltimore  &  Ohio  Company  states  that  the  stock  was  quoted 
that  day  at  156^. 

Q.  What  was  the  occasion  of  that?  A.  The  prospect  of 
something  that  would  pay  upon  that,  as  they  pay  only  8  per ' 
cent,  upon  par,  and  the  stockholders  of  the  Baltimore  &  Ohio 
Railroad — a  large  number  of  them — have  always  demanded 
that  the  surplus  which  President  Garrett  says  represents  an  ex- 
cess of  125,000,000,  shall  be  capitalized  into  new  stock,  and 
this  rapid  advance  in  the  stock  would  seem  to  indicate  that 
they  believed  that  that  surplus  would  ultimately  be  repre- 
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sented  by  a  new  issue  of  shares  or  an  extra  dividend  of  sqxas 
kind. 

'By  Mr.  Shipman  : 

Q.  To  the  present  holders?  A.  To  the  present  holders, 
when  it    is  declared. 

Q.  The  last  question  I  put  to  you,  and  wliich  you  testified 
to  at  length  yesterday,  was  ia  relation  to  the  steps  taken  by 
the  Eailway  Companies  to  adopt  some  system  to  prevent  the 
mischiefs  that,  you  had  heretofore  testified  to,  and  the  result 
as  far  as  it  has  gone.  Is  there  anything  more  on  that  point 
that  you  want  to  add  ?     A.  I  believe  not. 

Q.  Now,  I  want  you  to  state  to  this  Committee  all  the  facts 
concerning  this  foreign  freight,  eastbound;  an'd  of  course  it 
mainly  refers  to  the  eastbound  freight  from  Western  points  to 
Liverpool  and  Antwerp,  and  wherever  they  go  to  any  foreign 
counties  ?  A.  At  the  time  the  trunk  lines  were  opened  from 
the  West  to  the  Bast  of  course  all  through  freight 

Q.  What  trunk  lines  do  you  refer  to  ?  A.  I  mean  the  trunk 
lines  as  they  severally  opened  ;  the  American  trunk  lines  I  now 
refer  to,  without  the  Grand  Trunk  ;  all  Western  freij^hts  were 
consigned  locally  to  New  York,  or  Baltimore,  or  Philadelphia, 
or  Boston,  and  at  that  time  the  export  business  passed  entirely 
through  the  hands  of  persons  at  the  termini  of  the  roads,  who 
paid  the  freights,  took  the  property  away,  and  what  subse- 
quently became  of  it  was  a  matter  of  which  the  railroad  com- 
panies had  no  knowledge.  The  rates  were  made  only  to  the 
seaboard  ;  the  deliveries  were  made  to  the  seaboard  to  the 
consignees ;  the  receipts  were  taken  at  the  seaboard ;  the 
damages  and  the  details  connected  therewith  were  trans- 
acted entirely  at  the  seaboard ;  and  then,  on  various  arti- 
cles, the  parties  to  whom  it  was  consigned  would  sell  a 
portion  of  the  tobacco  here,  and  export  a  portion ;  would  sell 
some  cotton  to  the  New  England  mills  and  export  a  portion  ; 
would  send  abroad  some  flour,  and  sell  some  of  it  here ;  and 
the  business  was  all  done  by  the  same  firms  in  that  way. 

Q.  To  local  jobbers  and  exporters  ?  A.  To  local  jobbers 
and  exporters.  As  the  business  increased  and  a  demand  sprung 
up  for  our  products  abroad,  one  step  further  was  taken  in 
that  direction,  and  that  was  the  establishment  of  inspections. 

Q.  Where  ?  A.  At  New  York  particularly ;  so  thai,  for 
90 
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instance,  Sinclair's  inspection  yards,  and  Amelong's  inspection 
yards  for  provisions  were  well  known  here ;  and  certain  in- 
spection yards  for  tobacco  were  known  in  Brooklyn  ;  tlie  Jarvis 
tobacco  warehouses  were  located  upon  the  line  of  the  Erie 
Railroad  just  beyond  our  docks  at  Jersey  City,  and  they 
are  there  still.  These  inspection  yards  of  course  had  no  occa- 
sion to  receive,  except  upon  storage,  whatever  was  consigned 
locally  to  the  city  of  New  York,  and  they  there  put  in  order 
the  provisiobs  for  foreign  market,  assorted  out  of  a  total  so 
many  barrels  of  messpork,so  many  barrels  of  lard;  and  in  the 
transfer  of  this  property  from  the  end  of  the  railroad  to  these 
yards,  the  railroads  received  local  charges  for  performing  that 
service ;  the  parties  in  charge  of  these  inspection  yards  at 
New  York,  received  their  charges  for  handling,  putting  in 
order,  sampling,  filling  the  order  according  to  its  detail,  and 
then  the  New  York  house  shipped  that  property  to  Europe, 
taking  a  local  bill  of  lading  therefor ;  at  that  period  therefore 
there  was  no  such  thing  known  as  a  through  bill  of  lading 
from  the  "West  to  Liverpool. 

By  the  CHAinMAN  : 

Q.  Down  to  what  period  ?     A.  I  was  just  about  to  state 
when  the  Grand  Trunk  Railroad  Company  at  last  completed 
its  line,  which  was  somewhere  I  believe  in  the  fifties^I  have 
undertaken  to  ascertain  exactly 

By  Mr.  Shipman  : 

Q.  Right  there,  state  the  two  termini  of  the  Grand  Trunk 
line  ?  A.  Detroit  on  the  west,  and  Montreal,  the  principal  ex- 
port point  in  summer;  another  line  to  Quebec  over  which 
they  did  some  little  export  business  in  summer,  and  in  the 
winter  from  Portland,  as  the  St.  Lawrence  river  was  closed  at 
Montreal  and  east  thereof  and  west  thereof. 

By  the  Chatbman  : 

Q.  And  Boston  also?  A.  At  that  time  it  did  not  export 
business 'at  Boston. 

.  By  Mr.  Shipman  : 

Q.  It  has  since  ?    A.  It  has  very  little  since  ;  not  much. 
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Q.  Now,  you  may  resume?  A.  When  the  Grand  Trunk 
Bailroad  was  built,  it  was  put  there  almost  exclusively  by  the 
capital  of  England  and  the  Dominion,  and  that  was  one  of 
the  inducements  held  out  for  the  expenditure  of  capital,  that 
the  relations  of  the  Dominion  to  the  mother  country  would  be 
made  more  intimate  by  the  exchange  of  property  by  through 
joint  bills  of  lading. 

By  the  Ohaibman  : 

Q.  Do  you  mean  the  capital  of  those  Governments  re- 
spectively ?  A.  No,  I  mean  the  people  of  those  countries ; 
and  another  cause  operated  to  require  that ;  to  carry  out  their 
exchanges  they  had  to  have  some  connection  between  Montreal, 
or  Portland  and  Liverpool,  and  before  tljese  steam  lines  could 
be  induced  to  go  to  those  cities,  they  stipulated  and  required 
that  the  Grand  Trunk  Kailroad  should  secure  and  guarantee 
to  them  a  fixed  amount  of  eastward  cargo,  of  grain,  provisions, 
&c.,  per  trip,  otherwise  there  being  not  much  of  what  is  called 
"spot "  tonnage  at  Portland  or  Montreal — that  is  a  tonnage 
tbat  is  terminated  here,  and  is  ready  to  take  any  route  and 
any  rate — having  no  spot  tonnage  as  it  is  called,  they  depend- 
ed almost  entirely  upon  the  Grand  Trunk  Railroad  for  their 
business.  The  Grand  Trunk  Railroad  has  stated  to  the  other 
trunk  lines  on  one  or  two  occasions,  the  fact  that  their  steam- 
ship contract  required  them  to  load  so  much  per  trip,  or  so  many 
tons  per  trip,  and  when  we  have  upon  different  occasions, 
which  I  shall  refer  to,  discussed  this  foreign  tonnage  question, 
they  have  always  stated  that  it  was  impossible  for  them  to 
stop,  for  instance,  the  issue  of  through  bills  of  lading,  because 
having  guaranteed  this  tonnage  they  must  tate  it  at  whatever 
rate  necessary  in  order  to  put  that  amount  of  tonnage  there  ; 
and  in  some  cases,  even  in  anticipation  of  the  closing  of  their 
railroad  in  winter  by  snow,  they  have  at  special  rates  in- 
duced people  to  go  to  Portland  and  put  a  reservoir  or  quantity 
of  grain  in  elevators  there,  from  which  these  steamers  could 
draw  in  case  their  line  happened  to  be  closed ;  all  these  pre- 
cautions being  required  by  the  terms  of  those  contracts. 

By  Mr.  Shipman  : 

Q.  Do  you  know  whether,  in   fact  or  not,  in  order  for  the 
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Grand  Trunk  to  comply  with  that  contract  with  the  steamship 
company,  they  actually  in  their  own  name,  or  through  the 
name  of  those  connected  with  them,  have  gone  into  the 
western  markets  and  bought  products  ?  A.  We  believe,  and 
have  every  reason  to  believe,  that  the  Grand  Trunk  Company 
have  gone  to  prominent  merchants  of  Montreal,  or  the  agents 
of  the  Allan's,  and  said  to  them,  "  If  you  will  buy  this  grain  in 
the  west  in  order  to  fulfill  these  contracts  with  the  Allan  Steam- 
ship Company,  we  will  guarantee  to  you  to  settle  upon  the 
date  of  its  export,  at  Slich  rates  as  shall  be  required  ;"  so  that 
while  they  ttiay  hot  hftve  done  it  as  a  company,  they  have  in 
this  ibdirect  ~svay  accomplished  the  same  result. 

By  the  Chairman  : 

Q.  As  to  a  through  bill  of  lading,  that  of  itself  does  not  necessi- 
tate a  lower  r&,te  from  the  western  point  ot  shipment  to  the  sea- 
board terminus?  A.  I  was  going  to  explain  that ;  I  think  you  will 
find  that  point  covered.  Almost  simultaneously  with  the  open- 
ing bi  the  Grahd  Trunk  Railroad — perhaps  but  a  little  after — the 
forisign  fffeight' agent  of  the  Lake  Shore  Company  at  Chicago, 
prbcured  the  rates  of  the  ocean  steamers,  originally  I  think  from 
Bbston,  and  adding  to  those  rates  the  inland  rates  at 
the  tariff,  pltis  feertain  charges  at  the  port,  inspection  and 
delivery,  &c.,  to  which  I  have  referred,  guaranteed  parti- 
cularly on  pr6 visions  at  Chicago,  a  through  price  to  Liver- 
pool. That  began  in  a  very  small  way,  and  at  first  it  was 
bfelieved  that  it  would  not  be  successful,  because  upon  the 
presentation  of  the  bill  of  lading  at  Liverpool,  the  steamship  com- 
pany, in  the  event  of  a  damage,  might  decline  to  settle,  and  they 
did  not  at  first  favor  this  thing  at  all ;  but  the  Grand  Trunk  Com- 
pany haVihg  a  contract,  such  as  I  have  referred  to,  which  has 
never  be'^n  seen  by  the  rest,  but  has  been  acknowledged  re- 
peatedly by  their  officers  in  these  conferences,  it  became  ulti- 
tiifetiely  a  necessity  to  do  something  of  that  kind  through  the 
Atoierican  ports,  or  lose  through  the  Grand  Trunk  Company 
altiio'stithe  entire  growth  of  this  business.  As  soon  as  it  had  been 
done  at  BoBtbn,  of  course,  similar  efforts  were  made  at  New  York. 
Very  little  of  that  business  was  done  at  Baltimore  or  Phila- 
delphia, for  the  reason  that  Baltimore,  during  the  war,  had  no 
steam  connection  with  Liverpool  whatever.  They  had,  im-^ 
mediately  after   the   war,    dispatched    three   small    steamers 
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(wnicli  had  before  that  run  in  government  service)  to  England ; 
and  in  some  of  Mr.  Garrett's  annual  reports  be  states  the  re- 
sults of  those  trips,  and  in  this  connection,  and  opening  this 
book  at  random  (referring  to  a  book  containing  annual  reports, 
&c.,  of  the  Baltimore  &  Ohio  Road) ;  at  page  6  of  the  report 
of  the  Baltimore  &  Ohio  Eailroad  for  the  year  1862,  Mr.  Gar- 
rett says : 

"  As  indicating  the  vast  uses  and  necessities  to  the  country 
of  this  leading  avenue  of  commerce  from  the  valley  of  the  Ohio 
to  the  seaboard,  it  is  interesting  to  state  that,  upon  the  re- 
opening of  the  road,  the  company  announced  a  large  reduction 
of  the  rates  of  transportation  from  western  to  eastern  cities, 
and  notwithstanding  these  lessened  rates,  as  compared  with 
those  charged  by  the  other  Atlantic  lines  during  the  blockade 
of  the  Baltimore  &  Ohio  Road,  the  revenue  of  the  company 
for  the  months  of  July  and  August  is  estimated  to  have  ex- 
ceeded $1,200,000 — being  the  largest  sum  earned  by  the 
company  for  the  same  length  of  time  since  the  construction  of 
the  road  to  the  Ohio  river." 

Showing  the  policy  that  the  Baltimore  &  Ohio  Railroad  pur- 
sued even  at  that  time  upon  competitive  through  business. 

Q.  What  year  was  that?  A.  1864  ;  in  the  annual  report  of 
the  Baltimore  &  Ohio  Railroad  Company  for  the  year  endiiig 
September  30,  18(55,  Mr.  Garrett  says  : 

"  By  unanimous  action,  the  Board,  in  July,  1865,  purchased 
from  the  Government  of  the  United  States  four  first-class  steam- 
ships, for  the  purpose  of  inaugurating  permanent  intercourse 
by  steam  between  Baltimore  and  Liverpool.  The  names  of 
these  steamers,  vv^hich  had  been  previously  used  for  naval  pur- 
poses, were  changed  and  the  following  names  adopted  in  their 
new  service  in  compliment  to  counties  of  the  State  of  Mary- 
land, viz.  :  Alleghany,  CarroU,  Somerset,  and  Worcester.  This 
enterprise  was  commenced  with  the  cordial  sanction  of  all  the 
interests  connected  with  the  company,  and  has  produced  re- 
sults of  the  greatest  magnitude  and  importance,  in  advancing 
and  assuring  vast  interests,  embracing  those  of  the  City  bf 
Baltimore  and  all  the  extensive  regions  for  which,  through  the 
Baltimore  &  Ohio  Road  and  its  branches,  Baltimore  furnishes 
the  most  economica,!  and  advantageous  port  for  foreign  com- 
merce." 
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In  the  annual  report  of  the  Baltimore  &  Ohio  Company  for 
the  year  ending  September  30,  1867,  he  again  says : 

"In  order  to  xiieet  the  rei]uirements  of  the  largest  class  of 
steamships  engaged  in  Transatlantic  commerce,  the  Board  de- 
termined to  construct  a  wharf  at  the  marine  terminus  of  the 
road  (Locust  Point),  of  large  dimensions  and  of  superior  char- 
acter ;  an  additional  wharf  was  therefore  planned,  650  feet  in 
length  and  90  feet  in  width,  with  a  dock  building  600  feet  by 
75  ;  its  entire  length  roofed  with  iron,  and  enclosed  with  the 
same  material ;  this  structure,  extending  through  the  deepest 
water  of  the  harbor,  was  designed  to  furnish  greater  facilities 
and  economies  for  ocean  commerce  than  any  improvement 
for  similar  purposes  in  America  ;  the  progress  of  this  impor- 
tant work  was  rapid  and  satisfactory." 

He  closes  this  same  report  by  saying : 

"  It  is  a  source  of  satisfaction  that  that  great,  effective  and 
successful  steamship  company  so  appreciated  the  advantages, 
facilities  and  economies  of  the  port  of  Baltimore,  and  of  the 
Baltimore  &  Ohio  Road  and  its  connections,  as  to  join  and 
co-operate  in  this  most  valuable  and  important  enterprise. 

The  agreement  required  the  immediate  construction  of  tw;o 
splendid  first  class  iron  steamships,  and  embraced  provisions 
for  the  future  enlargement  of  the  line,  as  the  advantages  and 
business  of  the  route  developed ;  it  was  the  conviction  of  the 
Board  that  the  subscription  made  of  one-half  the  capital  re- 
-  quired  for  this  line  was  fully  justified,  especially  in  view  of  the 
increase  and  impetus  that  would  result  to  the  commerce  and 
growth  of  the  port  of  Baltimore,  and  the  consequent  reactive 
effects  upon  the  business  of  the  road." 

It  will  be  seen  from  these  extracts  that  the  Baltimore  &  Ohio 
Road  began  in  1864  and  1865  the  development  of  this  foreign 
business,  by  the  way  of  Baltimore. 

By  Mr.  Shipman  : 

Q.  She  was  then  in  communication  with  St.  Louis  ?  A.  She 
then  was  in  communication  with  St.  Louis,  and  had  the  same 
facilities  that  other  companies  had,  at  that  time,  none  of  the 
trunk  lines  having  any  control  or  leases  over  western  railroads  ; 
but  they  doubtless  looked  to  what  has  since  been  the  fact — 
that  system  of  leases  and  control  since  developed. 
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Q.  And  the  building  of  new  roads  ?  A.  And  the  building  of 
new  roads.  The  Pennsylvania  Koad  was,  of  course,  alive,  with 
all  its  capital  and  interests,  to  the  same  thing,  and  the  jeallousy 
between  the  Baltimore  &  Ohio,  and  the  Pennsylvania  Roads 
which  had  been  repeatedly  fought  out,  at  a  large  reduction  of 
rates,  induced  them  to  take  similar  steps  at  Philadelphia,  and 
they  did  construct  at  the  foot  of  Washington  street,  in  Philade- 
phi3,,  a  large  elevator,  the  first  one  built  by  any  trunk  line  on 
the  seaboard.  They  subsequently  much  enlarged  and  increased 
those  facilities  at  Greenwich  and  Girard  Points,  in  Philadel- 
phia— points  which  the  Committee  will  see,  after  they  visit 
•those  places.  The  latter  improvements  were  completed  after 
their  leases  of  all  these  western  railroads.  Now,  as  these  ter- 
minal facilities  built  by  the  railroad  companies,  so  largely  in- 
creased, the  necessities  for  all  this  former  system  of  inspection 
were  gradually  done  away  with,  and  private  interests  injured, 
but  the  aggregate  interests  benefitted  ;  and  as  the  steamship 
companies  would  come  to  the  docks  of  the  railroads  to  take 
he  property  away,  and  the  steamship  companies,  as  in  some 
cases,  had  these  forms  of  contract  with  the  railroad  compa- 
nies, as  the  North  German  Lloyd,  to  which  Mr.  Garrett  refers, 
and  the  Antwerp,  and  the  American  lines  from  Philadelphia, 
in  which,  in  consideration  of  the  coal,  which  was  reduced  in 
price,  the  delivery  of  the  coal,  the  free  dockage,  and  various 
other  things,  the  steamship  companies  agreed  to  give  to  the 
railroad  companies  those  guarantees  both  as  to  rates  of  freight 
and  their  continuance  for  one  or  two  weeks  that  they  had  for- 
merly been  unable  to  get. 

By  the  Chairman  : 

Q.  Do  you  mean  that  the  steamship  companies  gave  to  the 
railroad  companies  guarantees  of  freight?  A.  Guarantees  of 
freight  from  Philadelphia  to  Liverpool,  for  instance ;  for  ex- 
ample, prior  to  such  form  of  agreement  between  the  compa- 
nies, if  an  agent  of  the  steamship  company  was  asked  for  the 
rate  of  freights  ten  or  fifteen  days  ahead,  they  would  say, 
"  We  cannot  tell,  the  market  may  change  ;"  and  if  the  railroad 
companies  gave  a  through  rate  at  Chicago  to  Liverpool,  they 
wjDuld  have  to  add  an  excessive  rate  in  order  to  cover  probable 
fluctuations ;  but  as  these  unions  of  steam  and  rail  became 
more  complete,  the  railroad  companies  would  say,  "  It  is  neo- 
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essary  for  ns  to  have  ten  days  to  get  tlie  property  in  Chicago 
to  Philadelphia  ;  what  rates  will  you  give  us  on  a  vessel  two 
weeks  hence?"  and  in  consideration  of  these  advantages  of 
fuel,  dock  charges,  freight,  &c.,  the  steamship  companies  grad- 
ually came  to  name  their  rate  one,  two,  three  and  sometimes 
four  weeks  ahead ;  and  in  that  way  the  railroad  companies 
were  enabled  to  go  into  the  west  at  last,  and  upon  a  certainty 
as  to  time,  and  a  certainty  as  to  rate,  and  a  certainty  as  to 
connections,  and  a  certainty  that  these  ships  would  not  leave 
their  freight  on  the  dock,  and  take  freight  from  local  forward- 
ers in  preference,  if  tbey  paid  a  little  more,  gradually  devel- 
oped the  system  of  the  issuing  of  foreign  bills  of  lading.  Now^ 
New  York  during  this  time  had  no  such  facilities,  and  the  cir- 
cumstances of  the  business  of  the  ports  were  almost  entirely 
different.  It  is  well  known  probably  to  every  member  of  this 
Committee,  that  neither  the  Cunard,  nor  the  White  Star,  nor 
the  Inman,  nor  the  Williams  &  Guion,  uor  the  Anchor,  nor  the 
State  Line,  nor  the  French  Line,  nor  the  North  German  Lloyd, 
nor  the  Amsterdam  Line,  nor  any  of  those  lines  will,  uqder  any 
circumstances,  send  one  of  their  ships,  after  a'lvertising  its  reg- 
ular sailings,  away  from  its  own  docks,  to  the  docks  of  the 
railroad  company;  because  they  carry  a  very  large  number  of 
passengers ;  they  come  in,  and  must  deliver  their  inward 
freight,  such  as  is  directed  to  the  various  merchants  from  the 
west ;  and  arriving,  if  you  please,  on  Sunday,  and  commencing 
the  unloading  on  Monday,  and  sailing  on  the  following  Satur- 
day. Having  these  regular  sailings,  they  will  unload  up  to 
Tuesday  night,  and  Wednesday  begin  putting  in  the  cargo,  and 
some  of  it  comes  from  Brooklyn,  and  some  of  it  is  dijlivered 
by  car  at  the  dock,  and  some  of  it  comes  from  the  New  York 
Central  Eailroad,  and  some  of  it  comes  from  the  Erie  Railroad, 
and  some  of  it  comes  from  the  canal,  and  some  of  it  comes  by  the 
Providence  steamers,  and  some  of  it  comes  by  the  Charleston 
steamers,  a  little  of  it  from  Cuba,  and  some  from  the  Pacific 
Mail  steamers  ;  so  that  to  go  to  the  docks  of  any  one  of  these 
railroads  at  New  York,  with  the  magnitude  of  the  general 
commerce,  would  be  simply  to  require  the  cartage  or  handling 
of  all  other  than  the  through  business  or  delay  sailings;  there- 
fore they  have  positively  declined,  except  for  a  wild  steamer, 
as  it  is  called,  steamers  occasionally  consigned  to  the 
agents  of  these  lines,  for  which  there  is  no   regular  advev- 
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tised  sailing  date — to  seud  any  one  of  these  vessels  to 
the  docks  of  the  railroad  companies.  It  therefore  became  a 
necessity  of  the  railroad  companies  of  New  York,  that  if  they 
desired  to  compete  with  the  steam  lines,  that  ran  right  along- 
side the  tracks  and  depots  at  Baltimore  and  Philadelphia,  and 
where  these  considerations  did  not  influence  those  cities,  to 
deliver  the  freight  alougside  of  the  vessels,  either  in  cars  upon 
their  floats,  barrels  of  flour  upon  lighters,  and  giain  in  canal 
boats — by  these  three  various  methods  of  delivering. 

Q.  Do  you  put  grain  from  your  cars  into  the  canal  boats 
for  the  sake  of  sending  it  there  ?  A.  Always ;  we  have  no 
other  way  of  doing  it. 

Q.  For  the  sake  of  sending  it  alongside  ?     A.  Yes,  sir. 

By  Mr.  Noyes  : 

Q.  Are  you  obliged  to  do  so  ?  A.  Obliged  to  do  it ;  it  was 
a  necessity;  we  could  not  carry  our  cais  to  the  steamer,  and 
the  steamers  would  not  come  to  our  cars. 

By  the  Chaihman  : 

Q.  Sailing  vessels  would  ?  A.  Sail  vessels,  to  a  small  ex- 
tent, would  ;  I  was  about  to  touch  upon  that.  Now,  the  reason 
for  delivering  the  grain  in  tliis  way  was  that  the  steamship 
companies  said  to  us,  the  manner  of  delivering  grain  to  us  by 
the  canal  is  in  a  boat  alongside  the  ship,  and  the  owner  of  the 
grain  in  that  boat  puts  a  floating  elevator  between  the  canal 
boat  and  the  ship,  so  that  at  the  same  time  there  are  three 
vessels  eugaged  in  the  transaction  of  this  business,  the  canal 
boat  that  brought  it,  the  floating  elevator  that  takes  it  out  of 
the  hold  of  the  canal  boat  and  the  steamer  into  which  it  is 
pot.  Now,  the  railroad  companies  of  the  City  of  New  York 
have  to  do  precisely  that  same  thing  ;  they  take  the  grain  on 
its  arrival  at  Jersey  City  or  Sixty-fifth  street,  unload  it  from 
their  cars  into  a  canal  boat,  bring  the  canal  boat  alongside  of 
the  ship,  and  make  what  is  known  as  a  canal  delivery,  and 
there  the  boat  is  precisely  as  though  that  canal  boat  had 
traversed  500  miles  of  watei'  and  is  alongside,  and  the  floating 
elevator  is  between  the  two  in  precisely  the  same  way ;  and 
that  chai'ge  from  Jersey  City  over  to  the  steamer  under  the 
agreement  of  the  Produce  Exchange,  which  I  shall  submit 
farther  on,  is  a  charge  upon  the  railroad  companies  that  do 
91 
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business  in  New  York,  and  to  just  that  extent  is  doing  just 
that  much  more  for  the  grain  trade  and  indirectly  the  whole 
trade  of  the  City  of  New  York  than  is  done  by  the  trader  or 
the  railroads  of  Pliiladelphia,  Baltimore  or  Boston. 

Q.  Will  the  precise  expense  of  this  be  given  ?  A.  The  pre- 
cise expense  of  this  will  be  given,  and  you  will  be  astonished 
at  its  magnitude.  For  instance,  as  these  facilities  became  at 
those  other  cities  prominent,  they  built  around  the  City  of 
Boston  a  railroad  £0  miles  in  length  to  the  wharves  and  docks 
at  East  Boston,  and  there  they  made  deliveries  direct  from 
the  cars  to  the  ships  ;  therefore,  the  railroad  companies  at 
New  York,  no  matter  what  migbt  have  been  their  willingness, 
no  matter  what  might  have  been  the  volume  of  their  expendi- 
ture, could  not  induce  these  steamship  lines  to  go  to  their 
docks  to  take  this  property,  for  the  reasons  that  I  have 
stated  ;  the  merchants  declined  to  pay  the  aggregate  of  these 
local  charges,  because  they  could  export  their  freight  from  these 
other  cities  without  incurring  them,  and  they  had  no  pride  in 
bringing  the  business  through  New  York,  and  paying  three  or 
four  cents  more  for  it,  if  they  conld  get  a  through  bill  of  lading 
from  Chicago  to  Liverpool,  and  carry  on  that  transaction,  and 
make  a  profit  without  its  coming  here ;  and  therefore  it  is  that 
the  railroad  companies  have  done  this. 

Q.  Do  you  say  the  City  of  Boston  built  those  ?  A.  No ; 
the  Boston  &  Albany  and  the  combination  of  the  railroads 
built  this  belt  line,  as  it  is  called. 

Q.  It  is  common  to  all  the  railroads?  A.  It  is  common,  I 
believe,  to  all  the  railroads,  although  under  the  control  of  the 
Boston  &  Albany.  As  these  lines  were  concentrated  at  Bal- 
timore, Philadelphia  and  Boston,  and  these  various  places, 
the  shippers  would  want  large  and  round  lots  of  grain,  and 
in  that  way  the  making  of  these  block  and  other  contracts  to 
which  I  referred  yesterday  was  also  stimulated  by  the  request  of 
these  ships  that  upon  a  certain  day  they  be  able  to  depend  upon 
50,000  or  60,000  or  75,000  bushels,  depending  upon  the  varieties 
of  other  cargo  that  might  have  been  engaged  for  the  sailing  of  the 
same  day.  It  was  impossible  for  the  railroad  companies  to 
advertise  at  Chicago,  in  connection  with  their  current  tariffs, 
the  rates  to  Liverpool,  London,  Havre,  or  anywhere  else,  be- 
cause the  ocean  rate  might  and  did  constantly  fluctuate ;  it  is  a 
fact  that  can  be  ascertained  here  at  any  moment  that  during-a 
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(Jay  there  may  be  five  steamship  rates  here  in  the  port  of  New 
York  to  tlie  same  port,  by  the  same  class  of  vessels,  going  on 
the  same  date ;  and  under  those  circumstances,  it  was  an  absolute 
impossibiUty  for  the  agents  of  all  the  lines  in  the  west  to  adver- 
tise in  advance  a  fixed  rate  to  Liverpool  daring  the  indefinite 
continuance  of  that  tariff.  As  this  came  to  bs  the  case,  and  the 
Grand  Trunk  having  a  division  of  the  rates  upon  fixed  percent- 
ages with  the  Allan  line,  the  arrangement  of  the  Pennsylvania 
Bailroad  with  the  American  line  and  others  being  believed  to  give 
them  the  right  of  fixing  the  rate  at  the  west,  and  the  arrangement 
with  Allan's  line  from  Baltimore  probably  giving  the  Baltimoie  & 
Ohio  road  the  right  to  fix  it  in  the  west ;  the  New  York  lines  have 
repeatedly  sought  from  the  New  York  steamers  the  right  to 
make  rates  by  the  way  of  their  steamers,  in  the  west,  and  just 
as  often  as  they  have  asked  for  it,  just  so  often  they  have  been 
refused,  for  the  reason  that  the  aggregate  of  "spot"  tonnage  and 
the  aggregate  of  the  arrivals  by  the  canal  here  make  these 
gentlemen  independent  of  the  railroads  at  New  York,  while  at 
Philadelphia,  Baltimore,  Boston  and  Montreal  they  are  depend- 
ent upon  the  railroads.  The  result  is  we  have  never  had  the 
st?amship  co-operation  at  the  city  of  New  York  that  has 
been  enjoyed  by  any  one  of  these  other  cities  with  these 
steamers,  and  therefore  the  only  way  by  which  the  railroad 
agents  of  the  New  York  lines  could  compete  with  this  condition 
of  affairs  was  occasionally  t.o  take  the  chances  as  to  ocean  rates. 
For  illustration  :  in  order  to  get  50,000  bushels  in  the  aggregate, 
which  might  be  on  the  market  at  Chicago,  they  would  tele- 
graph from  there  to  Mr.  Hopkins,  the  foreign  freight  agent  of 
the  Erie  Railway  Company,  at  New  York,  or  Mr.  Mclllhenny, 
of  the  New  York  Central  Railroad,  at  New  York,  and  say : 
"  Can  you  place  50,0  JO  bushels  corn— two  weeks — either  steam 
line — Liverpool— advise  quick?"  then  they  would  go  around 
among  the  steamship  agents  and  undertake  to  do  it;  that 
same  line  had  their  negotiations  already  made  for  "spot" 
tonage  by  this  identical  steamer  to  half  its  capacity  ;  somebody 
was  in  receipt  of  a  cable  that  a  certain  wild  steamer,  if  you 
please,  might  be  in,  and  they  would  see  what  they  could  do  ; 
somebody  else  might  have  made  no  engagements,  and  would 
give  us  a  rate  upon  a  part  of  the  car,  and  another  rate 
upon  the  balance  by  a  steamer  a  week  later ;  the  result  was 
that  some  of  the  agents  of  the  Western  railroad   companies 
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took  the  risk  of  making  a  throiigli  rate  upon  what  they 
believed  to  be  the  ocean  rate  that  would  probably  prevail 
at  the  time  the  property  arrived  here  judging  from  the  rates 
of  the  past.  la  some  of  these  cases,  where  the  ocean  rates 
have  advanced  between  the  time  of  the  starting  of  the  property 
and  the  time  of  its  arrival  here,  the  railroads  have  been 
caught— have  been  compelled  to  permit  the  steamers  to  charge 
whatever  they  saw  fit  upon  the  ai'rival  of  the  property  and 
accept  the,  remainder  of  the  through  rate  from  Chicago 
to  New  York ;  that  remainder  has  in  a  great  many  ca- 
ses been  less  than  the  rate  'at  the  same  time  charged 
to  the  citizen  of  New  York  upon  the  same  class  of  busi- 
ness ;  that,  however,  has  been  the  exception,  but  it  has 
proceeded  in  just  that  way  at  different  times.  Now,  so 
far  as  the  Erie  Railroad  Company  is  concerned,  I  tele- 
graphed from  Saratoga,  when  this  question  was  up,  to  ask  our 
foreign  freight  ngeut  what  had  been  his  practice,  and  this  is 
his  reply,  dated  the  28th  of  August : 

'"I  was  appointed  foreign  freight  agent  September  1,  1876; 
I  have  never  made  a  rate  through  from  any  point  West  to 
Europe  except  by  using  the  authorized  inland  rate  and  adding 
thereto  the  actual  steam  or  rail  rate  from  here  to  destina- 
tion." 

Therefore,  so  far  as  the  Erie  Eailroad  Company  is  concerned, 
we  have  in  no  case  permitted  any  of  this  system  of  speculation  in 
the  ocean  rate  since  1S7G;  prior  to  1876,  the  foreign  freight  ageat 
who  preceded  Mr.  Hopkins — his  resignation  was  asked  for  by 
me  upon  the  identical  ground  that  he  had  speculated  in  these 
ocean  rates,  and  it  was  found  when  it  came  to  a  settlement  of 
his  accounts,  that  growing  out  of  this  speculation,  in  which  the 
Erie  Railroad  Company  was  no  party,  the  Railroad  Company 
had  to  accept  an  adjustment  of  his  final  accounts  at  a  consid- 
erable loss,  but  it  had  never  been  authorized  ;  and  the  only 
agent  who  ever  did  it  was  dismissed  from  our  service  ;  I  don't 
believe  it  is  right ;  it  ought  not  to  be  done,  and  it  is  .not 
baing  done  by  us. 

By  Mr.  Stebne  : 

Q.  In  that  connection  can  you  state  your  method  of  steve- 
doring ?    A.  We  have  no  stevedoring  at  all.  Now,  I  come  to  the 


3151 

part  of  this  question  which  relates  to  the  whole  subject  of  this 
issuance  of  these  through  bills  of  lading. 

By  the  Chairman  : 

Q.  I  would  like  to  ask  what  the  grain  capacity  of  a  steam 
vessel  is — the  average,  I  mean  ?  A.  They  vary  very  much  ; 
they  only  take  a  portion  to  put  in  their  holds  and  they  fill  up 
with  cotton  and  light  freight. 

By  Mr.  Noyes  : 

Q.  By  whom  are  these  inspectors  appointed  ?  A.  Appointed 
in  all  the  cities  ;  they  are  appointed  by  the  owners  of  the 
yards  and  grain  inspectors  by  the  grain  exchanges. 

By  Mr.  Shipman  : 

Q.  Before  you  go  on  to  that  next  point  I  want  to  ask  you 
whether  or  not  the  mode  of  delivering  to  steamers  in  lighters 
here,  owing  to  the  situation  and  circumstances,  say  cotton,  for 
instance,  has  not  often 'been  very  troublesome  to  the  railroad 
companies?  A.  Of  the  most  troublesome  character  imagin- 
able. 

Q.  Do  you  know  the  fact  that  cotton  has  been  carried  and 
has  lain  for  days  and  even  had  to  be  brought  back  in  your 
lighters  because  the  steamers  could  not  take  it?  A.  I  have  a 
case  in  my  mind  of  a  lot  of  export  flour,  that  happened  in  the 
last  three  moths ;  it  lay  at  our  Jersey  City  dock  on  board  a 
lighter  for  73  days ;  that  is,  at  the  time  I  looked  into  it,  had 
then  lain  there  73  days. 

Q.  That  is,  freight  bound  to  Europe  ?  A.  Freight  bound 
to  a  New  York  consignee,  to  be  sent  by  him 
to  Europe.  The  Jersey  City  property  of  the  Erie  Company, 
their  freight  docks,  were  destroyed  by  fire  in  1873,  and  cotton 
was  there  that  had  been  there  for  five  weeks,  consigned  in  this 
way  :  "  A.  B.,  Liverpool,  notify  C.  D.,  at  New  York,  through 
rate  so  much  ;"  C.  D.  at  New  York  had  been  notified;  we  did 
not  know  who  A.  B.  was  in  Liverpool ;  the  steamship  com- 
pany would  refuse  to  receive  the  cotton  from  us  until  we  gave 
them  the  full  name  of  the  Liverpool  consignee ;  being  consigned 
to  the  care  of  C.  D.  in  New  Y''ork,  C.  D.  must  pay  our  freight ;  C. 
D.  would  not  do  it  as  he  had  not  heard  from  A.  B.  at  Liverpool ; 
the  result  was  tiiat  there  were  at  one  time  at  Jersey  City,  50 
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taarks  upon  cotton,  and  I  had  one  man  engaged  id  tracing  tke 
cotton  from  Memphis  to  New  York  over  six  weeks  in  attempt- 
ing to  reconcile  the  variety  of  these  marks,  which  being  put 
on  with  modern  economy,  with  lamp-black  and  water  instead 
of  lamp-black  and  oil,  in  the  process  of  coming  from  Memphis 
to  New  York,  the  marks  would  become  almost  entirely  obliter- 
ated. 

By  the  Ohaieman  : 

Q.  Do  these  sailing  vessels  go  to  your  dock  ?  A.  Some  of 
them,  and  some  not. 

Q.  The  amount  of  grain  shipped  by  these  steam  vessels  is 
considerable,  in  comparison  to  the  whole  shipment?  A.  I 
think  it  averages  from  a  half  to  a  fourth. 

Q.  The  rest  are  sailing  vessels  ?  A.  The  rest  are  sailing 
vessels. 

Q.  Is  there  an  elevator's  association  here  ?  A.  At  New 
York? 

Q.  Yes.     A.  Yes,  sir. 

Q.  Does  that  include  the  railroads  ?  A.  No,  sir  ;  we  have 
nothing  to  do  with  it. 

Q.  None  of  the  railroads  are  interested  ?  A.  I  mean  now 
the  floating  elevators  ;  so  far  as  the  New  York  Central  eleva- 
tors are  concerned  I  am  not  able  to  answer ;  I  should  not  have 
said  what  I  did  to  include  them  ;  I  do  not  know  as  to  them. 

By  Mr.  Steene  : 

Q.  You  have  not  any  elevators  ?  A.  We  have  uo  elevators ; 
I  mean  we  have  no  arrangements  with  floating  elevators. 

By  the  Chaikman  : 

Q.  These  floating  elevators  combine  together  to  do  the  work 
and  lix  the  rate  of  elevating  in  New  York  ?     A.  Yes,  sir. 

Q.  Precisely  the  same  as  they  do  at  Buffalo  ?  A.  Pre- 
cisely. 

Q.  And  you  are  not  able  to  say  whether  there  are  any  sta- 
tionary or  land  built  elevators  in  this  association  or  not  ?  A. 
All  the  Brooklyn  elevators  are  stationary  and  laud  built,  a  very 
large  number 

Q.  And  they  are  all  ia  it?  A.  I  think  they  are  all  in  it,  in- 
cluding the  New  York  Central  elevator,  but  I  am  not  positive 
as  to  the  latter. 
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By  Mr.  Notes  : 

Q.  The  New  York  Central  loads  at  the  eleYatoij?  A, 
It  loads  at  the  elevator  ;  we  are  now  engaged  in  the  construc- 
tion of  an  elevator  at  .Tersey  City  of  very  large  capacity. 

By  the  Chaieman  : 

Q.  I  did  not  understand  you  to  state  the  date  at  which  this 
through  lading  commenced  ?  A.  Through  bills  of  lading 
I  have  not  been  able  to  ascertain  exactly  when  they  first  were, 
but  Mr.  Godfrey  McDonald  of  Chicago  has  prepared  some  sta- 
tistics on  the  subject,  showing  its  beginning  and  its  growth, 
and  I  have  sent  for  a  copy  of  those  statistics,  and  hope  to  give 
them  to  the  Committee. 

Q.  An  approximate  date  would  answer  ?  A.  I  can  give  you 
that,  at  least  in  a  day  or  two.  As  to  this  matter  of  through 
lading  I  will  show  the  committee  a  form  of  a  through  bill 
of  lading  that  is  used  for  doing  this  busiaess  (presenting 
a  paper) ;  it  will  be  seen  that  that  is  a  bill  of  lading  of  the 
Erie  &  North  Shore  fast  freight  line  in  connection  with  the 
Anchor  line  of  steamers  ;  and  we  have  a  separate  bill  of  lad- 
ing in  connection  with  each  one  of  the  Despatch  aud  Steam 
lines  ;  we  also  have  a  bill  of  lading  which  docs  not  specify 
the  line,  leaving  us  the  option  of  forwarding  by  any  line  that 
will  insure  A  1,  or  be  a  proper  line  to  send  by. 

The  Chaikman — I  do  not  see  any  objection  to  a  through  bill 
of  lading  unless  thereby  you  discriminate  against  people  resid- 
ing at  your  terminus. 

The  Witness — This  matter  of  through  bills  of  lading  and  the 
issuance  of  a  through  rate  and  bill  of  lading,  is  one  to  which  I 
have  been  opposed,  and  upon  more  than  one  occasion  have 
had  to  undergo  the  criticism  of  nearly  every  railroad  officer 
attending  these  meetings,  and  it  is  a  difiiculty  that  the  Com- 
mittee will  understand  wdien  I  say  that  there  are  from  Boston  to 
Baltimore  at  the  same  time  upon  the  docks  of  diflerent  cities,  we 
will  say  55  different  steamers  or  sail  vessels  who  are  bidding,  for 
a  variety  of  ports  abroad  ;  the  steam  and  sail  vessels  do  not 
fix  their  rates  to  continue  for  any  length  of  time ;  they  change 
upon  three,  four,  or  five  hours'  notice  ;  and  the  result  will  be 
that  the  Boston  rate  may  be  lower  than  Baltimore,  the  Balti- 
more naay  be  lower  than  New  York,  and  New  York  maybe  lower 
than  botia  thege  places.   Now,  if  a  rate  from  Chicago  to  Boston 
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at  tariff,  plus  the  rate  given  from  Boston  on  that  day  to  Liver- 
pool, is  less  than  the  rate  to  New  York  by  the  tariff,  plus  the 
rate  given  by  the  steamship  line  at  New  York  to  Liverpool,  the 
result  is  a  through  rate  from  Chicago  to  Liverpool  much  less 
than  the  rate  through  Boston.  If  the  rate  through  Boston 
therefore,  is  lower  than  the  rate  through  New  York,  the  ques- 
tion is  presented,  on  that  day,  and  on  similar  business,  shall 
all  the  business  of  the  trunk  lines  to  New  York  be  reduced, 
shall  we  let  that  property  go  through  Boston,  or  shall  we  take 
the  property  by  the  way  of  New  York,  and  pay  the  steam  lines 
a  higher  price  than  is  pdid  to  steam  lines  from  Boston,  and 
then,  stand  the  charge  of  a  discrimination  against  the  interests 
of  the  City  of  New  York.  In  some  oases  this  property  has 
been  taken  from  Chicago  to  Liverpool  through  New  York,  and 
after  paying  the  steam  charges,  the  rate  from  Chicago  to  New 
York,  was  less  upon  the  foreign  than  it  was  upon  the  city  and 
domestic  bound  freight;  this  is  a  problem  that,  growing 
out  of  the  number  of  cities,  the  number  of  steamers,  and  tae 
varieties  of  their  rates,  and  the  number  of  agents  in 
the  west,  has  commanded  the  almost  constant  attention 
of  the  railroad  companies  for  a  period  of  about  three 
years.  Meeting  after  meeting  has  been  held  in  this  city, 
and  elsewhere,  for  the  purpose  of  considering  this  subject, 
and  I  invite  the  attention  of  the  Committee  particularly  to  a 
meeting  which  was  held  on  the  19th  and  20th  of  December, 
1876,  and  this  is  the  report  of  the  proceedings  of  that  meeting 
(presenting  papers).  It  was  found  that  in  order  to  correct  this 
state  of  affairs  wo  must  have  at  New  York  the  co-operation  of 
the  agents  of  foreign  steamers  precisely  as  they  had  them  at 
Boston,  Philadelphia  and  Baltimore,  or  we  never  could  meet 
the  case  in  any  way  ;  if  we  were  to  fix  the  New  York  rate,  and 
make  it  inflexible,  and  say  this  is  the  price  to  be  charged, 
whether  the  freight  is  foreign  or  domestic,  that  is  all  that 
Boston  or  Philadelphia  or  Baltimore  want ;  they  would  simply 
make  it  one  or  two  cents  a  hundred  under  that,  and  away 
would  go  this  foreign  business  from  us,  precisely  in  the  manner 
that  I  have  indicated.  At  the  meeting  on  the  19th  of  De- 
cember of  that  year  the  prominent  freight  agents,  represent- 
ing the  different  railroads  engaged,  were  directed  to  visit  the 
New  York  agents  of  the  various  steamship  companies,  and 
ascertain  if  they  had   any  suggestions  which  might  aid  the 
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deliberations  of  the  meeting,  and  assist  in  tbe  practical  opera- 
tion of  the  proposed  agreement,  and  they  adjourned  to  meet 
the  following  day  to  hear  what  they  had  to  say. 

By  Mr.  Noyes  : 

Q.  Did  I  understand  tou  to  say  that  you  were  personally 
opposed  to  through  bills  of  lading  ?     A.  Yes,  sir,  at  that  time. 

Q.  And  this  action  has  been  against  your  advice  ?  A. 
Against  my  advice ;  lam  free  to  say  that  the  lat^r  circum- 
stances induce  me  to  doubt  the  wisdom  of  my  position  to  a 
certain  extent,  and  I  will  show  you  how. 

The  witness  produces  and  reads  minutes  of  conferences,  of 
which  the  following  is  a  copy  : 

"  Minutes  of  Conferences  held  at  the  Windsor  Hotel,  New 
York  City,  December  i9th,  20th,  21st  and  22d,  1876  : 

"  Present — 

G.   R    Blanchabd,    Assistant    to    Receiver  Erie   Railway 

Company. 
J.  H.  EuTTEB,  General  Freight  Agent  New  York   Central  & 

Hudson  River  Railroad. 
E.  C.  Vilas,  General.  Freight  Agent  Erie  Railway. 
A.  T.  NXJTT,  Assistant  General  Freight  Agent  Pennsylvania 

Railroad. 
N.  GuiLFORt),    General    Freight   Agent  Baltimore   &   Ohio 

Railroad. 
L.  J.  Seabgeant,  Traffic  Manager  Grand  Trunk  Railway. 
P.    S.    Stevenson,    General    Freight   Agent    Grand  Trunk 

Railway. 
A.  Hills,   General  Freight  Agent  Lake  Shore  &  Michigan 

Southern  Railroad. 
L.    Hills,     General    Freight     Agent     Cleveland,    Col.    & 

Indianapolis  Railroad. 
J.   L.    GossLEB,    General   New    York   Agent   Pennsylvania 

Railroad. 
James  "Waeback,   Foreign   Freight   Agent  Lalce   Shore    & 

.Michigan  Southern  Railroad. 
W.   H.   MoIlhanney,    Foreign  Freight  Agent  New    York 

Central  &  Hudson  River  Railroad. 
E.  T.  Hopkins,  Foreign  Freight  Agent  Erie  Railway, 

92 
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O.  J.  Geer,  Foreign  Freight  Agent  Pennsylvania  Railroad. 

T.  H.  Stanford,  Jr.,  Foreign  Freight  Agent  Baltimore  <& 
Ohio  Railroad. 

A.  C.  Rose,  New  Yorh  Agent  Baltimore  &  Ohio  Railroad. 

R.  Ten  Broeok,  New  York  Agent  3Iichigan  Southern  Rail- 
road. 

L.  MiLLis,  General  Superintendent  Traffic  Vermont  Central 
Railroad. 

J.  Crampton,  General  Freight  Agent  Great  Western  Railway 
of  Canada. 

G.  B.  Spriggs,  Assistant  General  Freight  Agent  Baltimore 
&  Ohio  Railroad. 

"  Tuesday,  December  19th,  1876. 

"  No  formal  organization  was  had ;  but  an  informal  and 
general  discussion  ensued  upon  points  which  were  subse- 
quently reduced  to  writing,  and  the  conclusions  appear  as 
stated  in  the  formal  memorandum  appended  to  these  minutes. 

"  In  the  absence  of  the  representatives  of  the  Grank  Trunk  ' 
Company,  it  was  decided  to  defer  the  further  discussion  of 
the  proposed  agreement  until  their  arrival. 

"  The  foreign  freight  agents  present  were,  on  motion, 
directed  to  visit  the  New  York  agents  of  the  various  steam- 
ship companies,  and  ascertain  if  they  have  any  suggestions 
which  might  aid  the  deliberations  of  this  meeting,  or  assist 
the  practical  operations  of  the  proposed  agreement. 

"  Adjourned  to  meet  at  same  place  at  11  a.  m.,  Wednesday, 
December  20,  1876. 

"  Wednesday,  December  20,  1876. 

"  Meeting  convened  at  hotel  at  11  A.  m. 

"  On  motion,  G.  E.  Blanchard  was  elected  Chairman,  and 
G.  B.  Spriggs,  Secretary. 

"  The  foreign  freight  agents  appointed  at  the  previous  day's 
meeting  reported  that  they  had  been  unable  to  see  all  the 
steamship  agents,  but  those  they  had  seen  desired  fuller 
information  as  to  the  objects  and  details  proposed ;  but  they 
all  stated  the  impracticability  of  giving  rates  for  a  week  in  ad- 
vance. It  was  finally  taken,  as  the  sense  of  the  meeting,  that 
these  and  other  details  arising  in  the  operation  of  the  agree- 
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tnent  be  left  to  the  Committee  appointed  under  the  resolu- 
tions. 

"  The  representatives  of  the  Grand  Trunk  Company  being 
present,  the  proceedings  of  the  previous  day  were  explained 
to  them,  and  the  paper,  as  far  as  it  had  been  agreed  to,  was 
read. 

"  The  various  resolutions  which  were  introduced  and  adopted 
also  appear  in  the  agreement  appended  hereto. 

"  Mr.  Seargeant,  on  behalf  of  the  Grand  Trunk  Company, 
stated  that  the  rates  by  the  lakes  and  St.  Lawrence  River, 
between  Chicago  and  Montreal,'''daring  navigation  seriously 
affected  his  company,  and  he  feared  the  water  rates  would 
require  that  his  company  take  some  action  to  meet  them  after 
the  opening  of  navigation.  It  was,  however,  concluded,  after 
a  full  discussion,  not  to  press  this  question  farther  until  it  re- 
quired attention  at  the  opening  of  navigation  in  1877  ;  and  that, 
although  the  New  York  Central  and  Erie  were  similarly  affected 
both  by  the  St.  Lawrence  route  and  by  the  Lakes  and  Erie 
Canal,  that  none  of  the  companies  would  meet  it,  directly  or 
indirectly,  except  as  now  agreed,  until  and  unless  all  parties 
agreed  otherwise. 

"  Messrs.  Stevenson  and  Seargeant  also  explained  on  behalf 
of  the  Grand  Trunk  Conipany  that  their  contract  with  their 
connecting  steamship  line  from  Portland  required  them,  under 
penalties,  to  load  a  ship  weekly  ;  that  the  extreme  northern 
location  of  their  road  and  its  liability  to  frequent  interruption 
by  snows  had  heretofpre  and  probably  would  hereafter  require 
them  to  contract  not  more  than  300  car  loads  of  grain  only,  at 
whatever  rates  would  induce  the  forwarder  to  permit  it  to  be 
stored  at  Portland,  to  be  used  as  a  reserve  from  which  they 
could  load  the  steamships  in  the  event  that  storms  prevented 
the  delivery  by  them  in  time  for  the  steamers  of  current  ship- 
ments. The  conclusions  arrived  at  upon  this  subject  are  also 
appended  in  the  agreement. 

"  It  was  also  stated  by  Mr.  Seargeant  on  behalf  o£  the  Grand 
Trunk  Company,  that  although  his  company  concurred  in  the 
objects  of  the  meeting  and  in  the  detail  which  had  so  far 
been  adopted,  that,  in  view  of  pending  disoassions  between 
his  company  and  the  New  York  Central  upon  other  matters,  he 
preferred,  if  called  upon  to  vote  upon  the  resolutions  as  a 
whole,  to  do  so  subject  to  the  general  agreement  which  might 
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be  arrived  at  between  his  General  Manager  and  tbe  Vice  iPres- 
ident  of  the  New  York  Central  Eoad. 

"Upon  motion,  it  was  resolved  to  adjourn  to  await  the  re- 
sult of  this  conference  rather  than  to  agree  without  knowledge 
of  the  conclusions  arrived  at. 

"  Prior  to  the  adjournment,  however,  a  letter  to  the  Secretary 
of  the  North  Atlantic  Conference,  relating  to  westbound  steam 
and  rail  rates,  was  presented  and  read,  but  laid  over  for  con- 
sideration, to  the  following  day. 

"  Adjourned  to  meet  at  same  place  at  10:30  A.  M.,  Thursday, 
December  21st,  1876." 

Thursday,  December  21, 1876. 

"  The  officers  of  the  Grand  Trunk,  Boston  &  Albany,  New 
New  York  Central,  and  Lake  Shore"  Companies  being  in  con- 
ference which  lasted  until  nearly  2  P.  M.,  the  meeting  was  not 
called  to  order  until  that  hour,  when  it  was  stated  that,  contrary 
to  the  position  taken  by  the  representatives  of  the  Grand 
Trunk  Company  the  day  before,  the  General  Manager  of  that 
company  had  now  assented  that  the  question  of  export  freights, 
whether  on  through  bills  of  lading  or  not,  might  proceed,  and 
his  company  would  agree  to  the  same  without  involving  any 
other  questions  or  couditions. 

"•  Upon  announcement  of  this  fact,  the  agreement,  as  a 
whole,  as  stated  at  the  conclusion  of  these  minutes,  v^as  voted 
upon  and  adopted,  subject  to  approval  by  the  executives  of  the 
contracting  companies,  as  provided  for  in  their  agreement  of 
the  16th  inst. 

"  The  representatives  of  the  Grand  Trunk  Railway  Company 
voting  in  favor  of  the  adoption  of  the  minutes  as  to" European 
traffic,  giving  at  the  same  time  the  intimation  that  if  they  can- 
not fulfil  their  legal  obligations,  under  existing  contracts,  with 
their  ocean  steamship  connection  at  Portland,  they  will  so  re- 
port to  the  Committee,  and  vi^ill  request  a  further  conference 
with  the  object  of  adjusting  the  difficulty. 

"  The  question  of  rail  and  steam  rates  westward  was  then 
discussed  at  length,  and  the  following  letter  to  the  Secretary 
of  the  Northern  Atlantic  Conference  was  adopted: 

"  To  Secretary  North  Atlantic  Conference. 

"Dear  Sir, — ^A  meeting   of  the   Executive  Officers  of  the 
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Trunk  Line  Railways,  on  Saturday,  the  16th  inst.,  agreed  tiiat 
the  rates  between  European  ports  and  the  inland  cities  of  the 
United  States  and  Canada,  should  be  the  same  through  all  the 
respective  seaports  in  both  directions,  and  on  all  classes  of 
traffic. 

"  In  pursuance  of  this  agreement  the  tratSc  officers  of  the 
Trunk  and  Western  Railway  Companies  have  agreed  upon  the 
method  for  its  enforcement  eastward,  to  which  the  under- 
signed will  take  early  opportunity,  severally  or  together,  or  by 
its  Committee,  to  invite  your  attention  and  co-operation,  only 
remarking  at  this  time  in  that  connection,  that  the  through 
rates  may  vary  above  the  standard  adopted  with  the  varying 
rates  furnished  by  the  different  steamship  lines. 

"  The  purpose  of  this  communication  is  to  invite  the  Atlantic 
Steamship  Lines,  whether  parties  to  the  North  Atlantic  Con- 
ference or  not  to  take  concurrent  action  on  westward  freight 
and  we  shall  be  glad  to  aid  you  to  that  end  in  any  manner  de- 
sired. 

"  It  is  our  understanding  that  it  has  been  the  rule  of  your 
Conference  to  make  your  rates  the  same  from  all  European 
ports,  included  in  your  organization,  to  Portland,  Montreal, 
Boston,  New  York,  Philadelphia,  and  Baltimore. 

"  Inasmuch  as  the  rates  from  each  of  the  above  American 
ports  to  common  points  of  western  inland  destination  differ, 
it  of  course  follows  that  the  sum  of  the  two  rates,  ocean  and 
inland,  aggregated  to  make  the  through  charges,  whether  upon 
local  or  through  bills  of  lading  have  produced  different  totals. 

"  It  is  our  desire  that  all  the  Atlantic  Steam  Lines  join  in 
such  modifications  of  this  practice  and  result,  as  to  hereafter 
make  the  charges  upon  all  classes  of  through  westward  traffic 
the  same  between  all  points  of  European  shipment  or  American 
destination  via  all  our  seaports,  and  publish  the  same. 

"  While  leaving  the  details  best  calculated  to  accomplish  this 
result  to  your  widest  knowledge  and  local  requirements,  we  re- 
spectfully suggest  that  it  will  probably  be  needful  to  make 
your  through  rates  uniform  at  not  more  than  the  sum  of  the 
ocean  and  rail  rates,  which  added  together  through  one  and 
the  same  port  produces  the  lowest  through  prices.  If  any 
higher  rule  of  rates  is  adopted  it  is  probable  that  the  differ- 
ences so  created  may  offer  opportunities  for  local  consignment 
and  re-shipment  which  it  is  our  wish  to  obviate. 
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"  If  any  of  your  lines  can  secure  higher  prices  upon  any 
special  classes  of  goods  or  from  any  cause  or  advantage,  it  is 
not  our  purpose  to  ask  their  modification.  We  would  like  to 
have  its  details  understood  both  eastward  and  westward. 

"  If  these  suggestions  meet  your  views  we  shall  be  glad  to 
assist  you  to  their  observance  or  such  mutual  modifications  of 
them  as  will  best  secure  the  uniform  results  which  seem  de- 
sirable to  all  interests  involved  and  at  the  same  time  protect 
your  own  and  onr  respective  local  rates  to  and  from  the  sea- 
board against  any  efforts  at  evasion  or  irregularity. 

"  Will  you  kindly  favor  us  with  an  early  consultation  upon 
and  response  hereto,  and  this  meeting  has  appointed  a  Com- 
mittee which  will  be  prepared  to  confer  with  your  American 
representatives  whenever  and  wherever  you  may  appoint.  We 
beg  that  you  transmit  early  copies  of  this  to  the  proper  repre- 
sentatives of  the  Conference  and  your  several  lines  in  Europe, 
which  we  desire  considered  confidential  to  all  and  again  urging 
early  and  prompt  action,  we  remain  — 

"  The  following  letter  was  received  from  E.  T.  Wilson,  Presi- 
dent of  the  Virginia  &  Tennessee  Air  Line,  which  the  Secretary 
was  instructed  to  acknowledge  and  spread  upon  the  minutes 
and  say  to  Mr.  Wilson,  it  is  desired  by  the  conference  that  his 
company  give  formal  assent  to  the  minutes  of  the  conference 
by  signing  the  same  and  designating  a  representative  in  New 
York  to  serve  with  the  Committee. 

(Copy.) 

"  WiNDSOE  Hotel,  ) 

New  Yoek,  Dec,  21st,  1876.      ( 

"  To  the  Representatives  of  the  Trunk  Lines  of  Railway  : 

"Gentlemen, — As  a  member  of  the  Virginia  and  Tennessee 
Air  Line,  I  agree  to  advance  rates  to  all  competitive  points, 
to  such  prices,  as  you  may  fix,  for  all  points  in  the  south  and 
southwest  (the  usual  water  difference  excepted),  and  to  main- 
tain rates  in  good  faith. 

"  We  are  decidedly  in  favor  of  remunerative  rates  and  will 
gladly  co-operate  in  all  measures  having  this  end  for  their  ob- 
ject and  most  sincerely  trust  that  the  day  has  passed  when  our 
railroad  property  is  to  be  worked  entirely  (so  far  at  least,  as 
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the  thiough  traffic  is  concerned)  upon  a  basis  which  -will  not 
yield  a  fair  return  upon  the  capital  invested. 

Yours  truly, 
(Signed.)  "E.  T.  WILSON, 

President. 

"  The  next  business  considered  [was  the  export  traffic  con- 
tracted only  to  the  seaboard  to  be  reshipped  thence  by  steam 
or  sail.  After  a  full  discussion  upon  the  propriety  of  issuing 
through  bills  of  lading  by  rail  and  sail  eastward,  the  following 
resolution  was  adopted  as  the  sense  of  the  conference  : 

"  Resolved,  That  no  through  bills  of  lading  be  issued  or 
through  rates  quoted  by  rail  and  sail  by  any  route  of  any  of 
the  parties  hereto  between  any  western  points  of  shipment  and 
destinations  on  or  beyond  the  western  coast  of  the  Atlantic. 

"  In  the  further  discussion  of  this  question,  namely  as  to 
property,  contracted  to  the  seaboard  only  and  subsequently 
exported,  certain  differences  of  interpretation  of  the  agreement 
arose  and  were  carried  on  at  length.  Pending  decision  upon 
which,  meeting  adjourned  to  meet  at  same  place  at  10:30  a.  m. 
Friday,  December  22,  187G. 

•  "  Friday,  December  2-d,  1876. 
"  Meeting  convened  at  10:30  A.  m. 

"  The  discussion  of  the  previous  day  was  renewed  and  car- 
ried on  at  length. 

"  Mr.  Kutter  on  behalf  of  the  N.""  Y.  C.  Co.,  submitted  the 
following  memorandum  with  the  request  that  it  be  spread  upon 
the  minutes  of  the  meeting,  and  as  there  was  no  dissent  there- 
from it  was  so  ordered. 

"  In  view  of  the  difference  in  opinion  existing  as  to  the 
meaning  of  the  contract  of  the  executive  officers  of  the  trunk 
lines,  viz.  : 

"  Whether  rates  on  competitive  freights  (as  defined  in  the 
second  article  of  the  agreement)  shall  be  equal  to  the  seaboard 
or  shall  be  adjusted  to  destination,  the  New  York  Central  of- 
fers to  discuss  the  details  of  both,  and  if  possible  arrive  at  an 
understanding  as  to  the  carrying  out  of  either  with  a  view  to 
giving  the  executive  officers  a  fair  understanding  of  the  ad- 
vantages or  disadvantages  of  the  two,  in  case  it  should  be 
found  necessary  to  refer  to  the  executive  officers  for  a  transla- 
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tion  of  the  meaning  of  the  contract,  at  the  same  time  express- 
ing the  hope  that  a  discussion  as  proposed  will  develop  the 
practicability  of  one  or  the  other. 

'■  In  reply  thereto  the  General  Freight  Agent  of  the  Balti- 
more &  Ohio  Company  proposed  the  following  resolution  : 

"  Besolved,  That  there  being  some  doubt  as  to  the  intent  and 
meaning  of  the  second  clause  in  the  contract  signed  by  the 
executive  officers,  that  this  meeting  defer  discussion  of  and 
action  on  that  clause  for  the  present,  and  proceed  with  the 
next  business  in  order. 

"  In  presenting  the  same  he  urged  that  action  be  taken  upon 
actual  rather  than  theoretical  instances,  and  that  further  dis- 
cussion upon  the  views  entertained  by  his  company,  which 
were  concurred  in  by  the  Pennsylvania  Railroad,  be  deferred 
until  the  G.  F.  agents  had  received  the  interpretations  of  their 
respective  executives. 

"At  the  conclusion  of  the  discussion  upon  this  subject 
the  following  resolutions  were  introduced,  and  on  motion 
adopted : 

"  Besolved,  That  all  the  parties  hereto  proceed  at  once  to 
ascertain  the  exact  sail  and  steam  rates  from  Halifax,  Montreal, 
Portland,  Boston,  New  York,  Philadelphia,  Baltimore  and  Nor- 
folk to  all  common  ports  of  European  or  domestic  destination 
for  the  year  ending  December  1st,  1876,  upon  each  and  all 
steam  and  sail  clearances  ;  and  that  at  each  one  of  the  cities 
named  the  representatives  of  the  company  or  companies  ter- 
minating thereat  will  personally  aid  the  agents  of  rival  com- 
panies terminating  at  contesting  cities  to  ascertain  and  state 
the  same  as  accurately  as  practicable. 

"  To  this  end  the  New  York  Committee,  or  such  other  officers 
as  their  respective  companies  may  designate  to  act,  shall  pro- 
ceed at  once  to  report  comparisons  of  the  rates  from  each  of 
said  ports  for  each  of  the  calendar  months  of  the  year 
named,  and  report  all  the  facts  by  them  ascertained  relating  to 
the  same,  or  any  other  questions  involved  in  the  equalization  of 
export  freight  rates,  to  this  meeting,  which  now  stands  ad- 
journed to  the  call  of  the  chairman,  but  not  later  than  Thurs- 
day, January  4th,  1877,  at  the  St.  James  Hotel,  at  10.30  A.  M. ; 
it  is  further 

"Besolved,  That,  pending  the  foregoing  report,  the  differ- 
ences of  interpretation  of  certain   details  of  the  agreement  of 
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the  executives  of  December  16th  be  referred  back  to  them  for 
decision. 

"  On  motion  the  meeting  was  then  adjourned. 

"  In  furtherance  of  the  agreement  between  the  executive 
officers  of  the  trunk  lines  the  parties  hereto  hereby  adopt  the 
following  detail  for  carrying  the  same  into  practical  effect : 

"  Eastward. 

"  [A.)  The  through  rates  from  all  western  competing  points 
common  to  any  two  or  more  of  the  parties  hereto  to  all  points 
upon  the  American  seaboard,  the  coast  of  the  British  Ameri- 
can Provinces  and  across  the  Atlantic  Ocean  shall  be  the  same 
by  all  the  routes  of  the  parties  hereto  by  rail  and  steam. 

"  (5.)  They  shall  be  made  by  ascertaining,  in  manner  follow- 
ing, and  then  adopting,  the  sum  of  whatever  all  rail  rates  to 
and  steam  rates  from  any  one  of  the  seaports  of  any  of  the 
parties  hereto  make  the  lowest  through  rate  for  the  time  being 
to  the  different  destinations,  provided  the  sum  of  rail  and 
steam  rates  does  not  make  through  rates  higher  than  all  rail 
rates  to  the  same  points.  It  is  also  understood  that  the  lines 
via  New  York  or  elsewhere  may  issue  higher  agreed  rates  than 
the  foregoing  by  the  fast  steam  lines,  if  they  so  elect. 

"  ( C.)  To  ascertain,  make  and  report  the  through  rates  the 
following  committee  is  hereby  agreed  to  at  New  York : 

"  For  the  New  York  Oentbal  &  Hudson  Eiver  Railroad, 

W.  H.  McILHANNEY. 

"  For  the  Erie  Eailway, 

E.  T.  HOPKINS. 

"  For  the  Pennsylvania  Eailroad, 

O.  J.  GEER. 

"  For  the  Baltimore  &  Ohio  Eailroad, 

A.  0.  EOSE. 
"  For  the  Grand  Trunk  Railway, 

B.  P.  BEACH. 

"  {D.)  The  parties  hereto  will  cause  the  members  of  this 
committee  to  be  jointly  advised  on  Saturday  morning  of  each 
week  of  the  actual  ocean  steam  rates  on  all  classes  to  apply  to 
shipments  actually  made  from  western  starting  points  for  the 
week  then  next  ensuing,  as  follows  : 
93 
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"  The  G.  F.  Agent  of  the  B.  &  O.  R.  R.,  as  to  rates  from 
Baltimore. 

"  The  G.  F.  Agent  of  the  Penn.  R.  R.,  as  to  rates  from 
Philadelphia. 

"  The  G.  F.  Agent  of  the  Erie  and  N.  Y.  Central,  as  to  rates 
from  New  York. 

"  The  G.  F.  Agent  of  the  Boston  &  Albany,  as  to  rates  from 
Boston. 

"  The  G.  F.  Agent  of  the  Grand  Trunk  R.  R.,  as  to  rates 
from  Portland  and  Montreal. 

,  "  (K)  In  addition  thereto  the  General  Freight  Agents  of  nil 
western  connections  of  the  parties  hereto  shall  be  requested  to 
advise  this  Committee  jointly  of  the  several  agreed  rates  from 
their  various  common  starting  points  to  each  and  all  the  ports 
of  the  trunk  lines  upon  all  classes  of  traffic. 

"  (F.)  The  Committee  shall  meet  each  Saturday,  and  after 
reporting  and  comparing  the  ocean  rates  given  to  or  ascertained 
by  them,  shall  add  thereto  the  inland  rail  rates  stated  to  them 
as  alone  provided,  and  shall  then  make  and  issue  to  all 
western  points  and  agents,  joint,  uniform  rates  thereof  as  pro- 
vided in  Section  B  of  this  memorandum. 

"  It  is  further  agreed  that  the  New  York  Committee  may,  if 
and  only  when  unanimous  in  their  action,  issue  changes  of 
rates  whether  by  advance  or  reduction  when  made  necessary 
by  any  changes  in  ocean  rates  at  other  times  than  on  Saturday  ; 
it  being  also  understood  that  if  the  steamship  companies  re- 
duce, advance  or  extend  rates  at  any  intermediate  time,  which 
the  Committee  do  not  deem  it  necessary  to  issue,  the  railway 
company  will  not  make  or  permit  to  be  made  any  through  rates 
to  be  based  thereon,  or  make  equal,  higher,  or  lower  rates  by 
exchanging  through  bills  of  lading  for  local,  or  vice  verm,  or 
otherwise,  but  will  maintain  the  rates  issued  by  the  Committee 
in  all  cases  at  all  the  ports  of  the  parties  hereto. 

"  It  is  agreed  that  no  railroad  company  shall  pay  commis- 
sions to  steamship  companies  or  their  agents,  on  eastward 
business,  and  further,  that  the  agreed  through  rates  shall  not 
be  given  to  parties  to  issue  through  bills  of  lading  other  than 
the  i-egular  agents  of  the  several  roads  or  lines,  nor  will  through 
bills  of  lading  be  recognized  if  issued  by  any  other  than  the 
parties  hereto  or  their  authorized  rail  connections  or  freight 
lines. 
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"  It  is  also  agreed  that  should  the  parties  deem  it  necessary 
to  modify  this  agreement  two  or  more  of  the  parties  may  call  a 
meeting  for  the  consideration  of  such  modifications. 

"  The  understanding  between  the  Grand  Trunk  Company 
and  other  parties  present,  is  that  the  Grand  Trunk  Company 
may  contract  not  more  than  300  cars  of  grain  only  during  the 
entire  season  of  the  winter  navigation  of  its  connecting  steam- 
ers from  Portland,  at  such  and  as  high  through  or  local  rates 
as  it  is  liable  to  secure,  which  grain  shall  be  used  only  as  a 
reserve  to  load  steamers  therefrom  in  the  event  of  snow  storms 
interrupting  the  transportation  of  current  shipments  over  its 
road,  it  being  understood, 

"  First. — That  all  the  grain  shall  be  contracted  from  purely 
local  Canadian  points,  if  possible,  and  in  any  case  only  the 
part  of  the  total  which  cannot  be  secured  in  Canada,  shall  be 
contracted  from  points  in  the  United  States. 

"  Second. — That  the  rates,  quantities,  kind  of  grain  for- 
warders, and  consignees,  shall  be  reported  to  the  Committee. 

"  The  Committee  will  examine  and  report  to  the  Companies 
parties  hereto,  the  charges  at  and  via  all  ports  for  elevation, 
storage,  insurance,  and  all  items  of  expense  entering  into  the 
aggregate  cost  of  transporting  property  between  starting  points 
and  destinations. 

"The  Committee  shall  have  discretion  to  draft  such  organ- 
ization and  detail,  as  they  may  jointly  agree,  not  inconsistent 
with  this  agreement. 

"  The  foregoing  memorandum  of  points  of  agreement  is  sub- 
mitted, subject  to  the  approval  of  the  Executive  officers,  as 
provided  in  the  contract  to  which  these  details  refer." 

I  cannot  say  to  you  Mr.  Chairman — I  have  become  too 
argumentative,  but  I  cannot  help  it — the  volume  of  questions 
submitted  during  these  discussions  ;  the  ground  that  I  took  at 
those  meetings,  and  my  objection,  is  very  briefly  stated  there, 
as  a  discussion  upon  the  whole  subject  of  issuing  through  bills 
of  lading,  was  briefly  this  :  that  the  moment  we  began  the 
issuance  of  through  bills  of  lading  Irom  the  West  to  Europe, 
and  it  was  determined  by  the  sum  of  the  rates  which  through 
any  one  port  produced  the  lowest  total  ;  that  no  matter  which 
that  port  might  be,  the  other  three  ports — calling  them  four. 
New  York,  Philadelphia,  Baltimore   and  Boston — would  resist 
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it ;  that  an  injustice  would  be  done  in  one  of  two  directions  ; 
First,  either  by  a  proportion  of  the  'through  rate  being 
less  than  the  rate  charged  to  the  residents  of  that  City ; 
and  second,  if  they  did  not  do  that,  they  would 
lose  the  business,  and  that  sooner  or  later  one 
or  the  other  of  those  causes  would  break  up  any 
memorandum  that  we  might  go  into  until  some  plan  was 
devised  that  would  put  them  on  an  equality.  My  judgment,  in 
that  respect,  has  been  confirmed  through  half  a  dozen  just  such 
memorandums  as  this ;  until  each  one  of  the  railroad  com- 
panies control  their  rail  and  steam  line  connections  by  owner- 
ship or  contract,  and  are  thus  independent  of  the  caprices  of 
steamship  agents,  it  would  be  impossible  to  make  a  perma- 
nent arrangement;  the  additional  argument  that  I  used 
was,  that  if  we  brought  our  freights  to  the  seaboard,  and  we 
here  terminated  all  connection  with  them,  and  we  gave  no 
through  bill  of  lading,  the  New  York  resident  and  the  foreign 
resident  would  be  placed  upon  precisely  the  same  footing ;  and 
in  the  testimony  given  by  Mr.  Cole  early  in  this  case,  he  stated 
that  I  had  said  to  him  repeatedly,  both  as  a  large  shipper  by 
our  road,  and  as  President  of  the  Produce  Exchange,  that  I 
was  unwilling,  in  the  administration  of  our  affairs,  to  carry 
freight  for  an  English  gentleman  one  mill  less  than  we  carried 
for  an  American ;  and  I  have  read  the  telegram  of  Mr.  Hop- 
kins, to  the  effect  that  at  no  time  since  his  appointment,  in 
1876,  has  the  Erie  Company  done  that,  and  they  do  not  pro- 
pose to. 

By  the  Chairman  : 

Q.  Who  is  Mr.  Hopkins  ?  A.  Our  foreign  freight  agent,  lo- 
cated at  Bowling  Green. 

Q.  Do  you  mean  to  be  understood  that  the  agreement,  at 
this  conference,  which  you  have  just  read,  has  been  carried 
out  and  maintained  ?  A.  No  ;  I  desire  to  say  just  the  reverse ; 
that  the  causes  that  I  have  stated  broke  it  up  in  less  than  two 
months. 

Q.  Has  there  been  any  attempt  since  ?  A.  There  have  been 
repeated  attempts  to  carry  out  the  same,  and  at  a  meeting  held 
in  the  fall  of  last  year  I  was  appointed  with  others  to  see  the 
steamship  companies  and  solicit  a  conference,  with  a  view  of 
getting  them  to  give  us  again  some  co-operation,  without  which 
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we  can  do  notMng  ;  but  they  had  tlieir  agents  in  the  west,  and 
now,  I  believe,  that  three  or  four  of  the  steamsliip  lines  have 
western  agents,  and  if  our  agents  do  not  do  what  they  wish  us 
to,  they  will  then  go  iu,  take  a  bill  of  lading  from  Chicago  to  New 
York,  and  will  give  to  that  party  at  Chicago  a  rerluced  rate  by 
ocean,  which  they  may  for  some  reason  decline  to  give  to  our 
agents  ;  the  party  will  take  the  railroad  bill  of  lading  over  to 
the  steamship  agent,  who  will  hold  that  bill  of  lading 
as  his  security,  will  is  sue  a  through  bill  of  lading  from  Chicago 
to  Liverpool  at  less  than  the  rate,  through  some  other  port ; 
that  produces  the  same  result,  with  the  addition  that  a  com- 
plication with  the  steamship  conapanies  is  involved  as  well 
as  the  railroad. 

Q.  Have  these  results  that  you  have  just  now  described 
been  enforced  for  most  of  the  time  for  a  number  of  years  ? 
A.  These  results  that  I  have  described  have  existed  with 
varying  conditions  ;  sometimes  the  ocean  rates,  as  at  present, 
have  jumped  up  here,  almost  double;  now,  if  any  railroad 
company  saw  fit  to  contract  wheat,  from  Chicago  to  Liverpool 
six  weeks  ago,  to  go  forward  for  the  next  month,  it  is  quite 
likely  that  their  rates  from  Chicago  to  New  York  have  been 
two-thirds  absorbed  in  the  increase  of  ocean  price ;  so  far  as  the 
Erie  Company  is  concerned,  we  have  not  been  caught  to  the 
extent  of  a  mill,  because  we  never  contracted  anything,  first, 
excepting  at  the  actual  inland  rate,  and  second,  at  the  actual 
rate  given  us  by  the  agent  of  the  steamship  company,  which 
he  must  carry  out. 

Q.  Do  I  understand  you  to  testify  that  since  this  first  con- 
ference in  1876,  the  Erie  Railway  Company  have  not  been  a 
party  to  any  through  bill  of  lading  from  the  west  to  Liver- 
pool at  a  less  amount  than  the  local  rates  ?  A.  I  desire  to  be 
understood  that  our  agents  have  made  no  contracts,  and  I 
know  of  no  contracts  made  by  other  roads  over  our  lines  that 
have  reduced  our  freight  a  mill  below  the  price  we  charged  the 
New  York  merchants  on  that  day,  and  we  have  lost  a  very 
large  amount  of  business  by  it. 

Q.  Not  at  any  time  during  that  period?  A.  Not  at  any 
time  during  that  period,  to  my  knowledge. 

Q.  I  want'  to  ask  you  a  question  now,  which  would  have ' 
been  more  pertinent  a  little  while  ago,  suggested  by  a  state- 
ment that  you  made  ;  what  proportion  of  the  year  can  export 
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business  be  done  from  Montreal  ?  A.  I  think  about  seven 
months  ;  from  seven  to  eight. 

Q.  Will  the  completion  of  the  Wellau  1  c.ina!  system,  in- 
cluding the  Wellaud  and  St.  Lawrence  canals,  permit  the, ex- 
port of  the  strain  from  Chicago  to  Liverpool  throughout  the 
entire  year  ?     A.  No. 

Q.  Nor  through  the  St.  Lawrence  river  ?     A.  No, 

By  Mr.  Steene  : 

Q.  The  winter  business  goes  to  Portland  ?  A.  The  wioter 
business  goes  to  Portland,  and  recently  (under  certain  arrange- 
ments for  the  extension  of  the  Dominion's  Railroad)  through 
Halifax. 

Q.  You  stated  that  you  had  no  stevedoring ;  do  you  mean 
to  say  that  theie  was  no  arrangement  by  which  your  foreign 
freight  agent  has  control  of  stevedoring?  A.  None,  what- 
ever. 

Q.  Have  you  made  personal  inquiry  into  that  ?  A.  I  know 
it  without  making  an  inquiry. 

Q.  Has  he  no  control  of  the  people  who  trim  the  vessels  ? 
A.  None,  whatever. 

Q.  Do  people  who  engage  the  freight  do  their  own  steve- 
doring ?     A.  They  or  the  vessels. 

Q.  Are  you  prepared  to  say  that  there  is  no  facility  afforded 
whereby  the  stevedoring  is  given  to  a  particular  firm  or  firms  ? 
A.  None  whatever. 

Q.  If  there  is  any  such  interference  it  is  an  abuse  which 
you  will  correct?  A.  Promptly;  I  simply  wish  to  add  to 
that,  that  I  have  here  also  the  proceedings  of  an  adjourned 
meeting  of  the  8th  of  February,  1877,  and  it  will  be  noted  that 
these  two  meetings  precede  and  have  a  very  importa,nt  rela- 
tion to  the  agreement  as  to  ocean  difi'erences  which  was 
arrived  at  on  the  5th  of  April,  1877 ;  at  this  meeting  in  Feb- 
ruary, 1877,  the  only  change  made  was  that  instead  of  the 
rate  on  foreign  freights  being  made  by  the  agents  of  the  New 
York  lines,  a  resolution  was  passed  permitting  the  agents  of 
the  western  companies  to  make  these  through  rates  upon 
advices  to  be  given  by  the  agents  of  the  New  York  lines,  chang- 
ing the  point  simply  of  making  the  rates,  but  the  rule  of  the 
roads  continuing  the  same.  This  meeting  stood  again  ad- 
journed to  the  27  th  of  February,  at  the  St.  James  Hotel,  but 
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that  meeting  never  was  liekl,  ior  the  reason  that  the  very  diffi- 
culties to  which  I  have  referred  cropped  out,  being  uncon- 
trollable before  and  at  that  time  ;  that  the  constant  and  daily- 
fluctuations  in  ocean  rates  made  a  rate  to-day  through  one 
port  less  than  through  another,  and  so,  commencing  at  Balti- 
more, alternating  through  one  city  to  another,  the  sum  of  the 
two  prices  through  that  port  on  that  day  might  be  less  than 
through  the  other  three  ports,  and  the  changes  in  the  issuance 
of  rates  to  western  transporters  and  western  railroads  could 
not  be  made  as  rapidly  as  the  steamship  companies  made 
their  changes,  and  the  result  was  that  it  terminated  uniform 
through  rates ;  T  simply  wish  to  close  my  statement  by  saying, 
that  of  all  the  questions  with  which  I  have  ever  been  con- 
nected during  my  railroad  service,  I  have  never  known  one 
that  approaches  this  in  difficulty  ;  it  is  difficult  to  explain  it ; 
it  is  difficult  to  settle  it  upon  any  basis  that  is  fair,  except  the 
one  that  is  contemplated  by  the  present  pools,  and  that  is, 
that  we  will  have  our  rates  to  the  seaports  as  we  charge  to  a 
merchant  to  the  port,  and  then  let  the  ocean  take  care  of  it- 
self. 

Q.  Are  you  through  with  that  whole  question  of  east-bound 
traffic?     A.  No. 

By  Mr.  Notes  : 

Q.  Are  there  many  of  these  wild  steamers  that  you  speak  of 
— those  not  connected  with  any  line — that  do  business  here  ? 
A.  The  number  is  very  much  increased  ;  with  the  stagnation 
of  foreign  commerce  in  the  Mediterranean  and  with  Brazil,  the 
results  of  the  Turkish  war,  the  falling  off  of  English  industries 
of  various  kinds,  ships  of  all  classes  and  sizes,  both  iron  and 
wood,  have  been  released  from  their  former  trades,  and  run 
wild  to  New  York,  and  it  has  complicated  the  important  ques- 
tions to  which  I  have  referred. 

Q.  Would  not  that  of  itself  have  a  tendency  to  prevent  the 
combination  which  you  have  been  speaking  of  ?  A.  Yes,  sir  ; 
it  is  almost  impossible. 

By  Mr.  Shipman  : 

Q.  You  have  stated  these  facts  that  gradually  made  these 
seaboard  differences  important  ;  now,  I  want  you  to  state  to 
the  Committee  the  difference  of  rates  which  formerly  existed 
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and  the  rates  as  they  exist  uow  to  the  seaboard  cities,  and  how 
they  have  been  changed  ?  A.  I  can  state  to  the  Committee 
very  much  better  the  former  differences  by  an  exhibition  of 
the  actual  tariffs ;  I  have  here  a  tariff  of  through  rates  pub- 
lished from  Chicago  the  5th  of  September,  1873 ;  it  is 
the  tariff  issued  by  the  Pennsylvania  Railroad,  but  the 
the  same  rates  and  tariff'  were  issued  at  the  .same  time  via 
all  the  trunk  lines  ;  and  the  Baltimore  &  Ohio  Eailroad. 
In  this  tariff  the  differences  between  Baltimore  and  New  York 
are  10  cents  on  first  class,  10  cents  on  second  class,  10  cents 
on  third  class,  and  5  cents  on  fourth  class  ;  that  is  the  differ- 
ence in  the  rates  on  the  four  classes  from  Chicago  to  New 
York  as  compared  with  Chicago  to  Baltimore ;  Baltimore  being 
lower  than  New  York  by  the  amounts  I  have  stated.  On  the  15th 
of  September,  1873,  here  is  a  tariff  of  the  Toledo  &  Wabash; 
the  Ohio  &  Mississippi,  the  Chicago  &  St.  Louis,  the  St.  Louis 
&  Vandalia,  the  Indianapolis  &  St.  Louis,  the  St.  Louis  & 
South  Eastern,  and  the  St.  Louis,  Belleville  &  Southern 
Illinois  Railroad,  bearing  the  signatures  of  their  officers  and 
differing  in  this  respect  only  that  the  St.  Louis  Railroad  issued 
a  joint  tariff  while  at  Chicago  each  company  issued  its  own  ; 
this  tariff  makes  the  difference  between  Baltimore  and  New 
York,  10  cents  on  first  class,  10  cents  on  second  class,  10  cents 
on  third  class,  and  10  cents  on  fourth  class;  because,  as  I  ex- 
plained yesterday,  as  we  swung  around  to  the  northwest  the 
Baltimore  &  Ohio  Railroad  distance  to  Baltimore  more  nearly 
approached  the  distance  to  New  York,  and  as  we  go  to  the 
southwest,  as  is  shown  by  Mr.  Garrett's  statement,  his  road  is 
272  miles  shorter  to  Baltimore  as  compared  with  the  Erie 
route  by  the  way  of  the  Atlantic  &  Great  Western  to  New 
York;  therefore,  they  claimed  and  were  conceded  that  differ- 
ence of  10  cents  per  hundred  pounds  on  southwestern  busi- 
ness. Here  is  a  tariff  of  the  20th  of  March,  1876,  from 
Cincinnati  where  the  difference  to  Baltimore  as  compared 
with  New  York,  was  20  cents  on  first  claSs,  22  cents  on 
second  class,  17  cents  on  third  class  and  9  cents  on  the  fourth 
class;  these  were  the  various  differences  that  were  openly 
conceded  by  all  the  western  companies  in  the  making  of  these 
various  rates  to  these  cities. 
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By  the  Chaieman  : 

Q.  I  understand  you  in  this  statement  of  the  difficulties  at 
these  terminal  points  to  say,  that  the  refusal  of  the  ocean  steam- 
ships to  come  to  your  docks  is  one  of  the  fundamental  difficul- 
ties ?  A.  That  and  the  fact  that  they  formerly  decHned  to 
give  us  any  rates  in  advance  except  upon  small  quantities,  de- 
pending as  they  did  here  upon  "  spot "  tonnage. 

By  Mr.  Shipman  : 

Q.  You  are  going  to  show  the  rates  now  ?  A.  I  am  going 
to  show  the  rates  now.  1  have  referred  several  times  to  the  fact 
that  the  Baltimore  &  Ohio  Railroad  during  the  war 
was  cut,  as  indicated  by  the  extracts  from  Mr.  (larrett's  report. 
The  Pennsylvania  Railroad  completed  this  system  of  its  leases 
in  1870  or  1871  ;  and  I  desire  to  call  the  attention  of  the  Com- 
mittee to  this  fact,  that  following  the  war  the  prosperity  of  the 
country  continued  in  almost  unexampled  ratio  until  the  failure 
of  Jay  Cooke,  &  Co.,  in  1873  ;  and  up  to  that  time  the 
profits  upon  mercantile  transactions,  had  been  so  great 
that  the  public  did  not  scrutinize  differences  between 
these  ports  very  closely  but  with  the  panic  and  with  the 
necessity  for  a  more  careful  consideration  of  all  items  of 
economy — and  rates  formed  such  a  large  item — these  matters 
became  very  much  more  prominent  and  came  to  the  front;  the 
Baltimore  &  Ohio  Railroad  leased  the  Central  Ohio  Railroad 
at  the  close  of  1867 ;  it  leased  the  Sandusky,  Mansfield  & 
Newark  Railroad  in  February,  1869,  the  Newark  &  Straitsville 
Railroad  on  the  1st  of  January,  187'2,  and  the  Pittsburg  & 
Connellsville  Railroad  in  1876 ;  I  have  already  given  the 
accurate  dates  of  the  leases  of  the  Pennsylvania  and  Baltimore 
&  Ohio  Roads ;  the  Baltimore  &  Ohio  Railroad  at  the  time 
of  the  panic  in  1873  was  engaged  in  the  construction  of  the 
Chicago  line,  and  opened  that  line,  as  I  have  stated,  on  the 
15th  of  November,  1874. 

Q.  Then  she  first  reached  by  a  direct  line  the  great  grain 
fields  of  the  northw^est  ?  A.  The  grain  centres.  At  the  time  of 
its  opening  in  Chicago  it  was  heralded  all  over  the  north westj 
and  prior  to  that,  as  "  Relief  for  the  Farmer,"  "  The  Granger's 
Friend,"  and  all  other  sorts  of  head  lines  were  put  into  the 
Chicago  and  northwestern  papers  ;  and  President  Garrett's 
public  utterances,  and  those  to  his  Board,  were  filled  with 
94  .     ^ 
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enough  statements  to  show  what  he  intended  to  do  with 
this  railroad,  and  I  have  hesitated  some  time  about  making 
use  of  a  statement  which  I  heard  him  express,  that  upon  the 
completion  of  his  lines,  like  another  Samson,  he  could  pull 
down  the  temple  of  rates  around  the  heads  of  these  other 
trunk  lines  ;  I  think  that  it  has  so  important  a  bearing  upon 
this  whole  question  that  I  am  justified  in  the  use  of  it. 

By  the  Chaieman  : 

Q.  Did  he  give  any  reason  whereby  and  how  he  expected  to 
do  it  ?  A.  I  cannot  explain  his  methods  of  thought.  On  the 
opening  of  his  line  to  Chicago  he  demanded  of  the  Pennsyl- 
vania Eailroad  umonditional  entrance  to  the  City  of  New 
York  at  a,  2^'>'o  rata  of  the  rate,  and  iu  the  Nev  York  Times  of 
Sunday,  the  9th  of  June,  187o,  appears  an  article  which  covers 
a  number  of  columns  of  that  paper,  the  authorship  of  which 
I,  for  the  first  time,  admit ;  it  gave  a  detailed  account,  from 
personal  knowledge,  of  all  the  motives  entering  into  those  con- 
tests with  the  Pennsylvania  and  Baltimore  &  Ohio  Railroads. 
It  was  absolutely  impossible  for  that  contest  to  go  on  to  the 
cities  of  Baltimore  and  Philadelphia  without  involving  the 
New  York  Central  and  the  Pennsylvania  Railroads,  and  it  con- 
tinued with  great  violence  until  it  was  settled  by  a  conference 
held  at  the  Fifth  Avenue  Hotel,  by  Vice-Presidents  King  and 
Scott,  in  the  latter  part  of  June,  1875.  Growing  ont  of  the 
differences  made  in  that  contest,  in  the  rates  to  the  seaboard 
cities,  the  results,  for  instance,  upon  the  grain  traffic  of  Balti- 
more, showed  as  follows  :  The  Baltimore  &  Ohio  Road  had 
lly'ig-pcr  cent,  of  the  total  arrivals  of  grain  in  1874,  and  llx^o  in 
1875;  Philadelphia  had  llyV  pev  cent,  in  1874,  and  13 1?^ 
per  cent,  in  1875,  while  the  Baltimore  &  Ohio  Railroad,  there- 
fore, lost  yV  of  one  per  cent.,  the  Pennsylvania  Railroad 
gained  l-^^jper  cent,  in  that  contest.  This  settlement,  however, 
was  but  temporary,  but  they  demoastrated  during  their  active 
contest  of  that  year  their  ability  to  carry  this  grain  through 
their  then  almost  perfected  terminal  facilities  at  rates  that 
Justified  closing  up  the  clifl'erences  between  Baltimore  and 
Philadelph  a  and  New  York,  and  the  New  York  companies  re- 
peatedly demanded  a  revision  and  an  equalization  of  the  totals 
of  these  charges,  and  almost  as  often  were  unable  to  get  them. 
In  March,  1876,  the  following  spring,  a  meeting  was   held  at 
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which  the  Pennsylvania  and  Baltimore  &  Ohio  Companies  pro- 
posed that  rates  be  made  upon  a  mileage,  the  former  differen- 
ces, which  I  have  read,  in  excess  of  the  allowance  which  would 
proceed  from  a  mileage  from  the  west  to  the  seaboard,  upon 
the  low  rates  prevailing,  and  Mr.  Jewett  and  Mr.  Vanderbilt 
agreed  that  they  would  give  it  a  temporary  trial.  On  the  19th 
of  April  of  that  year,  having  been  tried  for  just  a  month  and  a 
half,  the  New  York  roads  withdrew  from  the  compact  of  the  sec- 
ond of  March,  as  far  as  the  competition  was  concerned  with  the 
Grand  Trunk  Railroad  to  Boston,  as  the  New  York  Central  Com- 
pany desired  only  to  compete  with  the  Grand  Trunk  and  all  the 
Grand  Trunk  wanted  was  an  agreement  which  they  would  go  a 
little  below  and  carry  the  freights  through  Montreal.  The  Lake 
Shore  road  almost  simultaneously  withdrew  from  a  pool  in  Chi- 
cago in  concert  with  the  action  of  the  New  York  Central  Railroad ; 
and  immediately,  that  is,  in  April,  1876,  the  contest  upon  these 
differences  began  which  lasted  continuously  through  the  whole  of 
the  year  1876  up  to  about  the  close  of  December.  Then  the  time 
ensuing  between  the  close  of  that  contest  when  the  Pennsylvania 
and  the  Baltimore  &  Ohio  Roads  indicated  a  willingness  to  re- 
consider this  question,  and  until  the  agreement  of  the  5th  of 
April,  1877,  was  taken  up  with  a  number  of  conferences ;  the 
agreement  which  was  reached  on  the  5th  of  April,  1877,  closed 
up  the  differences  which  I  have  before  shown,  from  10  cents  per 
hundred  pounds  to  Baltimore  from  the  southwest,  to  3  cents 
per  hundred  pounds ;  and  from  5  cents  to  Philadelphia  it  closed 
them  up  to  '2  cents  per  hundred  pounds. 

Q.  Let  me  understand  you  ;  you  are  speaking  of  differences 
of  rates  from  Chicago  now,  are  you  not  ?  A.  From  all  the 
south-western  points. 

Q.  The  same  from  Chicago  ?     A.  The  same  from  Chicago. 

Q.  And  it  would  apply  the  same  to  all  northwestern  points 
coming  through  Chicago  ?  A.  Yes,  sir ;  everything  thas  passed 
through  Chicago.  Before  arriving  at  differences,  after  the 
southern  trunk  lines  had  agreed  to  reconsider  this  whole  ques- 
tion, we  sent  our  agent  to  Baltimore  and  Piiiladelphia  to  as- 
certain as  near  as  possible  the  rates  prevailing  from  those 
points  by  steam,  the  sail  rates  being  so  fluctuating  that  it  was 
very  difficult  to  establish  a  difference  upon  those,  but  we  gave 
the  sail  as  far  as  practicable.  I  hold  in  my  hand  a  copy  of  the 
report  made  tons  of  the  ocean  rates  of  freight  from  Baltimore  to 
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Liverpool  during  tlie  year  1876-"tlie  rates  cliarged  from  Balti- 
more to  Liverpool  during  the  entire  year  1876,  during  tliia 
contest  to  which  I  have  referred,  the  report  which  upon  com- 
parison with  the  New  York  rates  appeared  at  that  time  to 
justify  the  allowance  of  the  difference  of  three  cents  per  one 
hundred  pounds. 

(Table  of  rates  fi'om  Baltimore  during  the  year  1876  by 
steam  and  sail  to  various  foreign  ports  marked  for  identifica- 
tion "Exhibit  No.  1,"  October  22d,  1879.) 

By  Mr.  Stekne  : 

Q.  Do  you  say  that  that  was  furnished  to  you  gentlemen  ? 
A.  That  was  one  of  them  ;  we  obtained  that  by  sending  our 
ageut  to  Baltimore  to  procure  it  and  the  information  contained 
in  that  paper  was  submitted  before  the  agreement  upon  the 
differences. 

Q.  And  it  is  upon  that,  that  your  agreement  was  based  ? 
A.  It  is  upon  that  basis  that  the  agreement  was  largely  made; 
I  believe  that  states  the  rates  and  how  they  were  changed,  and 
what  they  are  now. 

By  Mr.  Shipman  : 

Q.  State  upon  what  principple  or  basis  those  differences 
were  adjusted,  and  what  have  been  the  results  upon  the 
grain  or  other  traffic  of  the  cities  affected  by  it  ?  A. 
To  narrow  down  this  difference  and  make  the  rates  to  Balti- 
more so  much  nearer  to  New  York  than  they  ever  had  been  made 
before,  was  an  extremely  difficult  thing  to  do  ;  it  involved  west- 
ern railroads,  it  involved  local  communities,  it  involved  all  the 
combinations  of  these  local  railroad  interests  at  these  different 
places  ;  and,  of  course,  covering  a  vast  extent  of  country,  and 
a  great  many  lines,  changed  the  local  difference  that  had  been 
made  first  at  ten  cents,  and  next  cut  down  to  a  fixed  difference 
of  two  or  three  cents,  and  involved  an  amount  of  conference 
that  is  hardly  appreciable  unless  one  had  gone  through  it. 
We  took  into  account,  as  the  paper  of  the  5th  of  April  states, 
as  the  starting  point  the  fact  that  the  sum  of  the  rail  and  the 
ocean  rates  between  any  given  point  in  the  West  and  the  aver- 
age point  in  Europe,  must  be  the  same  through  the  different 
ports.     Then  it  was  claimed  on  behalf  of  some  of  these  com- 
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•  panies,  that  they  should  be  permitted  to  make  for  their  local 
communities  differences  as  large  as  those  formerly  existing,  or 
larger  than  the  export  differences,  but  the  difficulty  of  doing 
that  is  apparent ;  if  we  had  done  that,  of  course  there  would 
have  been  no  foreign  business ;  it  would  have  all  been  con- 
signed to  the  local  merchants,  giving  them  the  advantages  of 
the  lower  rates.  Declining  to  accede  to  any  suggestion  of  that 
character,  we  urged  that  the  difference  must  apply  upon  all  the 
traffic  of  these  cities.  Now,  I  do  not  think  that  the  New  York 
merchant  would  have  had  any  right  to  complain,  or  the  citizen 
of  New  York,  upon  a  barrel  of  flour  that  comes  here  to  be  made 
into  bread  for  his  household,  if  he  paid  ten  cents  a  barrel 
more  for  it  than  is  paid  by  the  citizen  of  Baltimore  who  did 
the  same  thing,  for  the  reason  that  we  carried  that  property 
from  the  local  merchant's  point,  say  272  miles,  in  the  illustra- 
tion used  by  Mr.  Garrett,  for  only  ten  cents  difference.  We 
were  not  called  on  by  any  mercantile  principle  or  usage  to 
carry  that  extra  distance  for  nothing,  and  there  are  no  272 
miles  of  railroad  that  can  be  built  for  nothing,  can  be  worked 
for  nothing,  that  should  be  given  to  the  public  for  nothing, 
any  more  than  that  the  owner  of  the  warehouse  opposite  this 
building  should  go  to  Baltimore,  find  out  what  the  rent  of  a 
similar  warehouse  is,  and  fix  his  price  upon  the  rent  basis  at 
Baltimore. 

By  Mr.  Steene  : 

Q.  When  you  speak  of  the  272  miles,  you  speak  of  the  Cin- 
cinnati difference  ?     A.  I  speak  of  the  St.  Louis  difference. 

Q.  So  that  if  the  barrel  of  flour  came  from  Chicago,  the  dif- 
ference don't  apply  ?  A.  It  would  be  reduced  about  a  hun- 
dred ;  we  take  the  broad  ground  that  whatever  there  might 
be  in  your  view  of  the  case  we  would  not  concede  it ;  we  there- 
fore procured  these  statistics  as  full  as  posssible  in  the  form 
which  I  have  already  submitted. 

By  the  Ohaibman  : 

Q.  You  use  the  word  "  we"  all  along  ?  A.  I  mean  the  NeW 
York  Central  and  Erie ;  we  found  about  that  time  that  a  num- 
ber of  questions  entered  into  this  matter  ;  New  York,  for  in- 
stance, once  in  20  years  would  be  closed  to  foreign  commerce 
in  the  winter,  while  the  gentleman  who  lived  next  to  me  in 
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Baltimore  was  the  one  who  had  charge  of  the  boat  specially 
built  to  keep  the  harbor  of  Baltimore  open  during  the  winter 
— and  he  did  not  always  succeed  in  doing  it.  The  same  thing 
was  true  at  Philadelphia ;  the  difficulties  of  navigation  of  the 
Delaware  were  greater  than  they  were  at  the  harbor  of  New 
York  ;  the  difference  of  east  and  westbound  freights,  the  dif- 
ference of  port  charges,  and  all  those  things,  received  a  gen- 
eral discussion  at  these  meetings,  and  it  was  also  the  fact  that 
steamers  and  sail  vessels  as  well  had  to  double  the  capes  and 
go  350  miles  more  distance  to  Baltimore  than  to  New  York, 
and  all  these  considerations  were  fully  and  were  fairly  con- 
sidered in  the  interest  of  these  various  places. 

By  Mr.  Shipman  : 

Q.  You  have  somewhere,  I  believe,  prepared  a  statement  of 
the  diffeiences  of  the  port  charges  and  terminal  expenses?  A. 
Yes ;  terminal  expenses. 

Q.  That  will  come  in  hereafter ;  you  recollect  that  while  we 
were  on  the  second  session  here  in  New  York,  I  asked  your 
attention  to  that,  and  it  was  stated  that  you  would  prepare  all 
that  question  of  terminal  expenses "?  A.  I  think  I  have. 
Now,  Mr.  Chairman,  limiting  this  just  to  the  City  of  New 
York  for  the  calendar  year  1875,  (and  that  is  the  year 
in  which  the  Baltimore  &  Ohio  and  Pennsylvania  railroads 
had  their  contest),  of  all  the  grain  arriving  at  New  York, 
Montreal,  Boston,  Philadelphia,  and  New  Orleans,  New  York 
received,  including  the  receipts  by  the  canal,  53xV  per  cent,  of 
the  grain,  and  Baltimore  and  Philadelphia  jointly  received 
25-1^7  per  cent. ;  in  1876,  the  year  in  which  we  fought  this  ques- 
tion, and  from  April  to  Decembei',  upon  the  distinctive  point 
of  these  differences.  New  York  fell  off  from  53x''t5-  per  cent,  to 
43  per  cent. 

By  the  Chairman  : 

Q.  Do  you  mean  by  that,  when  you  refused  to  concede  these 
differences  ?  A.  When  we  refused  to  concede  these  old  differ- 
ences, we  fighting  for  New  York  all  we  could  do,  we  fell  off 
lOyV  per  cent,  in  the  grain  business  of  New  York ;  it  went 
down  to  43  per  cent.,  including  the  canal,  and  Baltimore  and 
Philadelphia,  as  the  result  of  that  contest,  advanced  their 
proportion  from  25xV  to  36xV  per  cent. 
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Q.  That  was  in  1876?  A.  That  was  the  year  1876— the 
calendar  year — comprising  the  receipts  of  grain  at  Baltimore, 
Philadelphia,  New  York,  Boston,  Montreal,  and  New  Orleans; 
that  was  the  result  of  the  contest  in  that  year.  We  started  in 
that  contest  upon  the  distinctive  issue  that  we  would  fight  out 
that  question  of  difi'erences  with  Baltimore,  and  we  thought  we 
were  doing  everything  that  could  possibly  be  done  to  rouse  in 
-many  ways  the  interest  and  co-operation  of  the  public,  ancJ 
New  York  lost  lOyV  per  cent.,  while  Philadelphia  and  Balti- 
more increased  ^^-^  per  cent ;  that  was  the  result  of  the  fight ; 
I  now  desire  to  show  how  this  loss  fell  upon  the  canal  more 
than  upon  the  railroads — very  much  more  than  this  entire  loss 
was  upon  the  canal.  The  rail  grain  increased,  notwithstanding 
this  total  loss,  from  34,325,142  bushels  arriving  at  New  York 
in  1875  to  43,424,875  bushels,  being  an  increase  of  rail  grain 
during  this  contest  in  that  year  of  9,099,733  bushels,  or  26J 
per  cent,  increase  in  the  business  of  the  Erie  and  New  York 
Central  Railroads. 

Now  in  the  same  year,  and  during  this  same  contest,  the 
receipts  at  New  York  by  canal  fell  off  from  39,017,174  bushels 
to  31,580,000  bushels  in  1876. 

By  the  Chairman  : 

Q.  They  got  the  rail  rates  so, low  that  the  canals  could  not 
possibly  compete?  A.  Very  well,  that  shows  what  these  con- 
tests do  ;  I  will  explain  ses'eral  causes  connected  with  it.  Now, 
the  dscrease  by  canal  was  7,437,174  bushels,  or  19  per  cent-, 
while  our  increase  was  9,099,000,  being  an  increase  of  about 
a  million  and  a  half  bushels  in  the  total  arriving  in  New  York, 
1,(760,000  bushels,  roundly.  Now,  I  desire  to  call  the  attention 
of  the  Committee  to  one  cause  that  is  seldom  considered  in 
connection  with  these  contests  and  the  interest  that  the  City 
of  New  York  has  in  keeping  through  rates  up,  irrespective  of 
all  questions  affecting  the  State  locally  or  the  discrimina- 
tions against  its  people.  Assuming  that  35  cents  is  the  rate 
on  grain  from  Cnicago  to-day  to  New  York,  a  bushel  of 
wheat  costs  21  cents  delivered  to  the  City  of  New  York  by 
rail,  and  at  3  cents  per  hundred  pounds  difference  in  favor  of 
Baltimore,  it  is  32  cents  per  100  pounds  or  IQ-^j,  cents  per 
bushel,  which  must  be  paid  from  Chicago  to  Baltimore  by  rail. 
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By  Mr.  Shipman  : 

Q.  Per  bushel,  or  hundred  ?  A.  Per  bushel ;  32  cents  a 
hundred,  or  19y^^  cents  a  bushel.  While,  therefore,  the  Balti- 
more &  Ohio  Eailroad's  Sandusky  and  Lake  line  is  of  no  value 
to  it  whatever — it  never  has  run  any  boats  in  there  except  in 
the  wildest  way  and  most  irregularly  and  in  the  small  quan- 
tity, while  Baltimore  can  get  uo  grain  from  Chicago  to-day  at 
less  than  19y^^  cents  a  bushel  via  the  Baltimore  &  Ohio  EaiL 
road.  The  lakes  and  the  canal  are  open  to  the  City  of  New 
York  and  the  interests  of  New  York,  at  a  rate  of  six  cents  a 
bushel,  if  you  please,  from  Chicago  to  Buffalo,  including  the 
charges,  and  nine  cents  by  the  canal,  making  an  aggregate  of 
15  cents  a  bushel,  including  insurance,  to-day,  and  a  shipper 
can  get  grain  delivered  from  Chicago  to  New  York  for  1-5 
cents ;  now  that  is  4-^jy  cents  a  bushel  under  the  price  that 
Chicago  can  get  grain  to  Baltimore. 

By  the  Chaieman  : 

Q.  Your  idea  is  that  the  lail  rates  should  be  kept  up,  so  that 
they  can  thereby  enjoy  the  advantage  of  their  water  routes  ? 
A.  Yes,  sir ;  enjoy  the  advantage  of  their  water  routes ;  and 
now,  let  me  give  you  the  result.  A  difference  of  four  cents  a 
bushel  is,  upon  a  car  load  of  500  bushels  of  wheat,' $20  ;  every- 
body knows  that  is  an  enormous  profit  upon  a  mere  difference 
in  the  rates  of  transportation.  Now,  during  this  contest  when 
rates  went  down  to  twelve  cents  per  hundred  pounds  to  New 
York,  they  were  made  ten  cents  to  Baltimore,  and  Baltimore 
got  wheat  all  rail  at  six  cents  a  bushel,  while  the  rate  from  Buf- 
falo by  canal  alone  was  six  cents  a  bushel,  and  for  the  first 
time  in  the  transportation  history  of  the  United  States,  Balti- 
more enjoyed  lower  rates  as  the  result  of  this  contest  by  all  rail, 
than  the  City  of  New  York  could  possibly  get  by  the'lake  and  the 
canal.  Therefore,  it  threw  the  business  into  the  hands  of  Balti- 
more, and  anybody  who  comes  before  this  Commitee,  and  in 
the  face  of  these  statistics,  argues  that  the  railroads  should 
settle  this  matter  by  a  fight,  is  arguing  in  the  interest  of  Phil- 
adelphia and  Baltimore,  as  proven  by  actual  statistics  running 
through  a  year  of  the  most  violent  contest  ever  known  in  this 
country  in  railroading.  Therefore  the  same  results  are  bet- 
ter obtained  by  negotiation,  by  diplomacy,  by  our  work, 
than  can  possibly  be  obtained  in  any  other  way.     This  con- 
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test  affected  what  ?  tlie  canal  in  the  manner  in  which  I  have 
shown  ;  it  brought  about  and  laid  the  foundation  in  1876  for 
nearly  the  entire  aggregate  of  charges  of  discrimination  that 
are  referred  to  your  Committee  ;  it  was  brought  about  in  the 
interests  of  the  City  of  New  York  contesting  this  question  of 
these  differences  which  had  grown  up  in  the  manner  I 
have  stated ;  it  affected  the  local  interests  of  the  State  in.  an 
agricultural  point  of  view,  because  New  York  is  essentially  an 
agricultural  State,  while  Pennsylvania  and  Maryland  are 
essentially  mineral  States  ;  and  the  effect,  therefore,  was  worse 
upon  New  York  than  it  was  upon  either  one  of  those  States, 
because  their  local  interests  did  not  suffer  in  comparison.  Now, 
this  statement  is  further  supplemented  by  this  very  important 
fact ;  we  settled  these  differences  on  the  5th  of  April,  1877, 
about  simultaneously  with  the  opening  of  navigation  when 
they  went  into  effect.  The  grain  arrivals  at  New  York  jumped 
immediately,  upon  the  settlement  of  the  roads  of  these  differ- 
ences that  are  now  so  widely  complained  of,  and  instead  of  43 
per  cent,  of  the  grain  arrivals,  as  carried  in  1876,  immediately 
went  up  on  those  identical  differences  that  are  complained  of, 
and  we  carried  in  the  whole  calendar  year  of  1877,  49yV  per 
cent.,  gaining  6-j^  per  cent,  under  the  operation  of  that  agree- 
ment in  one  year. 

By  Mr.  Sterne  : 

Q.  But  simultaneously  with  the  making  of  this  agree- 
ment you  maintained  your  rates  ?  A.  No,  no  more  than  ever, 
to  my  knowledge — only  for  a  time ;  but  we  maintained  the 
differences ;  now,  Philadelphia  and  Baltimore  jointly  fell 
off  8^^  per  cent,  as  the  result  of  carrying  out  thai  agreement, 
while  New  York  gained  6yV  P^r  cent,  under  the  operation  of 
this  agreement  of  April  5th,  and  by  these  differences  Baltimore 
and  Philadelphia  lost  8j^  per  cent,  as  the  result  of  it ;  that 
is,  the  total  arrivals.  Now,  I  desire  that  the  Committee  note 
particularly  the  most  remarkable  result.  With  the  settlement 
of  this  question  in  April,  1877,  the  railroad  lines  to  New  York 
fell  off  in  the  carriage  of  grain  from  43,424,875  bushels  in  1876 
to  35,872,918  bushels  in  1877 ;  a  loss  of  7,551,957  bushels,  or 
17x^  per  cent,  loss  to  the  rail. 

Mr.  Shipman — All  the  witnesses  examined  by  Mr.  Sterne  at 
95 
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Buffalo,  I  thiuk,  unanimously  testified  that  taking  off  the  toll 
inured  to  the  benefit  of  the  canal. 

The  Chairman — Did  not  affect  the  rate  of  transportation  ? 

Mr.  Shipman — No. 

The  Witness — It  does  not,  Mr.  Chairman.  Now,  I  desire  to 
call  attention  to  the  most  remarkable  result  developed  by  this 
series  of  statistics  ;  while  the  railroads  fell  off  17y%-  per  cent,  in 
their  arrivals  at  New  York,  New  York  City,  as  a  whole,  increased 
6y\  per  cent;  the  canal  increased  from  31,580,000  bushels  to 
47,935,500  bushels,  a  gain  of  16,355,500  bushels,  or  51tV  per 
cent,  in  the  volume  carried  through  the  canal.  Is  there 
any  argument  that  can  compare  with  statistics  like  these  ?  Can 
you  pick  up  a  man  who  lives  near  Spencerport,  on  the  New 
York  Central  Railroad,  and  owns  a  farm  of  1 80  acres,  who  can, 
by  any  possibility,  come  to  you  and  give  you  an  argument  like 
that  why  this  Committee  should  insist  on  enforcing  these 
agreements  by  arbitration  and  not  by  fight,  and  how 
can  you  do  it  without  us?  Did  not  we  make  that  settlement 
according  to  the  interest  of  the  canal,  and  not  in  the  sole 
interest  of  the  railroad?  Did  not  we  make  it  in  the  interest 
of  the  whole  State  of  New  York  and  of  the  City  of  New 
York,  and  could  anything  be  more  convincing  than  a  series  of 
tables  like  these?  Now,  I  desire  to  call  attention  to  the  still 
further  enforcement  of  this  idea.  In  1876  the  canal  received  42 
per  cent,  of  the  total  arrivals  at  New  York. 

By  Mr.  Shipman  : 

Q.  You  are  speaking  of  grain  now  ?  A.  Of  grain  ;  and  in 
1877,  57-r^xj^  per  cent,  came  by  canal,  and  New  York  increased 
its  total  grain  receipts  by  8,802,643  bushels  or  over  10  per 
cent,  over  lS76,  Now,  we  have  brought  these  differences  and 
the  results  obtained  by  them,  down  to  the  close  of  the  year 
1878  ;  New  York  increased  from  49-rV  per  cent,  in  1877,  to  50tV 
per  cent,  or  one  per  cent,  in  1878,  under  the  operation  of  these 
very  distances,  over  the  6y7i-  per  cent,  of  the  prior  year,  making 
7-i'ij-  per  cent,  of  increase  in  1878  as  compared  with  1876  in 
grain  arrivals  at  New  York. 

By  the  Chairman  : 

Q.  Was  not  that  due,  or,  might  not  it  have  been  due 
in  part  to  the  superabuiidant  crop  ?    A.  In  1878,  we  had  not  a 
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superabundant  crop ;  we  had  all  tlie  loss  of;  the  northwest 
and  the  enormous  falling  off  in  the  transportation  of  the 
Chicago  &  Northwestern,  Kock  Island  and  Burlington  Eail- 
ways  during  that  year  ;  in  1878  I  do  not  think  the  foreign  de- 
mand was  near  as  active  as  it  had  been  before  or  has  been 
since. 

The  Chairman — I  called  his  attention  to  that  fact  that  he 
might  explain  it. 

The  "Witness — Yes,  that  is  the  fact ;  now,  while  New  York 
increased  in  1878  in  the  total  of  all  arrivals,  Philadelphia  in- 
creased from  28-j?^  per  cent,  in  1877  to  31tV  per  cent,  in  1878. 

Mr.  Shipman — I  would  suggest  for  Mr.  Sterne's  considera- 
tion that  it  is  not  the  superabundant  crop  that  brings  a  large 
amount  to  New  York  ;  it  is  the  foreign  demand. 

The  Chairman — Then  those  are  elements  that  ought  to  be 
taken  into  consideration. 

The  Witness — They  operated  the  same  in  the  other  ports ; 
so  the  difference  is  relative. 

By  Mr.  Shipman  :     • 

,    Q.  They  would  move  the  same  proportion  through  the  other 
ports  ?     A.  This  is  a  relative  comparison ;  yes. 

By  Mr.  Sterne  : 

Q.  Have  you  there  the  proportionate  relative  increase  of  the 
other  ports  ?  A.  I  have  or  will  have  all  the  statistics.  Now, 
this  loss  was  to  Boston  and  Montreal,  in  bushels,  the  large 
aggregate  of  44,805,353  bushels  in  one  year ;  being  the  in- 
crease to  the  City  of  New  York  in  bushels  alone  in  1878  over 
1877 ;  the  rail  and  canal  combined  brought  here  nearly  45,000,- 
CiOO  more  bushels  of  grain  than  they  did  in  1877  ;  this  increase 
was  divided  between  the  16,81 7,785  bushels  to  the  canal  and 
to  the  rail  27,987,568  bushels — the  percentage  of  grain  brought 
to  New  York  by  rail  in  1878  being  larger  than  any  year  since 
1871,  with  the  exception  of  1874.  Now,  whatever  advantage 
New  York  gained  from  this  business,  as  we  increased  28,000,000 
against  the  canal  17,000,000,  would  seem  to  be  mainly  due  to 
the  policy  of  the  railroads,  and  not  to  the  policy  of  the  canal. 
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By  Mr.  SteeneJ: 

Q.  What  was  the  increase  at  Philadelphia  and  at  Balti- 
more ?    A.  I  gave  you  that. 

Q.  During  the  same  period  ?    A.  I  can  give  you  that. 

By  Mr.  Shipman  : 

Q.  If  it  comes  in  better  at  a  subsequent  part  of  your  testi- 
mony   A.  Perhaps  not ;  I  desire  further  to  say,  that  dur- 
ing the  season  of  1878,  and  in  the  face  of  these  differences,  the 
New  York  roads  were  interrupted  almost  six  weeks  in  the 
winter  or  early  spring  by  snow  ;  and  the  navigation  was  one 
month  less  than  it  was  the  preceding  year ;  and  notwithstand- 
ing the  facts  Baltimore  and  Philadelphia  therefore  reaped 
some  advantages  over  the  year  1877,  we  still  brought  45,000,000 
more  bushels  of  grain  to  this  port  in  1878  than  we  did  in  1877. 

By. the  Chaieman  : 

Q.  Was  it  in  1878  you  were  interrupted  by  strikers  ?  A.  No, 
it  was  in  1877.  I  have  a  statement  published  in  the  form  of 
thousands  of  bushels— not  in  bushels,  but  in  thousands  of 
bushels — and  the  increase  in  New  York  was  from  81  to  125. 

By  Mr.  Shipman  : 

Q.  Thousand  bushels  ?  A.  In  multiples  of  thousand  bushels ; 
multiply  that  in  each  case  by  a  thousand;  in  Philadelphia 
from  21  to  38  ;  in  Baltimore  from  24  to  39 ;  and  the  increase 
at  New  York  was  44  upon  81 ;  the  increase  at  Philadelphia  17 
upon  21 ;  the  increase  at  Baltimore  15  upon  24  ;  their  percent- 
age increased,  but  the  volume  arriving  at  New  York  enor- 
mously increased. 

By  Mr.  Sterne  : 

Q".  Their  percentage  increased  very  much  larger  than  our 
percentage  increased  during  the  same  period  ?  A.  Yes.  I 
stated  yesterday  that  no  one  hundred  gentlemen  in  the  City  of 
New  York  had  as  much  interest  in  the  settlement  of  this  ques- 
tion as  Mr.  Vanderbilt  and  Mr.  Jewett ;  I  also  stated  that  this 
matter  commanded  our  constant  attention ;  I  also  stated 
that,  unlike  other  bodies,  we  were  in  constant  conferences,  and 
did  not  wait  for  all  sorts  of  formalities  of  meetings  of  com- 
mittees, and  addresses  to  the  President,  and  everything  else, 
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but  went  right  at  it  like  practical  business  men ;  the  Produce 
Exchange  and  the  Erie  Company,  and  the  New  Tort  Cen- 
tral Company  have  not  been  unmindful  of  the  very  large 
receipts  of  grain  at  Baltimore  in  September  of  this  year,  the 
last  month  for  which  their  statistics  are  completed.  In  1879,  in 
the  month  of  September,  New  York  received  58  jV  per  cent,  of 
the  grain ;  we  find,  through  examination  into  this  question, 
that,  disregarding  Montreal  and  New  Orleans,  New  York  re- 
ceived in  September,  1879,  SS^^y  per  cent,  of  the  grain,  including 
flour,  reduced  to  bushels  ;  while  in  1878  we  had  61  ^-^  per  cent., 
indicating  that  in  September  of  this  year  we  had  three  per 
cent,  less  business — a  lesser  proportion  of  tb.e  arrivals  at  those 
cities  than  last  year  by  three  per  cent.  Now,  this  occurs  at  a  time 
when  no  amont  of  difference  of  rate  would  have  the  slightest 
perceptible  effect  upon  this  question,  for  the  reason  that  I  re- 
ceived last  night,  at  my  house,  from  Vice-President  King,  of 
the  Baltimore  &  Ohio  Eailroad,  a  telegram,  stating  that  the 
merchants  were  not  observing  these  differences  ;  that  all  they 
wanted  was  cars  to  any  point ;  and  every  trunk  line  to-day  is 
full  to  its  utmost  capacity,  and  has  been  for  the  past  four  or 
five  or  six  weeks. 

By  Mr.  Shipman  : 

Q.  With  east  bound  freight  ?  A.  With  east  bound  freight 
and  we  could  not  increase  the  percentage  of  New  York  unless 
we  went  on  indefinitely  and  built  cars  ;  theiefore,  there  are 
periods  when  trade  has  no  relation  whatever  to  the  question  of 
the  differences  and  in  the  face  of  the  enormous  advance  in 
wheat  which  has  been  thirty-five  cents  a  bushel  in  the  last 
few  weeks,  buyers  who  have  realized  this  vast  amount  of 
money  are  willing  to  pay  any  price  to  get  their  grain  where 
they  can  realize  upon  their  purchases,  and  the  question  of 
differences  of  the  charges  is  utterly  wiped  out  in  the  tran- 
saction of  to-day  as  it  was  in  1873,  or  prior  to  that  time. 

Q.  The  pressure  to  get  forward  the  grain  for  delivery  now, 
is  caused  by  the  fact  that  the  price  will  drop  again  when  the 
demand  is  supplied  ?     A.  Yes,  sir,  probably. 

By  the  Chairman  : 

Q,.  Do  I  understand  you  that  this  condition  of  the  crowding 
of  the  roads  as  shown  by  actual  amounts  inures  to  the  benefit 


3184 

of  Baltimore  and  Philadelphia?  A.  As  shown  by  actual 
amounts  now  being  received.  I  desire  to  wind  up  this  part  of 
my  testimony  by  stating  that  as  the  result  of  these  recent  confer- 
ences with  the  Grain  Committee  of  the  Produce  Exchange,  the 
New  York  Central  and  Erie  Eailroads  have  again  despatched 
our  agents  to  Baltimore  and  Philadelphia  for  the  purpose 
of  making  a  re-examination  of  the  figures  arrived  at  in  tlie 
year  1876.  To  presuppose,  as  has  been  the  case  during  this 
entire  examination,  that  we  are  dead  to  this  question,  is  to 
presuppose  the  most  ridiculous  assumption  that  can  possibly 
be  conveyed  to  the  minds  of  this  Committee.  We  are  alive  to 
the  necessity  every  day  and  hour ;  we  both  have  the  daily 
returns  of  the  arrivals  of  grain  at  all  ports  put  upon  our  desks 
constantly,  and  we  have  their  aggregate  monthly ;  we  are 
in  correspondence  with  the  largest  shippers  of  this  country  ; 
houses  that  do  business  at  Baltimore,  Philadelphia  and  New 
York  ;  we  consult  with  them  and  ascertain  the  causes  of  this 
or  of  that ;  if  they  are  temporary,  we  do  not  rush  into  print 
and  make  a  row  about  the  whole  question  and  open  the 
differences  and  bring  about  discriminations  ;  but  we  go  at  it 
as  we  think,  in  an  understanding  way,  and  in  a  Ajfay  that  takes 
into  account  the  influences  of  Russia  and  everywhere  else. 
I  desire  to  say  in  this  connection  that  I  have  in  my  pocket  the 
card  of  a  gentlemen  who  was  presented  to  me  who  comes  from 
the  Russian  Government.  The  enormous  increase  in  volume  of 
traffic  being  taken  from  the  United  States  to  Europe,  England 
and  France,  and  rapidly  extending  our  exports  to  all  parts  of  Eu- 
rope has  at  last  attracted  the  serious  attention  of  the  Russian 
Government,  and  Mr.  Robert  Orbinsky,  whose  card  I  show  you> 
and  who  announces  himself  as  a  Councillor  of  State  has  been 
here  for  the  purpose  of  conferring  with  me,  among  other  rail- 
road officers  and  others,  as  to  the  reasons  that  have  enabled 
the  United  States  to  so  largely  outdo  Russia  in  the  wheat  and 
grain  markets  of  the  foreign  countries,  and  he  is  at  this  time 
engaged  in  a  tour  through  the  west  for  the  purpose  of  investi- 
gating the  causes  of  this  diversion ;  and  I  desire  to  say  that 
he  said  to  me  in  that  conference  I  had  with  him,  that  the 
enterprise  of  American  roads,  the  system  of  elevation,  the 
point  to  which  they  had  reduced  their  terminal  charges  in  com- 
parison with  the  course  of  the  Russian  railroads  operated 
under  government  supervision,  from  the  interior  of  Russia  to 
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the  Baltic,  was  something  that  had   engaged  the  serious  at- 
tention of  their  people. 

By  the  Chaibman  : 

Q.  I  want  to  ask  you,  have  we  the  right  to  infer  from  the 
fact,  that  this  overcrowded  condition  of  the'  railroads  inures  to 
the  benefit  of  Baltimore  and  Philadelphia,  that  the  carriage 
capacity  of  those  roads  is  not  tasked  to  its  fullest  extent  so 
nearly  as  the  other  roads  under  ordinary  circumstances  ?  A. 
Yes. 

By  Mr  Shipman  : 

Q.  A  larger  surplus  equipment  ?  A.  A  larger  surplus  equip- 
ment. 

By  Mr.  Noybs  : 

Q.  It  inares  to  the  benefit  of  those  roads  because  you  have 
not  the  means  of  transportation  ?  A.  Because  we  have  not 
the  means  of  transportation,  and  because  they  have  grain  fields 
nearer  Baltimore  than  we  have  at  New  York,  so  that  the  same 
number  of  cars  can  do  more  business,  make  more  trips  and 
bring  more  grain. 

By  the  Chaibman  :    " 

Q.  If  you  had  additional  cars  and  enginesjwould  you  have 
the  means  ?  A.  We  are  called  upon  every  day —  I  re- 
ceived a  telegram  yesterday  from  our  General  Agent  at  Cl'.i- 
cago,  Mr.  Wadsworth,  asking  us  to  send  cars  west ;  that  the 
shippers  were  willing  to  pay  any  prices  ;  that  he  had  volun- 
tary offers  above  the  tariff  rates  if  we  would  send  cars  to  Chi- 
cago. 

Q.  It  is  simply  cars  and  engines  ?  A.  Simply  cars  and  en- 
gines and  men  to-day. 

[Inteemission.} 
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Apteknoon  Session. 
George  R.  Blanchard's  examination  continued. 

By  Mr.  Shipman  : 

Q.  I  have  one  more  question  to  ask  you  on  the  business  of 
through  freigVit  and  rates  ;  what  would  be  the  effect,  suppos- 
ing you  were  to  attempt  to  adjust  the  differences  in  freights 
between  seaboard  cities  ;  what  difficulties  would  you  encoun- 
ter ?  A.  Aside  from  those  I  have  before  referred  to 
as  to  the  interests  of  cities  and  the  interests  of  the 
railroads  running  to  different  cities — there  is  one  difficulty  that 
we  already  encounter  that  would  rarely  strike  anybody  but  a 
railroad  man,  though  it  is  a  very  serious  affair  and  is  one 
against  which  we  have  to  contend  every  day  ;  I  submitted  to 
the  Committee  yesterday  the  average  distances  from  New  York, 
from  Philadelphia  and  from  Baltimore,  showing  that  with  New 
York  as  the  unit — as  100  per  cent. — the  distance  from  Phila- 
delphia is  84|,  and  from  Baltimore  79.  Now  the  very  large 
number  of  neutral  companies  in  the  west,  as  the  Indianapolis 
the  St.  Louis,  the  Evansville,  Terre  Haute,  &  Chicago,  the 
Louisville  &  Nashville,  Chicago,  Burlington  &  Quincy,  and 
various  other  companies  including  all  the  lines  west  of 
Chicago,  if  the  rates  were  made  the  same  to  all  sea  ports,  would 
palpably  get  a  very  much  larger  revenue  out  of  the  rate  to 
Baltimore  than  they  would  out  of  the  same  rate  to  New  York, 
and  the  result  would  be  that  every  one  of  those  companies 
would  become  workers  in  the  interests  of  Baltimore  and  Phila- 
delphia, because  the  transactions — the  same  freights,  in  the 
same  trains  on  the  same  day,  at  the  same  rates — would  pay 
them  so  much  more  to  Baltimore  and  Philadelphia,  than  to 
New  York  that  they  would  throw  their  equipments  and  ar- 
rangements in  the  interests  of  those  cities,  would  throw  their 
solicitations  in  the  interests  of  those  cities,  and  make  their  con- 
nections in  the  interests  of  those  cities,  and  it  is  a  difficulty 
that  we  hardly  know  how  to  remedy. 

The  Chairman — I  do  not  understand  that  at  all. 

The  Witness — I  will  make  it  perfectly  plain  to  the  Com- 
mittee. Suppose  the  rate  is  based  on  35  cents  per  100  pounds 
from  Chicago;  taking  the  basis  of  35  cents  on  the  rule  of 
making  rates  which  I  gave  to  the  Committee  yesterday,  St. 
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Louis  would  be  39^,  Louisville  33^,  Cincinnati  30^,  and  Indian- 
apolis 32^ ;  now,  the  average  of  all  those  rates  is  '6i^^  cents  for 
100  pounds ;  if  Philadelphia  averages  8±J-  per  cent,  of  the  New 
York  distance  as  shown  by  this  table,  the  average  rate  from 
these  points  to  Philadelphia  would  be  26-^^^  cents  per  100 
pounds,  based  upon  mileage ;  now,  the  rate  is  actually  32^^^ 
cents  per  100  pounds,  or  about  i  cents  per  100  pounds  differ- 
ence ;  Philadelphia  has  therefore  conceded,  as  compared  with 
New  York,  3y*„  cents  per  lOl)  pounds,  or  66  cents  a  ton  in  the 
settlement  of  this  question  at  the  present  rates,  compared  with 
a  strict  mileage  enforcement. 

Baltimore  averages  79  per  cent,  of  the  rate  of  Si-^o,  which  is 
27  cents  per  100  pounds,  but  instead  of  27  cents  per  100 
pounds,  they  charge  31y^u^  cents  per  100  pounds  ;  the  concession 
by  Baltimore  therefore  is  equivalent  to  4-^^  cents  per  100 
pounds,  as  compared  with  what  they  would  get,  if  they  de- 
manded and  received  a  strict  enforcement  of  the  rate  by  mile- 
age ;  this  is  84.  cents  a  ton ;  now,  the  85  cents  per  100  from 
Chicago  to  New  York  is  7j  mills  per  ton  per  mile ;  66  cents 
per  ton4'rom  Philadelphia  is  equivalent  to  91  miles  that  they 
have  practically  added  to  the  rate  to  Philadelphia,  in  excess  of 
its  actual  distance,  as  compared  with  New  York,  and  84  cents 
per  torj  at  Baltimore  is  equal  to  a  difference  of  116  miles,  that 
is,  they  charge  to  Baltimore  as  if  it  was  116  miles  farther  than 
it  really  i&. 

The  following  is  the  table  referred  to  : 
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The  Chairman — I  want,  to  ask  you  right  here,  if  you  have 
done  with  that  subject. 

The  Witness— I  have  not  done  with  it  yet ;  taking  Chicago 
as  the  standard,  if  the  rate  was  based  on  mileage,  the  rate  to 
Philadelphia  would  be  29|  cents ;  it  is  really  33  cents ;  they 
have  therefore  gained  3J  cents  per  100  pounds ;  now  what  I 
desire  to  say  to  the  Committee  is  this  fact :  taking  the  Indian- 
apolis &  St.  Louis  Railroad  for  example,  running  to  Indian- 
apolis, where  they  can  connect  with  all  the  trunk  lines — the 
Baltimore  &  Ohio  through  Columbus,  the  Pennsylvania  through 
Pittsburgh,  and  the  New  York  Central  and  the  Erie  through 
the  Atlantic  &,  Great  Western  and  by  way  of  Buffalo,  this  rate 
would  pay  the  Indianapolis  &  St.  Louis  Boad  $1.73  per  ton 
from  St.  Louis  to  Indianapolis  on  business  coming  to  New 
York,  by  the  average  distance ;  and  it  would  pay  that  company 
$2.25  per  ton  on  business  coming  to  the  City  of  Philadelphia 
on  this  average  distance,  and  would  pay  that  company  $2.41 
per  ton  on  business  coming  to  Baltimore,  for  the  reason  that 
the  rate  to  Baltimore  is  in  excess  of  the  corresponding  rate  per 
mile.  See  what  a  difference  that  results  in  to  that  company  ; 
this  is  equivalent  to  $28.92  per  car  to  Baltimore  ;  it  is  equiv- 
alent to  $2.25  to  Philadelphia,  or  $27.00  per  car  if  the  freight 
goes  to  Philadelphia  ;  the  result  is  that  there  would  be  a  gain 
of  $6.24  per  car  to  that  company  alone,  if  the  freight  goes  to 
Philadelphia,  and  $3.16  in  favor  of  that  company  if  it  goes 
to  Baltimore,  those  being  the  amounts  per  car  that  company 
would  get,  in  excess  of  its  revenue,  if  the  business  came  to  New 
York.  Assume  that  company  had  only  100  cars  of,  busi- 
ness per  day  ;  if  the  property  went  to  Baltimore,  that  com- 
pany alone  would  receive  $S00  per  day  more  than  if  \i 
came  to  New  York,  prorating  the  rates  by  mileage  to  both 
places ;  now  $800  a  day  on  100  cars,  there  being  300  working 
days  in  the  year,  is  a  difference  to  that  company  alone  of  $240,- 
000  a  year.  But  you  will  say,  why  does  not  the  New  York  road 
stand  the  difference"?  That  reduces  our  rate  already  more 
than  the  rates  of  the  other  lines.  How  can  we  control  that 
question  ?  It  is  out  of  our  power  ;  we  have  no  control  of,  for 
instance,  the  North  Western  Railroad,  the  Milwaukee  &  St. 
Paul  Railroad,  the  Indianapolis  &  St.  Louis  Railroad,  the 
Missouri  &  Pacific  Railroad,  the  Kansas  Pacific  Railroad,  the 
Wabash  &  Council  Bluffs  Railroad,  the  Louisville  &  Nashville 
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Railroad,  or  the  Ohio  river  steapers,  and  when  you  add  the 
totals  of  their  business  together,  and  insist  that  we  shall  carry 
business  to -New  York  at  Baltimore  prices,  or  that  Baltimore 
shall  raise  its  prices  up  to  New  York,  the  result  will  be  that 
these  companies  will  have  so  much  more  revenue  out  of  the 
same  transaction  to  Baltimore  that  all  their  efforts  will  be  in- 
duced to  get  business  to  that  city.  This  is  an  element  of  so  much 
importance  that  it  is  a  subject  of  Qoutinual  effort  for  us  to 
see  how  it  can  be  avoided.  The  New  York  railroads  are  al- 
ready carrying  every  ton  of  freight  from  every  commn  point 
in  the  west,  both  east  bound  and  west  bound,  without  a  single 
exception,  at  a  lower  rate  per  ton  per  mile  than  the  same 
through  freight  pays  between  Philadelphia  and  Baltimore,  and 
the  same  western  points  to  the  Pennsylvania  or  the  Baltimore 
&  Ohio  Eailroad  ;  the  New  York  Trunk  Lines  are  doing  that 
to-day  for  the  merchants  of  New  York,  and  for  their  patrons 
in  the  west  more  than  their  rivals  are  doing  for  their  cities  ;  and 
the  Lake  Shore  Railroad  in  the  west  is  doing  that  much  more 
for  New  York  than  the  Fort  Wayne  Eoad  is  for  Baltimore  and 
Philadelphia,  and  the  business  to  Baltimore  and  Philadelphia, 
even  at  present  differences,  nets  a  continual  annual  result  to 
all  the  railways  that  carry  it,  in  excess  of  the  rate  per  ton 
which  the  Erie  &  Lake  Shore  get  when  they  carry  business 
to  New  York.  Therefore,  to-day  it  is  not  only  true  of  the  New 
York  trunk  lines  that  they  are  carrying  the  business  for  this 
community  in  both  directions  at  a  less  ra,te  per  mile  than  it  is 
carried  by  any  other  trunk  line  to  any  other  sea  ports, 
but  all  the  connections  of  the  New  York  Central  and  Erie 
Company  also  carry  those  freights  for  the  citizens  of  New 
York  at  less  than  those  same  companies  can  get,  if  they  send 
the  same  freight  at  the  same  time  and  in  the  same  trains  to 
Philadelphia  and  Baltimore.  Now,  if  you  lift  up  Baltimore  and 
Philadelphia  so  that  the  rates  are  the  same  to  those  points 
as  to  New  York,  you  increase  to  that  extent  the  inducement  of 
every  neutral  company  in  the  United  States,  west  of  us,  to  throw 
their  efforts,  arrangements,  and  steamship  connections,  etc., 
into  the  Cities  of  Baltimore  and  Philadelphia.  Now,  I  will  take 
up  the  other  horn  of  the  dilemma.  Suppose  we  should  allow 
to  the  IndianapoHs  &  St.  Louis  Railroad  as  much,  if  the  goods 
come  to  New  York,  as  if  they  go  to  Baltimore,  then  the  lines 
from  Indianapolis  to  New  York  have  got  to  stand  the  differ- 
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enee,  in  addition  to  their  present  deficiency  and  relative  earn- 
ings, therefore,  it  increases  again  the  percentage  of  the  Balti- 
more &  Ohio,  and  decreases  again  ours ;  the  Glevehxml  &  Col- 
umbus Eoad  then  says,  "Very  well,  when  we  get  to  Cleve- 
land we  can  deliver  this  business  to  the  Pennsylvania  system  ; 
the  Cleveland  &  Pittsburgh  would  be  glad  to  get  it ;"  they 
cross  the  Fort  Wayne  Eailroad  and  the  Baltimore  &  Ohio  on 
their  line,  and  the  Erie  on  their  line ;  and  these  companies 
leading  to  Baltimore  and  Philadelphia  say,  "  Our  rates  are  the 
same  to  Philadelphia  and  Baltimore,  and  if  you  give  us  your 
business  we  will  pay  j-ou  better  divisions." 

Q.  Better  than  they  can  get  out  of  it  over  the  Erie  or  the 
Central  ?  A.  Yes,  better  than  they  can  get  out  of  it,  if  it  goes 
over  the'Erie  or  the  Central.  If  we  again  meet  that  condition  of 
affairs  we  again  suffer  a  second  reduction  of  our  rates ;  then  take 
the  Lake  Shore  Eoad,  and  assuming  it  to  be  an  independent 
company,  when  the  property  comes  to  Buffalo,  the  Buffalo, 
New  York,  and  Philadelphia  road,  under  the  control  of  the 
Pennsylvania  Company,  stands  at  Buffalo  ready  to  take  that 
business,  and  pay  the  Lake  Shore  Eailroad  more  per  mile  for 
the  business,  if  sent  from  Buffalo  to  Baltimore  or  Philadel- 
phia, than  if  it  comes  to  New  York. 

By  Mt.  Sterne  : 

Q.  Explain  why?  A.  I  have  explained  why ;  from  Buffalo 
to  Philadelphia,  the  distance  is  416  miles  ;  and  from  Buffalo  to 
New  York,  the  distance  is  444  miles  by  the  New  York  Central ; 
therefore,  there  is  an  actual  difference  in  their  favor  of  28 
miles  about,  with  another  important  element  in  their  favor^ 
which  is  three  cents  per  one  hundred  pounds  delivery  in  the 
harbor  of  New  York,  which,  at  7  mills  per  ton  per  mile  added 
to  the  28  miles,  makes  about  103  miles  from  Buffalo  to  Phila- 
delphia less  than  to  New  York  ;  these  are  facts  so  patent  that 
I  have  never  heard  them  referred  to  once  during  the  entire 
discussion  before  this  Committee ;  yet  how  can  you  ask  us,  as 
New  York  Eailroads,  to  so  control  the  entire  system  of  neutral 
railroads  in  this  country,  that  they  shall  work  their  railroads 
willy-nilly,  in  the  interest  of  New  York  to  their  loss, 
or  else  that  we  shall  take  out  of  our  pockets  and  give 
them  what  they  could  get  if  the  business  went 
went      elsewhere?     When    grain      goes      to     Baltimore,    it 
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terminates  at  Locust  Point,  and  the  grain  there  goes  into 
elevators  ;  the  Baltimore  &  Ohio  and  Peunsylyania  Railroads 
receive  certain  fixed  charges  for  the  use  of  those  elevators;  i^ 
the  rate  from  Chicago  to  Baltimore  is  32  cents  (while  it  is  35 
cents  to  New  York),  and  they  get  it  alongside  the  ship  at  an 
expense  to  the  shipper  and  a  further  revenue  to  the  railways 
of  one  cent  per  hundred  for  the  elevation,  that  makes  33  cents 
for  Baltimore,  which,  including  the  elevating  charge,  the  Balti- 
more &  Ohio  actually  receives.  Now,  out  of  the  rate  charged 
to  New  York,  three  cents  must  first  be  counted  for  the  lighterage 
cost  of  the  delivery  of  grain  in  this  harbor  in  the  way  in  which 
we  do  it ;  that  immediately  reduces  the  price,  which  the  Lake 
Shore  Company  pro  rates  upon,  to  32  cents  per  100  pounds, 
Chicago  to  New  York;  therefore,  the  result  would  be  that  the 
amount  received  by  the  combined  railroads  from  Chicago  to 
Baltimore  would  actually  be  one  cent  per  hundred  pounds — 
and  at  present  is  one  cent  per  hundred  pounds — in  excess  of 
the  amount  actually  received  to  Jersey  City ;  the  difference  of 
distance,  therefore,  at  this  time  is  utterly  and  entirely  wiped 
out,  and  more  too,  to  the  extent  that  one  cent  per  100  pounds 
represents  an  excess.  Take  the  case  in  the  extreme  and 
assume  that  the  demand  that  the  rate  should  be  the  same  to 
all  seaboard  cities  was  immediately  conceded  by  the  Balti- 
more &  Ohio  and  Pennsylvania  Railroads  (and  no  part  of  my 
statement  in  this  respect  is  intended  to  deny  the  justice  of  it 
at  all ;  I  am  speaking  simply  of  the  practical  difficulties  of  it) ; 
if  the  rate  were  35  to  Baltimore  and  35  to  Jersey  City,  and  that 
at  each  point  one  cent  per  100  pounds  was  charged  and  paid  for 
the  additional  charges  of  the  elevators  (and  we  pay  out  three 
cents  here),  the  net  rate  would  be  33  cents  per  lUO  pounds  to 
Jersey  City,  and  36  cents  to  Philadelphia  and  Baltimore  ;  add 
that  advantage  of  three  cents  in  rate  to  the  further  advantages 
of  their  lesser  mileages  to  the  amount  I  have  already  men- 
tioned as  to  the  increased  earnings  which  companies  make  at 
present,  and  it  constitutes  an  aggregate  of  interests  against 
which  no  company  that  I  know  of,  could  stand  up.  "What  does 
the  merchant  of  New  York  do  for  the  New  York  Central  or 
Erie  Railroads  that  they  and  they  alone  shall  stand  this  dis- 
ability, when  they  pay  double  the  amounts  for  rent,  when  tax- 
ation is  double,  when  everything  is  very  much  dearer  here  than 
it  is  in  Baltimore  ?    Why  should  we  stand  up  and  be  the  only 
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corporate  or  individual  interest,  no  matter  what  relations  we 
hold  to  the  public,  to  undertake  to  fight  this  battle  and  stand 
this  loss?  If  this  principle  be  conceded  we  must  pay  the 
entire  system  of  railroads  from  San  Francisco  to  Buffalo  their 
differences,  and  the  result  wou'd  be  that  many  a  ton  of  freight 
of  the  higher  classes  might  he  carried  from  Buffalo  to  New 
York  at  half  the  rates  that  the  company  would  receive  from 
Wheeling  to  Baltimore.  It  has  been  testified  to  before  this 
Committee  repeatedly  that  these  New  York  railroads  can  be 
worked  for  less  money  than  these  other  roads  ;  I  have  shown 
you  here  the  increased  rates  per  ton  per  mile  that  these  differ- 
ences now  yield  to  the  Baltimore  &  Ohio  and  Pennsylvania 
Eaikoad.  Disregarding  all  matters  of  grade,  curvature,  labor, 
iron,  bridges,  tunnels,  and  everything  else,  here  are  to-day  the 
actual  results  of  the  rates  as  they  stand  at  this  moment  at 
thirty-five  cents  per  one  hundred  pounds  from  the  west  to  the 
City  of  New  York.  Then  disregarding  all  this  trash  about  the 
amount  of  their  grades  and  their  curvature,  etc.,  is  there  any- 
body who  can  say  that  with  coal  delivered  to  the  Baltimore  & 
Ohio  at  ninety  cents  per  ton,  while  our  lowest  price  is  two 
dollars,  that  with  a  difference  in  their  favor  of  200  miles  of  dis- 
tance ;  that  with  cross  ties  purchased  in  the  mountains  of 
West  Virginia  at  one-half  the  money  we  have  to  pay,  that  with 
all  these  differences  and  disabilities,  we  can  carry  this  extra 
distance  for  nothing  and  then  show  the  same  result  per  ton 
per  mile  on  the  whole  distance  ?  It  is  the  most  misleading 
suggestion  that  can  possibly  be  submitted  to  the  Committee. 
Now,  as  to  the  percentage  of  the  working  expenses.  If  the  Erie 
gets  six-tenths  of  one  per  cent,  per  ton  per  mile,  ought  we  to 
be  expected  to  run  our  roads  at  the  same  percentage  of  re- 
ceipts that  the  Baltimore  &  Ohio  Company  does  which  receives 
eight-tenths  ?  They  can  pay  two  dollars  for  fuel  if  we  pay  it, 
they  can  pay  twice  as  much  for  their  wood — assuming  that  they 
have  not  any  economy  in  that  as  compared  with  our  condition 
and  still  their  difference  of  profit  is  greater  than  the  difference 
per  ton  per  mile. 

Q.  From  Cincinnati?  A.  From  anj'  point  ;  I  am  giving  you 
the  average  of  all  the  rates  from  the  west  as  they  are  to-day. 

Q.  You  are  constantly  speaking  of  two  hundred  and  odd 
miles  ?  A.  I  am  speaking  of  the  average  distance  from  all  the 
western  points,  as  distinctly  as  I  can  do  it;  this  is  the  average 
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result  from  all  these  points,  alone  modified  by  the  question  of 
where  the  greatest  volume  of  business  comes  from  ;  if  it  comes 
from  Chicago  it  helps  us  ;  if  it  comes  from  the  southwest  it  helps 
them  ;  in  August  of  this  year  while  we  had  cars  lying  idle  on 
the  Lake  Shore,  we  could  not  begin  to  supply  our 
business  in  the  grain  belts  of  lower  Illinois,  Ohio,  Ken- 
tucky, and  Missouri,  while  the  Baltimore  &  Ohio  was  ut- 
terly crowded  with  business.  They  were  constantly  showing 
these  results  and  to  show  also  that  rates  are  not  always  ques- 
tions of  mileage,  the  Baltimore  &  Ohio,  as  I  know,  have  taken 
their  iron  coal  cars  and  put  grain  into  them,  and  covered  them 
with  tarpaulins,  and  have  loaded  them  from  Chillicothe  to 
Baltimore  for  the  same  price  we  charged  from  Chicago  to  New 
York ;  it  therefore  shows  that  this  is  a  question  of  supply  and 
demand,  and  not  a  question  of  the  relative  distance  of  these  rail- 
roads from  a  western  centre ;  I  have  studied  this  question  for 
years,  since  this  whole  question  of  the  differences  came  up,  to 
know  how  it  is  possible  for  the  Erie  and  New  York  Central 
Roads  to  equalize  with  all  these  neutral  western  companies,  the 
relative  earnings  that  they  would  receive  to  these  seaports  ;  and 
I  am  just  as  far  from  it  to-day  as  I  was  the  day  I  undertook  the 
solution  of  it,  except  on  the  one  theory  that  we  will  put  our 
hands  into  our  treasury,  and,  irrespective  of  every  other  con- 
sideration— of  every  merchant  in  every  place  in  the  world — 
absolutely  pay  the  entire  difference  out  of  our  pockets  and  I 
know  of  no  demand  of  public  policy  and  no  argument  or  jus- 
tification that  can  entitle  anybody  to  ask  that  of  us  or  our  con- 
nections. 

By  the  Chairman  : 

Q.  I  understood  you  in  starting  out  to  say  that  the  rates  for 
the  country  are  based  on  the  rates  made  from  Chicago  to  New 
York?    A.  Yes. 

Q.  And  the  neutral  companies,  or  western  companies,  were 
induced  to  send  their  freight  to  New  York,  because  the  rate 
being  higher  they  would  receive  a  larger  percentage,  or  a  larger 
amount  for  the  transportation  over  their  road?  A.  No;  it  is 
just  the  reverse  of  that ;  the  shorter  the  distance  the  greater 
the  percentage  ;  if  any  two  points  are  100  miles  apart,  one  line 
running  80  miles  and  the  other  20,  the  20  mile  line  will  get  one- 
fifth  ;  but  if  that  line  is  200  miles  they  will  get  one  half  or  one 
tenth  of  the  rate. 
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Q.  I  understand  that;  and  to  offset  that,  or  make  their  pro- 
portion of  the  longer  rate  equal  to  their  proportion  of  the 
shorter  rate,  the  higher  rate  to  New  York  has  that  effect,  does 
it?  A.  No;  it  docs  not;  I  have  shown. to-day  how  every  neu- 
tral company  in  the  "West  at  the  present  differences  are  re- 
ceiving a  larger  amount  of  money  per  100  pounds  and  per  car 
to  send  their  business  to  Baltimore  and  to  Piiiladelphia  than 
if  they  send  it  to  New  York. 

By  Mr.  Sterne  : 

Q.  That  is  to-day's  condition  ?  A.  To-day's  condition  ?  if 
the  Baltimore  rate  is  raised,  while  the  New  York  rate  remains 
where  it  is,  they  receive  their  proportion  of  that  increase,  so 
that  the  amount  they  already  receive,  which  is  now  in  excess 
on  the  business  to  Baltimore,  and  Philadelphia  over  that  to 
New  York,  would  be  still  larger  in  their  favor. 

By  Mr.  Noyes  : 

Q.  It  rests  upon  the  shorter  distance  ?  A.  Yes ;  Baltimore 
pays  the  best  rate  per  ton  per  mile,  although  the  rate  is  made 
from  Chicago  to  New  York. 

By  Mr.  Shipman  : 

Q.  The  neutral  road  connecting  with  and  sending  its  traffic 
over  the  Baltimore  &  Ohio  has  a  larger  proportion  of  the  mile- 
age compared  with  what  it  would  have  if  it  sent  it  to  New  York? 
A.  Out  of  the  total  run  ;  yes. 

Q.  And  therefore  they  would  get  a  larger  percentage,  is  that 
the  idea?    A.  That  is  the  idea. 

By  Mr.  Sterne  : 

Q.  Will  you  explain  what  induces  a  pound  of  grain  to  go 
to  Boston,  that  rate  being  the  same  as  to  New  York  and  the 
distance  so  much  greater?  A.  I  explained  yesterday  that, 
upon  the  grain  taken  via  all  the  western  companies,  they  aver- 
age mroe  every  year  on  the  grain  to  Boston  than  to  New  York. 

Q.  How  is  that,  the  rate  to  Boston  and  New  York  being  the 
same?  A.  I  would  like  to  give  the  Committee  a  practical 
illustration  of  this  fact;  the  rate  to-day  from  Chicago 
to  New  York  on  grain  is  35  cents  per  100  pounds  ;  everything 
going  to  Boston  is  billed  at  40  cents  per  100  pounds ;  out 
97 
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of  that  40  cents  for  the  citizens  of  Boston,  Springfield, 
Worcester,  Lowell,  Nashua,  &c.,  nothing  is  deducted  for  termi- 
nals, for  drawback,  or  anything  else  ;  but  solely  on  grain  ex- 
ported from  Boston  5  cents  per  100  pounds  is  paid  back  ; 
making  the  net  rate  35  cents  on  export  business  only. 

Q.  40  cents  on  domestic  business  ?  A.  Yes,  and  35  cents  on 
foreign  business  ;  therefore,  just  in  proportion  as  foreign  and 
domestic  freights  vary,  just  so  do  the  roads  g'oing  to  Boston 
get,  a  rate  between  35  and  40  cents — in  no  case  less  than  35, 
and  on  a  large  volume  of  business  40  cents  per  100  pounds  > 
the  average,  assuming  business  to  be  equally  domestic  and  ex- 
port— and  I  believe  the  quantity  of  domestic  to  be  one-half — 
the  average  rate  would  be  37^  cents  per  100  pounds.  We 
take  that  illustration  as  a  starting  point ;  the  rate  to  New  York 
is  35  cents  to  the  public  less  3  cents  paid  by  the  railroads; 
so  that  western  companies  pro  rate  on  32  ;  the  answer,  there- 
fore, seems  perfectly  clear  that  Mr.  Sterne's  question 
calls  up  the  very  thing  I  have  endeavored  to  illustrate; 
there  is  a  difference  of  50  miles  by  way  of  the  New  York 
Central  Railroad  more,  if  they  take  the  business  to  Bos- 
ton than  to  New  York ;  a  difference  of  5  cents  per  100  pounds 
is  one  dollar  per  ton ;  if  the  rate  were  one  cent  per  ton  per 
mile  would  be  equivalent  to  a  transportation  of  100  rniles;  the 
difference  is  only  50  miles,  and  therefore  the  western  railroad 
companies  uniformly  and  constantly  get  a  better  result  out  of  the 
business  to  Boston  and  New  England  than  to  New  York,  and 
for  that  reason  the  business  goes  to  Boston. 

By  the  Chairman  : 

Q.  Do  I  understand  that  while  the  through  rate  to  New  York 
is  35,  you  deduct  this  terminal  rate  because  of  pro  rating  with 
western  roads  ?     A.  Yes. 

By  Mr.  Steene  : 

Q.  The  New  York  merchant  does  not  get  any  benefit  of  this 
deduction  ?  A.  Yes,  he  does  by  the  saving  of  that  much  ex- 
pense which  he  would  otherwise  have  to  pay. 

Q.  You  mean  he  would  have  to  pay  the  3  cents  terminals? 
A.  Yes. 

Q.  But  he  pays  the  35  cents  net  rate  ?  A.  The  merchapt 
pays  35  cents  net  rate. 
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Q.  And  the  mercliant  of  Philadelphia  pays  33  cents  net  rate 
and  of  Baltimore  32  cents  ?     A.  Yes. 

Q.  Therefore,  when  you  speak  of  the  net  rate  being  practically 
the  same  to  New  York  as  it  is  to  Philadelphia  and  to  Baltimore, 
you  speak  from  the  railroad's  point  of  view,  and  not  from  the 
merchants?  A.  No  ;.  for  35  cents  to  New  York,  we  put  this 
grain  alongside  the  vessel  that  may  lie  anywhere  from  One 
Hundredth  street,  North  or  East  rivers,  to  Staten  Island ;  if  the 
vessel  lies  at  a  corresponding  point  in  the  Patapsco  river  at 
Baltimore,  or  the  Delaware  river  at  Philadelphia,  the  merchant 
has  to  pay  that  much  to  put  it  there  ;  the  charge  to  Philadel- 
phia and  to  Baltimore,  plus  the  charges  there,  makes  the  rate 
at  those  cities  as  great  as  at  New  York. 

Q.  Provided  his  vessel  lies  in  precisely  the  same  condition 
as  it  does  in'New  York  ;  but  do  you  not  know  that  the  Phila- 
delphia and  Baltimore  vessels  load  at  the  dock  and  not  in  the 
stream?    A.  As  a  rule  they  do. 

Q.  Therefore,  that  is  one  of  those  theoretical  cases  to  which 
we  nave  been  objecting  ?  A.  It  is  not  a  theoretical  case  bat  a 
practical  case,  because  if  they  are  laden  at  the  dock  they  have 
to  pay  1|  cents  per  bushel  elevation;  therefore,  the  cost  to  put 
the  grain  on  board  the  vessel  at  Baltimore  and  Philadelphia 
is  about  what  it  is  at  New  York. 

Q.  But  the  New  York  merchant  has  to  pay  that  also  ?  A. 
No  ;  we  have  statistics  on  that  point  to  an  ample  extent. 

Q.  Are  you  prepared  to  say  that  the  New  York  merchant 
does  not  pay  the  elevation  ?     A.  No ;  he  pays  some. 

Q.  What  does  he  pay  ?  A.  At  the  proper  time  I  will  submit 
those  statistics. 

Mr.  Stehne — I  would  like  to  have  them  now. 

The  Witness — I  have  not  got  them  here  ;  I  have  them  at  my 
house. 

Q.  Then  you  are  not  prepared  to  say  but  that  the  difference 
of  2  cents  and  3  cents  a  100  pounds  respectively  is  to  some  de- 
gree a  difference  against  New  York  ?  A.  To  some  degree  it  is ; 
but  I  do  not  wish  to  be  considered  as  assenting  to  your  state- 
ment that  it  will  remain  so  permanently. 

Q.  But  it  is  a  difference  as  against  New  York?  A.  In  some 
respects — not  altogether. 

Q.  You  have  seen  fit  to  characterise  both  gradient  and  bulk 
of  traffic,  and  almost  every  other  incident  which  affects  railway 
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cost,  as  rubbisli  and  bosh?  A.  I  have  not  done  anything 
of  the  kind. 

Q.  I  understood  you  wrongly,  then.  I  understood  you  to 
say,  in  your  concluding  statement,  "  all  that  sort  of  stuff"? 
A.  I  say  I  applied  that  expression  to  the  argument,  that  be- 
cause of  these  gradients  we  could  ignore  this  difference  of  dis- 
tance. 

Q.  That  you  consider  trash  ?     A.  I  do. 

Q.  Is  it  trash  altogether — has  the  question  of  gradient  no 
bearing?  A.  On  the  mere  mileage,  yes ;  but  when  we  carry 
270,  or  200,  or  150  miles  farther  than  our  rivals,  I  know  of  no 
case  in  the  United  States,  and  I  am  probably  as  familiar  with 
these  trunk  lines  as  any  witness,  where  that  difference  of  dis- 
tance does  not  so  thoroughly  wipe  out  this  difference  of  gra- 
dient and  curvature  as  to  make  the  reference  to  it  in  this  con- 
nection the  veriest  trash. 

Q.  The  longer  the  distance  the  greater  the  curves,  and  the 
greater  the  gradients  the  less  it  becomes  trash,  and  the  more 
important  the  element  of  gradient  becomes,  does  it  not?  A.  If 
you  will  limit  your  illustration  to  the  one  I  made,  in  other 
words,  apply  your  question  to  the  one  I  made,  I  may  be  able 
to  answer. 

Q.  Take  the  case  of  the  New  York  Central  and  the  Erie  in 
juxtaposition,  to  what  extent  does  the  superior  gradient,  think 
you,  of  the  New  York  Central  wipe  out  the  mileage  distance  of 
the  Erie  ?  A.  The  Erie  gets  its  fuel  for  less  than  the  New 
York  Central. 

Q.  Leave  that  out  ?     A.  I  cannot  leave  it  out. 

Q.  But  you  must  leave  it  out  when  you  take  into  consider- 
ation the  question  of  gradient  ?  A.  I  decline  to  answer  in  any 
way  except  the  way  I  have  indicated. 

Q.  But  there  are  conceivable  conditions  under  which  the 
New  York  Central  and  the  Erie  Companies  might  get  their 
coal  at  the  same  price,  assuming  that  there  were  a  difference 
merely  of  actual  gradients  between  the  two  roads,  leaving  out 
all  other  questions  of  the  difference  of  fuel  and  local  traffic, 
and  every  other  consideration  that  might  influence  rates  and 
the  bulk  of  trafSc,  to  what  extent  do  you  think  that,  upon  the 
4.44  miles  from  New  York  to  the  lake,  the  question  of  gradient 
wipes  out  mileage  ?     A.  That  involves  the  whole  question  of 
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cost,  which  I  spent  the  whole  first  day  in  saying  that  nObody 
in  the  world  could  state. 

Q.  Then  you  cannot  state  it  now  ?  A.  Nobody  in  the  world 
can  state  it. 

Q.  Are  you  prepared  to  say  to  what  extent  mileage  is  wiped 
out  by  the  actual  difference  in  the  cost  of  fuel  in  the  case  of 
the  respective  railroads?  A.  I  am  not,  except  in  the  most 
general  way ;  the  short  route  to  this  question  is  the  statement 
of  the  difference  of  working  expenses  of  the  four  trunk  lines  for 
a  series  of  years. 

Q.  Permit  me,     I  do  not  think  that  that  is  a  short  route  at 
all,  because  we  cannot  tell  the  diff'erences  of  condition,  salaries 
&c.  ?     A.  That  is  just  exactly  what  I  say. 

Q.  But  we  cannot  tell  what  influences  make  up  these  ac- 
counts, while  you  are  a  practical  railroad  man,  and  have  given 
the  Committee  a  large  number  of  opinions  on  those  questions 
that  are  now  up,  and  you  ought  to  be  prepared  to  answer  this 
question.  You  say  you  cannot  tell  to  what  extent  fuel — its 
cheapness  or  dearness — has  an  influence  on  mileage?  A.  No  ; 
but  I  can  tell  that  the  aggregate  of  all  the  questions  that  you 
propose  to  ask'  me  about  as  to  this  matter,  do  not  entirely 
wipe  out  the  difference  of  distance. 

Q.  But  there  must  be  some  sort  of  an  aggregate  which  will 
wipe  out  distances?  A.  That  is  shown  by  the  annual  reports 
which  I  propose 

Q.  (Interposing).  But  we  are  told  over  and  over  again  that 
these  reports  are  fallacious  in  the  extreme  ?     A.  By  whom  ? 

Q.  By  the  railroad  officials  ;  and,  therefore,  I  must  get  at 
the  facts  by  other  means  ?  A.  Well,  I  dii^pute  both  the  prem- 
ises and  the  conclusion  ;  the  reports  show  the  actual  tonnage 
moved  one  mile,  and  the  mouey  that  has  been  expended. 

Q.  Bat  heaven  knows  for  what  it  has  been  expended?  A. 
No  matter  for  what  it  has  been  expended,  it  is  spent,  and  that 
shows  that  for  that  year  the  cost  is  so  much. 

Q.  But  if  the  Erie  Company  should  spend  $200,000  in  excess 
of  what  it  ought  to  spend  for  salaries,  that  does  not  give  us  any 
intimation  as  to  what  the  cost  would  be  ?  A.  To  ask  me  to 
state  here  what  cannot  be  found  in  our  annual  report  is  use- 
less, and  to  say  that  our  annual  report  is  misleading  and 
fallacious,  but  that  my  mere  guesses  would  be  of  value,  is  not 
very  reasonable. 
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Q.  But  your  annual  reports  are  made  up  of  your  guesses? 
A.  Onr  annual  reports  are  made  up  of  our  annual  results ; 
there  is  not  a  guess  in  them  ;  perhaps  I  can  save  a  good  deal 
of  trouble  by  submitting  a  statement  prepared  by  Mr.  Garrett 
himself,  and  sent  to  me  by  Mr.  Garrett  himself,  as  to  the  per- 
centages of  the  working  expenses  of  the  four  trunk  lines  for  a 
series  of  years  ;  I  do  not  want  to  make  any  argument,  and  I 
do  want  to  testify ;  but  to  say  that  all  the  annual  reports  of  the 
four  trunk  lines  from  1868  to  1878,  both  inclusive,  are  to  be 
utterly  ignored,  and  that  the  annual  total  result  arrived  at  is 
to  be  utterly  ignored,  and  that  I  can  give  testimony  without 
consulting  one  of  those  papers  as  to  the  actual  differences  of 
fuel  and  cross-ties,  and  steel,  and  the  expenses  for  engineers 
and  bridge  watchmen,  and  all  those  other  items  of  expenditure, 
is  to  ask  something  impossible. 

The  Chaiem.an — You  are  not  asked  to  do  that,  but  to  answer 
certain  questions  ;  you  are  not  asked  upon  what  you  base  your 
answers. 

The  Witness — I  will  do  that,  if  I  can,  with  great  pleasure  ; 
the  following  is  Mr.  Garrett's  statement : 

Percentages  ob"  Working  Expenses  for  Fiscal  Year. 


Year. 

B.  <fe  0.  Main  Stem. 

N.  Y.  C. 

Erie. 

Penn. 

1868 

1869 

1870 

1871 

1872 

1873 

1874  

1875 

1876 

1877 

1878...... 

66.86 
65.97 
64.70 
59.58 
57.46 
59.72 
57.80 
58.74 
56.18 
55.73 
52.83 

67.997 

64.19 

62.91 

62.40 

68.22 

63.22 

62.34 

64.93 

62.48 

61.16 

61.11 

87.41 

86.966 

91.627 

71.78 

68.55 

68.11 

73.16 

75,12 

77.14 

74.10 

67.98 

59.15 
63.15 
62.53 
62.04 
58.49 
57.55 
59.90 
56.63 

Average.  . . 

59.59 

63.72 

76.54 

59.93 

It  seems  to  me  that   that  is  a  very  full  statement  of  per- 
centage ;  they  actually  worked  the  railroads  on  that  money. 
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Q.  These  statements  are  based  on  the  various  engineers' 
reports  ?  Q.  They  are  based  on  Mr.  Garret's  own  statement 
of  the  differences. 

Q.  But  he  can  only  speak  for  his  own  road,  authoritatively? 
A.  That  is  all. 

0-  "Where  does  he  get  his  data  from,  for  the  other  roads? 
A.  From  their  annual  reports. 

Q.  Therefore,  if  the  data  is  wrong,  or  misleading,  this  com- 
parative statement  is  of  course  valueless  ?  A.  But  the  data 
cannot  be  wrong ;  the  total  amount  expended  might  be  ex- 
pended very  foolishly,  but  the  total  amount  expended  in  any 
one  year,  divided  by  the  amount  received  for  freight  would 
show  the  ton  miles,  that  is,  the  actual  amount  of  money  ex- 
pended by  those  roads  out  of  the  total  receipts,  will  show  the 
percentage  of  expenditure. 

Q.  Expenses  for  everything  in  every  conceivable  direction  ? 
A.  Yes. 

Q.  For  law  ieos,  as  well  as  other  things  ?  A.  Yes,  every- 
thing. 

Q.  In  other  words,  no  matter  how  foolishly  or  wisely 
operated,  the  whole  expenses  of  the  year  run  into  this  mileage 
rate  ?     A.  Yes. 

Q.  That,  of  course,  gives  no  data  whatever  as  to  whether 
or  not  the  natural  advantage  of  one  railroad  over  another  has 
been  overcome  by  foolishness  in  its  management,  or  the  natural 
disadvanges  of  another  railroad  by  wisdom  in  its  management ; 
you  cannot  tell  us  in  what  way  the  actual  difference  in  the  ad- 
vantages which  the  Baltimore  &  Ohio  Eoad  has  over  the  Erie 
in  the  way  of  fuel  enters  into  the  cost  per  ton  per  mile  ?  A.  To 
this  extent,  that  for  a  locomotive  to  haul  a  freight  train  from  the 
Ohio  river  to  Baltimore,  a  distance  of  375  miles,  with  coal  at  90 
cents  per  ton,  will  cost  less  than  for  the  N.  Y.  Central  to  haul 
it  444  miles  on  le^s  gradients  with  fuel  at  $2.25  per  ton. 

Q.  Yes,  but  how  that  influences  each  particular  ton  hauled 
by  that  train,  you  cannot  tell  us?  A.  No,  nor  can  anybody 
else. 

Q.  Why  is  it  that  the  Erie  Railroad,  having  its  own  coal 
fields,  does  not  obtain  its  coal  as  cheaply  as  the  Baltimore  & 
Ohio?  A.  For  a  great  many  reasons^:  1st,  the  Baltimore  & 
Ohio  mines  coal  in  veins  thirteen  feet  thick ;  the  Erie  Railroad 
Company  gets  no  coal  out  of  any  place  in  any  way  contigu9us  to 
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its  railroad  to  exceed  four  feet  thick;  2cl,  tlie  Baltimore  &  Ohio 
dumps  its  coal  direct  from  the  mines  into  its  locomotive  tank, 
and  the  Erie  Company,  as  has  been  testified  over  and  over 
again,  does  not  get  a  ton  of  coal  on  which  it  does  not  pay 
transportation  to  a  foreign  and  connecting  railroad. 

By  Mr.  Shipman  : 

Q.  About  how  many  miles  on  an  average  ?  A.  Varying  from 
25  or  30  to  J  30  miles. 

By  Mr.  Steene  : 

Q.  What  difference  do  you  think  that  difference  makes  in  the 
cost  to  the  Erie  Eailroad  Company?     A.  The  transportation  ? 

Q.  No,  but  the  cost  per  ton  of  coal  ?  A.  I  do  not  under- 
stand your  question. 

Q.  How  much  more  does  it  cost  the  Erie  Railroad  Company 
per  ton  than  it  does  the  Baltimore  &  Ohio  ?  A.  I  state  an  aver- 
age difference  of  over  $1.10  per  ton,  or  two  and  a  quarter  times- 
more  for  fuel  than  the  Baltimore  &  Ohio  pays. 

Q.  You  are  satisfied  that  the  Baltimore  &  Ohio  get  their 
coal  now  for  $0.90  or  $0.95  per  ton  ?  A.  I  only  know  from  the 
statements  of  its  officers. 

Q.  How  was  it  when  you  were  connected  with  it  ?  A.  I 
think  they  paid  $1.20  or  $1.25. 

Q.  Yau  have  stated,  I  think,  in  part  of  your  examination 
that  the  bulk  of  trafiic  makes  a  very  large  economy  in  the  ad- 
ministration of  a  railroad  ?  A.  I  stated  distinctly  that  it  was 
a  very  small  economy,  and  I  now  reaffirm  that  opinion. 

Q.  That  the  bulk  of  fafiic  makes  a  very  small  economy  ? 
A.  Yes. 

Q.  Assuming  the  N.  Y.  Central  or  Erie  to  have  a  business 
twice  as  great  as  the  Baltimore  &  Ohio,  and  that  from  a  given 
point  the  Erie  Piailway  is  100  miles  farther — say  at  a  point  600 
miles  distant  from  the  tide  water — than  the  Baltimore  &  Ohio 
are  you  prepared  to  say  how  far  that  100  miles  out  of  the  600 
is  overcome  by  the  bulk  of  traffic  running  over  the  Erie  as  com- 
pared with  the  Baltimore  &  Ohio,  assuming  the  question  of 
fuel  and  the  question  of  gradient  to  be  the  same  ?  A.  I  could 
not ;  that  involves  the  whole  question  of  cost,  and  I  could  not 
state. 

Q.  You  were  prepared  to  state  to  this  Committee  that  you 
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would  be  compelled  to  put  your  hands  in  your  own  pockets, 
and  in  that  respect  you  speak  for  the  New  York  Central  Com- 
pany, as  well  as  the  Erie  Company  ?  A.  I  spoke  for  no  road 
but  our  own. 

Q.  You  stated  distinctly  that  when  you  said  "  we "  you 
meant  the  New  York  Roads?  A.  I  associated  the  roads  on 
that  point. 

Q.  You  said  you  would  have  to  put  your  hands  in  your 
pockets  and  make  up  to  the  western  connection  the  difference 
of  mileage,  as  compared  with  the  Baltimore  &  Ohio  Rood, 
and  yet  you  are  not  prepared  to  state  what  influence  bulk  of 
traffic  has  upon  economy  in  the  administration  of  your  rail- 
way ?  A.  I  do  not  see  that  the  two  questions  have  any  rela- 
tion to  each  other. 

Q.  You  do  not  think  that  New  York  City  should,  in  conse- 
quence of  giving  five  times  the  traffic  to  its  railways  that  Bal- 
timore or  Philadelphia  does,  get  any  advantage  whatever  out 
of  this  enormous  bulk  of  its  traffic  ?    A.  Not  per  ton. 

Q.  Well,  per  anytJiing — what  should  it  get  it  ?  A.  I  do  not 
know  that  it  should  get  it  at  all  lower,  because  the  through 
tonnage  of  the  Pennsylvania  and  Baltimore  &  Ohio  eastward 
are  each  as  great  as  the  through  tonnage  of  the  Erie. 

Q.  Therefore,  you,  as  to  New  York  City,  disregard  its  bulk 
of  traffic  wholly  ?  A.  I  testified  repeatedly  that  it  costs  just 
as  much  to  niove  a  ton  of  new  business  as  a  ton  of  old  busi- 
ness, with  the  single  exception  of  some  fixed  expenses,  so  as 
to  render  it  nearly  inappreciable,  and  I  reiterate  that. 

Q.  And  that  to  that  extent  the  difference  between  New  York 
tonnage,  as  compared  with  Baltimore  and  Philadelphia,  should 
be  distegarded  ?     A.  Entirely. 

Q.  You  remember  the  time  that  the  Baltimore  &  Ohio 
reached  out  its  arm  to  Chicago?     A.  Yes. 

Q.  You  were  connected  with  it  at  that  time,  were  you  not  ? 
A.  I  was  not. 

Q.  You  were  connected  with  it  just  prior  to  that  time  ?  A. 
Just  two  years  and  two  months  prior. 

Q.  But  it  already  had  that  road  under  contract,  did  it  not  ? 
A.  No. 

Q.  Do  you  not  know  that  the  reason  President  Garrett 
thought  that  he  could  pull  down  the  temple  of  rates  that  the 
New  York  Road  had  erected  over  their  ears,  was  that  he  was 
98 
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capitalized  at  so  much  lower  rate  than  they  were  ?     A.  I  do  not 
know  his  reason. 

Q.  Well,  did  he  not  so  state  it  to  you  ?  A.  He  stated  pub- 
licly, I  believe,  that  that  was  one  of  his  reasons,  but  the  prin- 
cipal reason  was  the  difference  of  distance  to  Baltimore. 

Q.  Yes  ;  but  his  lower  capitalization  gave  him  an  element 
of  advantage  in  fighting  them  ?  A.  Not  so  much  as  the  differ- 
ence of  distance. 

The  Chaieman — I  should  like  to  know  the  capitalization  of 
the  Pennsylvania  system,  together  with  that  of  the  Baltimore 
&  Ohio. 

The  Witness— Yes ;  Judge  Shipman  has  requested  me  to 
get  that  up. 

Q.  You  have  stated  that  the  first  basis  of  the  pooling  ar- 
rangement was  that  the  roads,  from  a  given  point  in  the  west, 
should  be  the  same  to  Liverpool  from  all  the  seaboard  cities? 
A.  No ;  I  said  vi'i  all  the  seaboard  cities. 

Q.  Well,  "  via"  all,  the  seaboard  cities ;  that  is,  that  the 
Chicago  rate  to  Liverpool  should  be  the  same  from  Philadel- 
phia, from  New  York  and  from  Boston  ?  A.  No  ;  that  the 
rate  to  Liverpool  from  Chicago  via  New  York,  Boston  and 
Philadelphia  should  be  the  same. 

Q.  Now,  was  that  the  basis  of  the  fixing  of  the  difference  ? 
A.  I  believe  I  stated  distinctly  yesterday  that  the  pooling  ar- 
rangement had  nothing  to  do  with  the  rates. 

Q.  No ;  but  I  mean  the  contract  that  was  made  simulta- 
neous with  the  pooling — that  is,  this  distance  discrimination — 
was  that  the  basis  of  that  distance  discrimination  ?  A.  I  do 
not  understand  your  question  at  all. 

Q.  You  have  stated  that  the  determination  on  the  ^art  of 
the  railroad  companies  was  to  equalize  the  rate  from  Chicago 
to  Liverpool,  no  matter  from  what  port?  A.  "  Via"  wha,i 
port.  ; 

Q.  Or    "via"   what    port   the  shipment  was  made?     A. 
.That  is  true. 

Q.  Was  that  the  basis  of  the  contract  which  we  have  iu  evi- 
dence, and  which  contained  the  clause  that  "  to  wipe  out  geo- 
graphical distinctions  and  arguments  based  thereon ;  these 
following  rates  shall  be  fixed  hereafter"  ?  A.  That  was  the 
basis  ;  the  contract  itself  so  stated. 
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Q.  Is  that  now  the  policy  of  all  those  trunk  lines  which  they 
mean  to  maintain  ?     A.  As  far  as  I  am  advised,  it  is. 

Q.  Suppose  that  by  enormous  expenditures  of  money 
in  the  dredging  of  our  harbor,  and  in  exploding  rocks 
at  Hell  Gate,  &c.,  we  should  lower  the  ocean  rate  of 
freight  from  New  York  to  Liverpool,  and  from  Liverpool  to 
New  York,  three  cents  per  100  lbs  by  increasing  the  facilities  of 
our  harbor,  wonld  the  railways  then,  terminating  in  New  York, 
add  that  three  cents  per  100  lbs.  to  their  freight  .rate  for  the 
purpose  of  keeping  up  that  equalization  ?     A.  Clearly  not. 

Q.  Why  not?  A.  Because  they  do  not  fix  the  rates  with 
reference  to  these  questions  at  all. 

Q.  You  have  just  told  us  that  the  object  and  base  of  that 
contract,  which  we  have  in  evidence,  was  the  equalization  of 
the  rates  to  Liverpool  from  Chicago  via  New  York  via  Balti- 
more, via  Boston,  and  via  Philadelphia  ;  now,  I  put  a  case  to 
you  :  suppose  that  by  enormous  expenditure  of  money  we 
should  so  improve  the  harbor  facilities  of  New  York  that 
vessels  would  prefer  to  come  to  New  York  at  two  cents  per 
100  lower  or  leave  New  York  with  freights,  at  two  cents  a 
100  lower  than  from  her  neighboring  cities,  would  you  then 
pursue  that  line  of  policy  by  raising  the  rate  through  New 
York  from  the  west  so  as  to  keep  up  this  equalization  of  the 
seaboard  cities  ?  A.  The  rate  would  be  reduced  by  ocean  not 
raised  by  rail. 

Q.  But,  suppose  the  rail  rate  from  Liverpool  to  Chicago, 
and  from  Chicago  to  Liverpool,  to  be  two  cents  a  100  less  by 
reason  of  the  increased  harbor  facilities  of  New  York,  what 
would  then  be  the  policy  of  your  railway  ?  A.  Equal  rates 
via  all  the  seaboard. 

Q.  Then,  you  would  raise,  would  you  not,  your  rates  two 
cents  a  100,  that  you  would  save  on  the  ocean  rate  ?  A.  I  do 
not  see  that  we  can  have  our  cake,  and  eat  it  too  ;  having  com- 
mitted ourselves  in  the  contest  with  three  other  cities  to  the 
policy  of  equal  rates  through  those  seaboard  cities,  as  things 
are  now,  I  believe  it  would  be  perfectly  fair  to  do  so,  then;  I 
think  that  then  I  should  concede  it  to  all  interests  as  a  fair 
man  would  do,  and  as  we  demand  it  should  be  done  now. 

Q.  Then,  would  you  be  prepared  to  say  now,  that  in  such 
■  an  event  you  would,  by  an  arbitrary  raising  of  your  freight 
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rates  equalize  those  cities  once  more  ?  A.  I  have  not  said  so, 
and  I  decline  to  say  so. 

Q.  What  would  be  your  position  in  such  a  case  ?  A.  To 
make  the  rates  equal  through  the  various  ports. 

Q.  How  would  you  do  that  except  by  raising  the  rail  rate  ? 
A.  I  cannot  tell  until  the  emergency  occurs. 

Q.  Is  there  any  other  contingency  other  than  the  raising  of 
the  rail  rate  which  would  equalize  the  rates  ?     A.  Yes. 

Q.  What  ?  A.  To  put  down  the  ocean  rates  to  the  other 
cities. 

Q;  How  could  you,  so  far  as  you  are  concerned  as  a  railroad 
manager,  put  down  the  ocean  rates  ?      A.  Only  by  conference. 

Q.  But  I  assume  the  case,  that  the  harbour  facilities  are  so 
much  greater,  that  the  ocean  rates  will  be  permanently  less  to 
New  York  than  to  her  sister  cities  ?  A.  I  cannot  answer  the 
questaon  till  the  case  comes  up. 

Q.  Because  you  do  not  want  to  answer?  A.  No;  I  cannot 
answer  ;  I  have  said  that  the  most  difficult  business  is  the  actual 
foreign  business  ;  it  is  still  more  difficult  to  deal  with  upon  such 
hypotJaetical  cases. 

%  You  said  it  would  be  an  unreasonable  demand  for  the 
N'ew  York  railways,  to  ask  them  to  sh  oulder  the  difference  of 
220  miles,  or  200  miles,  between  the  west  and  the  seaboard, 
comparing  Baltimore  with  New  York  ;  when  you  spoke  of  200 
miles,  you  spoke  of  the  Cincinnati  distance,  didn't  you '?  A.  I 
have  stated  repeatedly  to  the  Council  that  I  have  stated 
the  average  distance  to  a  number  of  points,  according  to  a 
twble,  I  put  in  yesterday  ;  I  said  to  you  two  or  three  times  that 
I  did  not  refer  to  Cincinnati ;  what  is  the  use  of  asking  me 
that  question  again  ? 

Q.  Because  I  cannot  imagine  that'you  can  refer  to  any  other 
point  iirom  which  the  bulk  of  the  traffic  comes  ?  A.  A  very 
small  bulk  of  it  comes  from  Cincinnati. 

Q.  A  very  small  bulk  of  it  comes  from  anywhere  but  the 
northwest?  A.  I  have  stated  distinctly  as  to  that;  the  pres- 
sure from  the  northwest  at  certain  seasons  of  the  year. 

Q;  That  does  not  answer  the  question;  does  not  the  bulk 
of  your  traffic  come  from  the  northwest  ?  A.  I  think  the 
major  part  of  our  traffic  does. 

Q.  Then  in  taking  into  consideration  this  distance  question. 
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do  you  not  act  unfairly  to  New  York,  by  leaving  out  of  sight 
where  the  bulk  of  the  traffic  comes  from?     A,  I  think  not. 

Q.  You  think  you  have  the  right  to  average  the  distances 
from  western  points,  although  nine-tenths  of  it  might  come 
from  Chicago,  and  but  one-tenth  from  Cincinnati  ?  A.  I  do» 
because  the  Baltimore  &  Ohio  does  not  get,  in  the  pool,  more 
than  eight  per  cent,  of  the  Chicago  business  ;  therefore,  in 
making  this  average,  and  averaging  the  trunk  lines,  I  took 
their  business  as  well  as  ours,  and  while  the  Erie  and  Central 
get  their  largest  business  from  the  northwest,  the  Pennsylvania 
and  Baltimore  &  Ohio  get  their  largest  tonnage  from  the 
southwest,  and  I  do  therefore  think  it  entirely  fair  to  take  all 
these  points. 

Q.  Therefore,  you  take  their  position  as  well  as  the  New 
York  position,  in  all  this  controversy?  A.  I  do  not  "take" 
their  position ;  I  state  their  position,  and  try  to  do  it  fairly. 

Q.  Yes,  and  in  the  testimony  we  have  heard  here  to-day,  it 
is  a  statement  of  the  position  of  the  Baltimore  &  Ohio,  quite 
as  much  as  the  position  of  the  Erie  Eailroad,  as  to  the  govern- 
ing determination  on  the  question  of  rates  ?  A.  I  do  not 
state  the  position  of  the  Baltimore  &  Ohio  Eailroad,  but  the 
position  of  neutral  roads  west  of  the  Baltimore  &  Ohio. 

Q.  But  you  now  state  that  the  reason  why  you  consider  it 
fair  to  take  into  consideration  mere  distance  without  regard  to 
bulk  of  traffic,  or  where  it  comes  from,  is  because  the  Balti- 
more &  Ohio  derives  its  traffic  from  the  southwest  mainly, 
while  two-thirds  of  your  traffic  comes  from  the  north,  and 
therefore  it  is  fair  to  consider  their  position  as  well  as  your 
own  ;  is  not  that  a  fair  statement  of  it  ?     A.  I  think  so. 

Q.  And  it  is  in  that  spirit  that  you  have  testified — to  state 
the  position  of  all  the  trunk  lines  ?  A.  I  have  endeavored  to 
do  so  fairly. 

Q.  How  long  were  you  connected  with  the  Baltimore  & 
Ohio  ?     A.  Six  years  in  the  east  and  two  in  the  west. 

Q.  And.  you  had  constantly  in  mind  the  geographical  posi- 
tion of  Baltimore  at  that  time,  and  fought  for  Baltimore  ?  A. 
As  hard  as  I  knew  how. 

Q.  And  this  question  of  Baltimore's  geographical  advantages 
was  quite  strongly  impressed  on  your  mind  during  those 
years?     A.  Clearly. 

Q.  During  those  years  you  fought  the  New  York  roads  upon 
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this  qnestion  of  distance  very  often  ?  A.  Not  as  often,  or  as 
hard  as  I  have  fought  against  them  since. 

Q.  Why  not  as  hard ;  you  were  as  able  to,  and  you  were 
younger?  A.  For  the  reason  that  I  was  then  with  a  company 
that  was  in  rivalry  with  the  New  York  Central.  Now,  I  am 
co-operating  with  it,  and  our  two  companies  combined  were 
able  to  strike  a  great  deal  harder  knocks  joined  with  their 
western  connections  than  the  Baltimore  &  Ohio  Eoad  was 
when  I  was  with  them  ;  because  the  Baltimore  &  Ohio  road 
was  in  a  broken  condition  as  to  connections,  reaching  only  to 
Columbus,  when  I  was  with  them. 

Q.  I  believe  that  you  have  stated,  that  the  facilities  of  the 
Baltimore  &  Ohio  Eoad  were  greater  than  those  of  the  Erie 
and  New  York  Central?     A.  No,  I  Lave  not. 

Q.  What  is  your  opinion  upon  that  subject?  A.  My  opi- 
nion is  that  the  Baltimore  &  Ohio  Railroad  Company  has  for 
the  two  or  three  years  prior  to  this  added  more  largely  to  their 
equipment  than  had  the  Erie  Company,  for  example. 

The  Chairman — You  said,  in  answer  to  my  question,  that 
the  Baltimore  &  Ohio  Eoad,  did  not  on  an  average  run  as 
nearly  up  to  its  full  carrying  capacity  as  the  Erie  and  the 
Central. 

The  Witness — I  think  that  it  does  not. 

Q.  In  considering  mere  mileage  to  distant  points,  without 
in  the  slightest  degree  regarding  the  bulk  of  the  trafiSc,  has 
not  that  fact  alone  placed  New  York  City  at  very  serious  dis- 
advantage as  compared  with  her  neighboring  cities  ?  A.  I 
think  that  when  mileage  under  the  old  differences  was  alone 
considered  it  did  place  New  York  under  great  disadvantage. 

Q.  You  are  of  the  opinion  that  mileage  ought  not  to  be  con- 
sidered as  to  local  points  ?     A.  No. 

Q.  Ought  it  to  be  considered  ?  A.  It  ought  in  part,  but  not 
altogether. 

Q.  Tell  us,  if  you  can  when  it  ought,  and  when  it  ought  not 
to  be  considered?  A.  It  is  very  diflScult  to  do  so  unless  you 
specify  some  instance. 

Q.  You  are  not  willing  to  theorize  upon  that?  A.  I  had 
rather  not. 

Q.  Take  the  case  upon  the  Erie  Eailway  of  a  large  town 
like  Elmira,  and  leave  out  of  consideration  the  fact  that  you 
are  compelled  to  accept  rates  there  in  consequence  of  com- 
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petition,  aud  suppose  that  you  do  fix  arbitrary  rates  there — 
take  a  largo  town,  as  Elmira,  for  instance,  and  a  smaller  one- 
twenty  or  fifty  miles  this  side  of  Elmira ;  you  are,'  of  the  opi- 
nion, are  you  not,  that  Elmira,  although  further  distant  from 
New  York,  is  entitled  to  superior  facilities  and  superior  rates, 
as  compared  with  this  smaller  town  in  consequence  of  the  bulk 
of  the  traffic,  and  the  increased  terminal  facilities?  A.  I 
think  so,  if  you  take  into  consideration  the  bulk  and  regularity 
of  shipment,  and  all  the  considerations  which  I  have  before 
stated. 

Q.  Have  you  any  tables  which  will  show  to  this  Committee 
how  many  empty  cars  the  Baltimore  &  Ohio  Eailroad  Com- 
pany, and  how  many  empty  cars  the  Pennsylvania  Railway 
Company  sends  westward  from  Philadelphia  as  compared  with 
the  number  of  empty  cars  that  the  New  York  Central  and  the 
Erie  send  westward?     A.  I  have  not. 

Q.  Have  you  considered  that  question  at  all  as  to  the  earn- 
ings of  the  round  trip  under  those  circumstances  in  fixing  your 
east  bound  rates?     A.  No. 

Q.  Do  you  not  think  that  precisely  as  a  ship  regards  her 
round  trip  as  the  complete  earnings  of  the  ship,  that  so  a  rail- 
road company  should  regard  its  round  trip  as  the  earnings  of 
its  cars  ?     A.  To  a  very  small  extent. 

Q.  Does  not  New  York  City  give,  as  compared  with  either 
Philadelphia  or  Baltimore,  a  bulk  of  traffic  west  bound  very 
largely  in  excess  of  those  cities  ?  A.  While  in  the  aggregate 
New  York  does,  still  the  business  of  New  York  is  split  up 
through  four  west  bound  through  railway  freight  carriers  ;  the 
Pennsylvania  Railroad  Company  carrying  seventy  per  cent, 
out  of  Philadelphia,  plus  its  twenty-five  per  cent,  out  of  New 
York  and  its  thirty  per  cent,  out  of  Baltimore,  makes  an 
aggregate  of  west  bound  business  over  the  Pennsylvania  Rail- 
road greater  than  the  thirty-three  per  cent,  that  the  Erie 
carries  of  New  York  freight,  adied  to  its  Philadelphia  and 
Boston  tonnage ;  the  Baltimore  &  Ohio  Road  carrying 
seventy  per  cent,  out  of  Baltimore,  plus  its  ten  per  cent,  out  of 
Philadelphia,  plus  its  nine  per  cent,  out  of  New  York,  plus  its 
six  or  seven  per  cent,  out  of  Boston,  and  plus  its  Charleston 
Wilmington  and  Savannah  business  coming  up  by  the  Orange 
&  Alexandria  Railroad,  and  the  steamer  lines  reaching  points 
not  covered  by  the  Baltimore  pool,  through  Harrisburg  and 
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elsewhere,  constitutes,  in  my  judgment,  nearly  as  large  a  per- 
centage of  westbound  freight  as  the  Erie  road  carries  out 
of  New  York. 

Q.  Is  there  not  an  enormous  difference  in  the  value  of  that 
freight  arising  from  difference  in  classification  ;  in  otber  words, 
do  not  the  New  York  ronds  get  in  the  way  of  first  class  freight 
an  amount  largely  in  excess  in  percentage  of  the  first  class 
freight  that  is  carried  by  the  Baltimore  &  Ohio  or  by 
the  Pennsylvania  Railroad  ?  A.  I  do  not  think  that  it  is  ap- 
preciable; the  Baltimore  &  Ohio  out  of  Boston  has  its  per- 
centage of  first  class  as  well  as  of  the  lower  ;  out  of  New  York  it 
has  its  percentage  of  first  class  as  well  as  lower  ;  out  of  Phila- 
delphia and  Baltimore  it  is  the  same  ;  it  would  only  differ  to 
the  extent  that  the  first  class  business  of  New  York  was  a 
larger  percentage  of  the  whole  than  the  business  out  of  Balti- 
more was  as  to  the  whole  ;  but  we  have  no  reason  to  believe 
that  that  is  the  case. 

Q.  Have  you  the  means  to  ascertain  that?  A.  None  what- 
ever. 

The  Chairman — Aggregating  those,  can  you  tell  us  what 
percentage  of  west  bound  business  each  of  these  roads  carry  ? 

The  Witness— I  thought  yesterday  that  that  would  be  an  in- 
teresting table  for  the  committee,  and  so  I  made  a  memoran- 
dum to  furnish  a  copy  of  the  one  which  I  submitted  at  the 
Windsor  Hotel  meeting,  taking  the  tonnage  of  each  of  the 
cities  and  adding  the  percentage  of  each  of  the  cities  to  the 
proportion  relatively  carried  by  each  company  we'st  bound ;  I 
hope,  Mr.  Chairman,  if  you  are  ever  chairman  of  another  com- 
mittee (and  I  hope  that  you  will  be),  that  through  these  pools 
which  we  have  organized,  you  will  be  able  to  obtain  data  of 
very  much  more  value  to  the  railroads  and  to  the  merchants 
than  some  of  those  which  now  can  be  furnished  to  you  ;  I  do 
not  know  of  any  question  asked  with  respect  to  statistics  that 
would  not  be  just  as  interesting  to  us  as  it  would  be  to  you  in 
the  cases  where  we  have  not  been  able  to  furnish  them. 

Q.  If  it  is  true  that  Elmira  and  Binghamton  are  entitled  as 
against  points  nearer  to  New  York,  by  reason  of  their  bulk 
and  regularity  of  traffic,  to  greater  advantages  as  compared 
with  the  smaller  places,  can  you  give  to  this  Committee  any 
good  reason  why  New  York  is  not  entitled  to  like  advantages 
as  compared  with  its  smaller  mercantile  neighbors  of  Phila- 
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delphia  and  Baltimore,  notwithstanding  the  difierences  ?  A. 
I  think  so ;  the  unit  of  freight  with  the  Erie  Koad  on  its 
through  business  is  probably,  as  nearly  as  we  can  make  the 
unit,  a  train  load  ;  therefore  it  does  not  matter  to  us  at  Buffalo 
whether  the  freight  comes  from  Painesville  or  St.  Paul,  or 
from  Hamilton,  Canada,  and  the  aggregate  through  tonnage  of 
the  Baltimore  &  Ohio  and  Pennsylvania  Koads  averages 
greater  than  that  of  the  Erie  ;  on  the  through  business  it  is, 
therefore,  utterly  out  of  the  question  for  us  to  separate  our- 
selves from  anything  bat  our  own  conditions,  and  that  condi- 
tion is  that  all  the  freight  starts  from  New  York  and  it  all  goes 
to  Buffalo,  and  is  all  one  to  us,  with  no  dissimilar  conditions  ; 
the  question  as  to  the  local  differences  and  disabilities  which 
exist  at  Elmira  and  points  east  of  Elmira,  are  questions  that 
the  western  railroads  have  to  deal  with  at  their  local  stations, 
when  the  property  which  is  through  to  us  gets  to  them  or 
starts  from  them  as  their  local  freight ;  we  consider  all  our 
through  freight  on  our  line  as  of  one  bulkmoving.in  one  direc- 
tion, and  as  one  tonnage ;  but  with  respect  to  anything 
originating  at  Elmira,  we  have  to  take  into  account  the  local 
conditions  as  applied  to  local  cities,  but  we  do  not  have  to  take 
that  into  account  so  far  as  the  through  freights  are  concerned. 

Q.  Tou  have  stated  to  the  Committee  that  if  New  York 
Baltimore  and  Philadelphia  were  to  be  placed  upon  like  rates 
disregarding  the  mileage,  that  the  western  roads  would  be  in- 
terested in  sending  the  traffic  to  Baltimore  or  Philadelphia 
instead  of  New  York  ?  A.  Yes,  the  neutral  roads  would  be  so 
interested. 

Q.  I  understand  you  to  mean  by  that  the  roads  not  con- 
trolled or  under  lease  ?  A.  Yes  ;  although  the  latter  would  be 
affected  in  the  same  way  as  to  their  results. 

Q.  What  neutral  roads  are  there  between  Chicago  and 
New  Yoyii  with  which  the  New  York  Central  Roads  stand  in 
connection — are  there  any  ?  A.  The  Great  Western  Eailway 
of  Canada;  the  Grand  Trunk  Branch  from  Detroit;  the  Flint 
&  Pere  Marquette ;  the  Toledo,  Wabash  &  Western ;  the 
Atlantic  &  Great  Western,  and  literally  as  between  here  and 
Chicago,  I   think  that  is  about  all. 

Q.  That  speaks  of  them  all ;  I  confined  my  question  to   the 
New  York  Central  but  I  would  as  lieve  have  it   extended?     A. 
They  are  all  connections  of  the  New  York  Central. 
99 
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Q.  Some  of  these  roads  which  you  have  named  are  not ' 
neutral  roads,  but  are  under  control  of  other  railways,  as  for 
instance  the  Atlantic  &  Great  Western  is  controlled  somewhat 
by  the  Erie  ?  A.  Not  the  slightest ;  Mr.  McHenry  has  stated 
that  in  so  many  public  utterances  that  it  is  not  necessary  for 
tae  to  repeat  it. 

Q.  How  could  these  neutral  roads  control  the  business  as 
against  the  shippers'  directions,  to  send  to  New  York ;  in 
other  words  what  influence  could  those  neutral  roads  exercise 
to  determine  as  to  where  this  freight  should  go  ;  the  question 
of  where  it  shall  go  being  determined  by  the  consignor 
and  consignee?  A.  These  neutral  roads  could  influence 
the  determination  in  various  ways ;  in  the  furnishing  of  cars 
and  proper  facilities  in  the  increase  of  equipment ;  in  the 
making  of  local  rates  ;  in  participation,  as  by  giving  the  con- 
signor or  consignee,  as  a  drawback,  part  of  the  difference  in 
their  favor  in  the  rate  ;  and  in  a  great  many  other  ways. 

Q.  In  other  words,  by  the  demoralization  of  rates,  which 
you  claim  has  been  ended  ?  A.  Yes,  and  by  neglect  in  furnish- 
ing facilities  to  do  the  business. 

Q.  And  not  by  drawbacks  ?  A.  They  might  give  a 
portion  of  their  difference  in  rates. 

Q.  As  I  understand  you,  these  western  roads  have  now  been 
pooled  by  the  contract  which  affects  them,  and  they  have  there- 
fore abandoned  and  given  up  this  system  of  drawbacks,  and 
demoralization  as  to  rates?  A.  Only  from  a  few  common 
points. 

Q.  But  these  common  points  include  the  great  points,  such 
as  Chicago,  Indianapolis,  Cincinnati  and  the  other  great  ship- 
ping points  ;  do  they  not  ?     A.  Yes. 

Q.  If  they  have  definitely  abandoned  that  policy — I  repeat 
my  question — how  can  they  as  against  consignor  and  con- 
signee, determine  the  shipment  to  Baltimore  or  Philadelphia  as 
against  New  York  ?  A.  I  am  very  glad  of  an  opportunity  to 
answer  that  question;  Charleston,  Illinois,  for  instance,  is  a 
large  grain  point,  and  has  not  been  pooled ;  if  the  Indianap- 
olis^&  St.  Louis  Kiiilroad  pro  rated  from  Charleston,  Illinois,  to 
local  stations  on  its  line,  it  could  discriminate  in  favor  of  Bal- 
timore, by  saying  to  the  man  who  desires  cars  to  New  York, 
"  We  cannot  give  you  New  York  cars,  to  but  we  will 
give  you    cars    to    Baltimore,    we    cannot    give    you     cars 
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on  this,  that  or  the  other  line,  but  we  will  give  you 
cars  on  the  line  to  Baltimore ;  we  will  make  more  out  of  it, 
and  you  will  have  a  better  result ;  take  this  pass  or  ticket,  and 
go  to  Baltimore  and  establish  your  connections  there,  and  don't 
go  to  New  York ;  "  thus  they  could  embarrass  the  New  York 
merchants  in  a  great  many  ways;  as,  when  the  consideration 
of  the  increase  of  their  equipment  came  up,  by  agreeing  to  in- 
crease their  equipment  in  fast  freight  lines  running  to  Baltimore, 
and  not  increasing  their  equipment  in  such  lines  running  to  New 
York.  In  time,  the  result  would  be  that  although  they  might 
not  make  any  open  discriminations,  these  influences  would  be 
constantly  at  work  quietly,  and  at  the  end  of  the  year  the  ef- 
fect would  be  apparent  as  to  the  pools  ;  the  Indianapolis  & 
St.  Louis  Bailroad  gets  a  percentage  from  St.  Louis  to  Indian- 
apolis ;  but  these  pools  don't  say  where  the  business  shall  go, 
but  are  merely  tonnage  divisions  from  the  starting  points ; 
therefore,  if  the  Indianapolis  &  St.  Louis  Railroad  was 
awarded  20  per  cent,  out  of  St.  Louis,  and  if  that  20 
per  cent,  if  sent  to  Baltimore,  paid  them  at  the  end  of 
the  year  $180,000  more  than  it  would  if  sent  to  New 
York,  the  pools  would  have  no  bearing  upon  that  ques- 
tion whatever;  as  I  have  stated,  the  pools  do  not  in 
any  case  discriminate  for  or  against  any  particular  east- 
ern city.  The  result  would  be  that  no  neutral  road  in  the  west 
that  I  know  of,  would  year  after,  year  ste  a  deficit  in  its  rela- 
tive earnings,  for  business  sent  to  New  York,  of  $180,000,  or 
for  any  other  considerable  sum,  and  not  work  in  the  interest  of 
the  city  that  gave  them  improved  results. 

Q.  How  could  those  improved  results  be  brought  about  in 
favor  of  Baltimore  and  Philadelphia,  unless  the  traffic  of  Bal- 
timore or  Philadelphia  became  as  much  larger,  .as  compared 
with  New  York,  as  New  York  is  now  larger  as  compared  with 
Philadelphia  and  Baltimore  ?  A.  It  would  not  have  to  increase 
in  volume  to  that  extent,  because  these  neutral  roads  are  not 
as  many  as  the  controlled  roads. 

Q.  But  you  speak  of  a  deficit  sum  of  $180,000  per  year  as 
the  result  of  the  whple  of  its  traffic,  the  bulk  of  which  comes 
now  to  New  York  ?  A.  No  ;  the  bulk  of  it  comes  now  to  Bal- 
timore ;  I  do  not  know  about  the  Indianapolis  and  St.  Louis 
and  the  Ohio  and  Mississippi  bulk  very  largely  comes  to  Balti- 
more. 


8214 

Q.  If  it  now  comes  to  Baltimore,  it  would  not  be  of  much 
consequence  what  influence  was  brought  to  bear  upon  that 
particular  road.  A.  It  puts  a  stop  to  our  ever  getting  it  to 
New  York. 

Q.  If  it  is  but  a  small  percentage  New  York  can  bear  that  ? 
A.  But  it  is  the  aggregation  of  these  small  percentages  that  I 
understand  you  to  complain  of. 

Q.  To   get  away  from   theories,  let  us   put  ourselves  some 
practical  example ;    take  the  Chicago,  Columbus  &  Indiana  - 
CentralfEoad,  which  runs  from  Chicago  to  Columbus,  is  that 
an  independent  road  ?     A.  No. 

Q.  That  belongs  to  the  Pennsylvania  system  ?     A.  Yes. 

Q.  Do  the  New  York  roads  get  any  traffic  over  that  road  ? 
A.  The  Erie  Railroad  has  considerable  traffic  from  Chicago 
to  New  York  over  that  line. 

Q.  And  the  actual  diflference  on  the  whole  distance  from 
l^ew  York  of  two  cents  per  hundred  as  compared  with  Phila- 
delphia makes  an  actual  difference  to  the  Chicago,  Columbus 
&  Indiana  Central  Railway  from  Columbus  to  Chicago  of  how 
much  per  hundred  ?  A.  I  think  about  one  cent  per  hundred, 
or  from  |  to  1  cent. 

Q.  It  would  not  be  half  the  distance  ?  A.  No ;  but  the 
distance  to  Philadelphia  is  so  much  less  that  it  adds  some- 
thing. 

Q.  Would  it  be  I  of  a  cent  ?     A.  I  should  think  so. 

Q.  And  you  think  that  that  difference  of  |  of  a  cent  per 
hundred  pounds  on  the  whole  ^mileage,  would  make  a  differ- 
ence'to  that  road  on  the  traffic  which  it  carries  to  New  York 
of  how  much  ?  A.  $1.80  per  car,  and  on  the  delivery  to  us 
of  100  cars,  $180.00  per  day. 

Q.  But  you  do  not  get  100  cars  per  day  ?  A.  We  are  now 
receiving  more  than  that. 

Q.  From  that  road  ?  A.  Over  that  road  ;  we  had  600  cars 
standing  at  our  point  of  junction  with  that  road  last  night  at 
6  o'clock. 

Q.  What  do  you  think  would  be  the  actual  difference  to 
that  road  ?     A.  $180  per  day  on  100  cars. 

Q.  But  that  would  not  run  all  the  year  round  ?  A.  It  would 
average  nearly  that  for  the  whole  year. 

Q.  Would  it,  as  a  matter  of  fact,  average  anything  like  that 
for  the  whole  year  ?     A.  Yes ;  I  include  in  that  the  Indianap- 
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olis  Eoad— the  same  line  running  to  Indianapolis  ;  I  speak  of 
the  aggregate  of  thej^business  brought  to  us  atUrbana;  and  as 
long  as  the  road  has  been  suggested,  I  wish  to  say  that  I  am  at 
this  moment  dealing  with  that  identical  question  with  that 
road ;  they  have  demanded  formally  through  its  general 
freight  agent,  that  they  shall  receive  tbe  same  rate  per  mile 
from  Chicago  to  Urbana  upon  business  to  New  York  that 
they  get  upon  business  which  goes  to  Philadelphia  or  Balti- 
more. 

Q.  And  to  concede  that  on  your  part  would  involve  an  ex- 
penditure of  how  much  ?  A.  Of  $180  per  day,  or  say  $100 
per  day,  to  be  entirely  within  limits. 

Q.  Suppose  that  in  consequence  of  that  concession  you 
were  to  double  your  shipments  over  that  road  to  New  York, 
would  you  not,  upon  the  mileage  that  you  haul  it  (taking  it  at 
Salamanca),  at  the  rate  at  which  you  carry,  be  largely  com- 
pensated for  that  concession  ?  A.  It  is  barely  possible,  but 
unfortunately  that  is  the  point  which  we  make,  and  which 
this  company  decline  to  concede ;  the  Pennsylvania  Railroad 
receives  out  of  Chicago  in  the  award  by  the  Board,  a  certain 
per  centage ;  in  the  discussions  held  with  the  officers  of  that 
company, — and  I  dislike  very  much  to  state  this,  except  to 
fortify  my  position 

Q.  Then  do  not  state  it  ?  A.  I  will  complete  what  I  have 
already  begun  ;  I  have  asked  that  company  what  percentage 
of  the  total  amount  awarded  to  the  Panhandle  system  of  roads 
out  of  Chicago  the  Erie  Company  may  be  expected  to  receive, 
and  the  answer  to  me  is  that  they  will  give  us  the  percentage 
of  business  which  we  received  in  1878,  and  no  more  ;  there- 
fore we  can  only  get  by  this  concession,  if  the  business  was  the 
same,  the  same  amount  of  business  that  we  got  before. 
If  we  decline  to  allow  this  difference  in  mileage  (inasmuch  as  the 
award  has  given  the  business.to  the  Panhandle  Koad,  and  the 
Panhandle  Eoad  has  given  it  to  Philadelphia,  and  it  makes  no 
difference  with  the  pool  at  Chicago  where  it  goes  to — whether 
to  Charleston  or  to  Portland,  Maine),  we  run  the  risk  that  they 
will  upon  our  refusal  turn  that  business  upon  the  main  line  of 
the  Pennsylvania  Road,  and  take  it  away  from  the  Erie 
altogether. 

Q.  That  is  because  that  road  is  controlled  by  the  Pennsyl- 
vania Railroad  ?    A.  Yes. 
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Q.  if  that  were  not  so  coutioUi'd,  but  was  an  entirely  inde- 
pendent road,  they  would  not  care  where  its  traffic  went  to  ? 
A.  1  have  just  stated  the  reas-'ons  in  full  why  they  would  care. 

Q.  But  they  would  not  care  if  they  were  to  get  the  same 
rate?     A.  No. 

Q.  Therefore  eliminate  the  question  of  the  control  of  the 
Pennsylvania  Eoad,  under  which  they  refuse  to  give  you  more 
than  your  proportion  of  the  trafific  in  any  eveut— if  this  were 
an  entirely  independent  line,  and  by  putting  the  three  cities 
upon  an  absolute  level  you  could  give  to  the  business  the 
advantages  of  the  New  York  harbor,  which  would  concentiate 
the  whole  business  in  New  York,  you  would  then  be  com- 
pensated, would  you  not,  by  the  increase  of  the  traffic  and 
the  mileage  earnings  over  your  line  for  the  concession  of 
the  $180  per  day  to  thac  line  V  A.  Possibly,  if  that  line  stood 
by  itself;  under  certain  possible  conditions;  but  when  we 
make  that  concession  to  that  railroad,  and  establish  tliat 
principle,  we  would  have  to  make  similar  concessions  to 
other  roads,  such  as  the  Great  Western,  the  Milwaukee  &  St. 
Paul,  the  Chicago,  Burliiigton  &  Quincy. 

Q.  In  short,  you  would  break  up  your  pool  ?  A.  No  ;  we 
would  not  break  up  the  pool,  for  these  pools  have  no  relation 
to  this  question  whatever ;  it  would  occasion  an  aggregate  loss 
to  us,  which,  I  think,  t  ;e  merchants  of  New  York,  and  not  the 
railroads,  ought  to  pay  in  order  to  get  the  goods  here. 

Q.  If,  however,  you  were  compensated  for  the  concession  by 
the  increased  mileage  earnings  of  your  own  road  on  the  in- 
creased traffic,  would  you  not  thus  get  the  benefit  of  the  con- 
cession, although  you  paid  for  it ;  if  the  merchants  were  com- 
pelled to  pay  for  it  and  you  get  the  benefit  of  the  concession, 
would  not  that  be  unfair?  A.  I  do  not  think  that  we  would 
get  any  benefit  from  it ;  it  would  cost  us  just  as  much  to  han- 
dle the  new  business  as  the  old,  and  perhaps  more. 

Q.  But  you  do  not  work  so  closely  now  on  your  east  bound 
traffic,  on  present  maintained  rates,  that  the  concession  of 
$1.80  a  car  would  involve  a  loss  ?  A.  It  would  involve  a  dif- 
ference in  profit,  which  is  the  same  thing  to  a  conscientious 
officer. 

Q.  But  it   would  not  involve  a  loss  on  the  haul?     A.  Pos-- 
sibly  not. 
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Q.  And  then  you  would  probably 'make  a  profit  on  the  haul? 
A.  Perhaps  so. 

Q.  Now,  take  the  Atlantic  &  Great  Western  Railway,  what 
is  its  percentage  of  earnings  compared  with  your  own  on  the 
haul  from  Chicago  to  New  York  ?     A.  A  pro  rata  per  mile. 

Q.  What  does  it  get  absolutely  ?  A.  I  do  not  recall  what  it 
does  get. 

Q.  Do  you  settle  with  it  your  Chicago  business?     A.  Yes. 

Q.  They  carry  for  you  to  Chicago  ?  A.  In  part,  and  part 
by  the  Lake  Shore. 

Q.  Is  it  about  half  and  half?  A.  No ;  I  think  they  carry 
about  one-third  of  the  Chicago  business. 

Q.  I  mean  as  to  percentages  .''     A.  I  think  not.    " 

Q.  Taking  the  distance  from  Chicago  to  Salamanca  to  be 
half  the  distance  to  New  York  via  the  Atlantic  &  Great  Wes- 
tern, would  it  not  be  half  and  half?  A.  Deducting  the  three 
cents  to  New  York  it  would  be  one-half  of  the  remainder, 
under  the  supposition  you  make. 

Q.  Suppose  that  by  equalizing  rates  at  New  York  the 
superior  advantages  of  the  New  York  harbor  would  concen- 
trate all  the  shipping  that  comes  to  the  United  States  at  New 
York ;  how  could  the  Atlantic  &  Great  Western  influence  the 
traflSc  to  Baltimore  or  Philadelphia  ?     A.  It  could  not. 

Q.  Under  those  circumstances  they  would  have  to  follow  the 
business  ?  A.  If  no  ships  came  except  to  New  York  the 
freight  would  have  to  come  here. 

Q.  Do  you  know  what  profit  you  now  make  on  the  freight 
charge  on  fourth  class  from  Chicago  to  New  York  ;  what  per- 
centage of  profit  ?     A.  I  do  not. 

Q.  Do  you  know  whether  you  can  carry  at  15  cents  per 
hundred  from  Chicago  to  New  York,  without  incurring  loss? 
A.  I  do  not. 

Q.  You  do  not  know  what  your  minimum  rate  is  at  which 
you  can  afford  to  carry  ?     A.  I  do  not. 

Q.  Have  you  no  guess  on  that  subject?     A.  No. 

Q.  You  know  at  what  rate  you  have  carried  ?     A.  Yes. 

Q.  What  is  the  lowest  rate  at  which  you  have  ever  carried 
since  you  have  been  connected  with  the  Erie  Railway?  A. 
I  think  10  cents  per  100  pounds  from  Chicago  to  New  York. 

Q.  How  long  did  that  rate  prevail  ?  A.  Only  a  few  days^ 
until  I  could  stop  it. 
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Q.  You  could  not  have  stopped  it  if  other  railways  had  not 
stopped  it  ?     A.  Yes,  I  could,  and  did. 

Q.  You  refused  to  carry  ?    A.  Yes. 

Q.  You  had  made  up  your  mind  that  you  could  not  afiford  to 
carry  at  that  rate?     A.  Yes. 

Q.  Then,  you  know  that  there  is  some  point  at  which  you 
cannot  afford  to  carry  ?  A.  I  do  not  know ;  I  think  so,  but  I 
do, not  know. 

Q.  Will  you  tell  me,  then,  at  what  point  you  think  you  can 
afford  to  carry  and  at  what  point  you  cannot  ?  A.  I  cannot 
tell  you  ;  we  can  afford  to  .carry  atJ35  cents  per  100  pounds,  I 
think. 

Q.  And  you  could  afford  to  carry  at  $2  ?     A.  Yes ;  or  at  $5. 

Q.  You  can  afford  to  carry  at  anything  above  what  it  costs 
to  carry  ?  A.  Yes,  if  we  knew  what  it  was,  considering  the 
various  conditions  of  cost. 

Q.  What  does  it  cost  you  now  to  carry  per  ton  per  mile  • 
what  do  you  think  it  costs?  A.  It  cost  us  last  year — about 
seven-tenths  of  a  cent  per  ton  per  mile. 

Q.  And  that  is  how  much  to  Chicago  ?  A.  That  is  about  35 
cents — about  the  present  rate. 

Q.  Then  the  35  cents,  if  it  costs  this  year  as  high  as  last 
year,  yield  you  no  profit?  A.  As  far  as  the  annual  report  is 
concerned ;  yes. 

Q.  Is  the  annual  report  in  that  respect  "accurate  ?  A.  Abso- 
lutely. 

Q.  Do  you  believe  it  to  be  true  ?  A.  I  believe  it  to  be 
strictly  true. 

Q.  So  that  on  this  business  at  35  cents  per  300  pounds  from 
Chicago  to  New  York,  at  the  present  maintained  rates,  you 
can  make  no  profit  on  the  carriage  of  goods  ?  A,  I  say  that 
it  cost  us  that  last  year  on  the  average  of  all  our  business 
through  and  local  and  east  and  west ;  now  you  are  going 
into  local  and  other  considerations ;  it  resolves  itself  into 
that;  the  through  business  last  year  cost  us  two-thirds 
of  a  cent  per  ton  per  mile ;  that  was  the  average  aggre- 
gate cost  of  all  the  business  carried  by  the  Erie  Eailway  ;  just 
in  proportion  as  the  through  business  costs  less  the  local  busi- 
ness costs  more ;  just  in  proportion  as  that  is  an  accurate 
statement  upon  our  whole  business,  that  is  what  the  through 
and  local  business  both  cost ;  therefore  I  am  unable  to  do  any- 
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thing  more  than  explain  the  facts,  and  to  state  that  taking  the 
annual  average  of  our  business  for  1878,  that  was  the  average 
cost  per  ton,  per  mile,  of  the  whole  tonnage  carried  ;  what  the 
through  business  cost  less  than  that,  or  what  the  local  business 
cost  more  than  that,  I  do  not  know  ;  I  can  only  state  my  be- 
lief that  they  did  not  cost  the  same. 

Q.  At  what  rate  were  you  perfectly  willing  to  carry  ?  A. 
At  different  seasons  and  times  at  different  sums. 

Q.  What  was  the  lowest?  A.  I  do  not  think  we  ever  ought 
to  be  asked  to  carry  freight  from  Chicago  to  New  York  at  less 
than  25  cents  per  hundred  pounds  for  4th  class ;  that  is  15 
cents  per  bushel  for  grain. 

Q.  You  think  that  that  would  yield  you  a  profit  ?  A.  I  am 
of  the  general  impression  that  it  would  yield  a  small  profit, 
but  I  do  not  know  how  much. 

The  Chairman — Could  you  not  carry  wheat  and  fourth  class 
articles  from  Chicago  to  New  York  at  a  much  less  sum  than 
that,  and  still  make  a  profit  ? 

The  Witness — I  do  not  think  that  we  coukl. 

Q.  You  do  not  think  that  you  could  carry  at  20  cents  per 
hundred  and  make  a  profit?     A.  I  do  not. 

Q.  And  therefore  if  the  New  York  Central  could  afford  at 
10  cents  per  hundred  to  make  a  small  profit  upon  the  carriage 
from  Chicago  to  New  York,  they  have  to  that  extent  an  ad- 
vantage over  you  ?  A.  It  would  be  the  mere  advantage  of  their 
opinion  upon  that  subject. 

Q.  In  point  of  fact?  A  Yes  ;  it  would  be,  if  they  could  es- 
tablish that  fact. 

By  the  Chaieman  ■ 

Q.  Do  you  believe  that  they  can  ?     A.  I  do  not. 

Q.  What  is  the  lowest  sum  at  which  you  believe  they  can 
carry  at  a  profit  ?  A.  I  do  not  believe  that  they  can  carry 
much  lower  than  we  can  ;  the  cost  to  Buffalo  is  the  same. 

Q.  Then  you  think  they  cannot  carry  through  western 
freight  at  less  than  25  cents  at  a  profit?  A.  Not  and  make  a 
fair  mercantile  profit — say  upon  that  that  one-fifth  is  profit — 
and  pay  the  interest  upon  their  bonds  and  the  dividends  upon 
their  stock. 

100 


3220 

By  Mr.  Sterne  : 

Q.  Do  you  think  that  if  they  have  carried  for  a  considerable 
period  at  a  time  at  less  than  20  cents  per  hundred  and  still 
paid  dividends,  that  their  local  traffic  must  have  paid  their 
dividends  ?  A.  I  do  not  know  anything  about  their  condi- 
tions. 

Q.  Your  rates  went  down  just  in  proportion  as  the  Central 
rates  went  down  on  through  traffic?  A.  Tes ;  except  as  I 
have  declined  at  different  times  to  carry  business  at  the  rates 
at  which  they  saw  fit  to  carry  it. 

Q.  Do  you  mean  by  that  that  you  found  them  carrying  at 
rates  at  which  yon  refused  to  carry  V     A.  Yes ;  at  times. 

Q.   What  were  those  rates  ?     A.  I  cannot  tell  now. 

Q.  Were  they  less  than  10  cents  per  hundred  ?  A.  I  think 
not. 

Q.  Were  they  more  than  12  cents  per  hundred?  A.  I  can- 
not recollect ;  I  just  reniember  the  general  fact. 

Q.  Did  you  "  bid  "  for  the  business,  as  Mr.  Vanderbilt  ex- 
pressed it,  and  refuse  to  carry  it?     A-     ^'^  did  not. 

Q.  What  was  the  point  at  which  you  went  with  them  and 
carried  equally  with  them — if  not  an  equal  traffic,  at  all  events, 
as  much  as  wns  offered  to  you?  A.  At  varying  rates,  from 
12J  cents  up. 

Q.  Did  not  those  rates  prevail  for  the  whole  season — the 
low  rates,  below  20  cents  per  hundred?  A.  I  think  not ;  I  do 
not  know  of  any  season  in  which  they  have. 

Q.  Do  you  know  of  no  season  when  they  were  below  20 
cents  per  hundred  ?     A.  No. 

Q.  Do  you  know  of  no  summer  season  when  they  were  be- 
low 20  cents  per  hundred  ?     A.  Not  to  my  knowledge. 

Q.  Do  you  agree  that  in  the  present  active  competition  of 
business,  a  small  rate  per  hundred  would  divert  the  traffic 
rom  out!  point  to  another  ?  A.  I  do  not ;  I  think  at  present 
the  condition  of  the  market  would  wipe  out  larger  differences. 

Q.  By  the  present  condition  of  the  market  you  mean  the 
present  excited  condition  of  the  market  ?  A.  I  mean  the 
present  demand  for  cars  ;  people  want  them  regardless  of  the 
differences  in  rates  charged. 

Q.  That  is  not  the  normal  condition  of  the  market  ?  A.  I 
think  not. 

Q.  The  demand  for  cars,  regardless  of  rates  is  precisely  in 
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the  same  way  as  when  stock  rises  3  cents  or  4  cents  per  day, 
the  consideration  of  brokerage  is  wiped  out;  but  normally,  that 
makes  a  difference,  does  it  not  ?  A.  Ordinarily,  the  rate  has 
large  influence  upon  mercantile  transactions. 

Q.  And  it  has  large  influence  upon  determining  the  course 
of  trade  ;  if  the  Erie  Canal  were  wiped  out,  do  you  think  that, 
with  the  present  rate  of  difference  between  Pliiladelphia,  Bal- 
timore and  New  York,  New  York  commerce  could  maintain 
itself  as  against  the  two  or  three  cents  difference  per  hundred  ? 
A.  That  is  too  problematical  for  me  to  answer;  I  cannot  tell. 

Q.  You  cannot  tell  to  what  degree  the  proximity  of  New 
York  to  Liverpool  as  compared  with  Baltimore  and  Philadel- 
phia, and  the  advantages  of  its  harbor  would  inure  to  the  ben- 
efit of  New  York?  A.  No  ;  any  more  than  I  can  tell  what  the 
proximity  of  Baltimore  to  Cincinnati  would  inure  to  the  ben- 
efit of  Baltimore,  except  on  the  principle  that  I  have  stated, 
of  equalizing  rates  so  far  as  it  can  be  done. 

Q.  You  remember  a  period  of  time  when  New  York  City 
was  not  equalized  with  all  those  cities,  but  had  very  large  and 
superior  advantages  to  those  cities?     A.  In  what  respect? 

Q.  That  it  was  gradually  absorbing  the  seaboard  trade  of 
the  United  States  ?  A.  Never  since  my  connection  with  rail- 
roado. 

Q.  Do  you  not  know,  as  a  fact,  that  down  to  the  period  of 
1860,  New  York  City  was  rapidly  becoming  the  only  import 
point,  and  monopolizing  the  export  trade  ?     A.  No. 

Q.  You  do  not  know  that  ?     A.  I  do  not. 

Q.  Andfjhatthe  railways  have  changed  in  that  respect  the 
character  of  the  trade  ?  A.  They  have  changed  the  trade  ;  I 
do  not  know  what  the  conditions  were  prior  to  that  time. 

Q.  If  you  know  that  they  have  changed  the  trade  you  must, 
in  some  respect,  have  a  comparison  in  your  mind  as  to  the 
prior  conditions?  A.  I  mean  that  they  have  changed  the 
trade  in  the  later  years — since  I  knew  it — as  compared  with 
what  it  was  when  I  first  went  into  it. 

Q.  Has  it  changed  more  favorably  to  New  York?  A.  I 
think,  on  the  whole,  favorably  to  New  York. 

Q.  The  Baltimore  traffic  is  comparatively  a  new  one,  is  it 
not?     A.  Comparatively  new. 

Q.  Particularly  the  export  traffic  of  Baltimore?     A.  Yes. 

Q.  The  Chesapeake  Bay  is  not  as  favorable  a  sheet  of  water 
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for  navigation,  particularly  for  sailing  vessels,  as  the  New  York 
harbor,  is  it  ?  A.  The  whole  Chesapeake  Bay  is  not  as  favor- 
able as  the  New  York  harbor  is  ;  the  Chesapeake  Bay  is  175 
miles  long,  and  New  York  harbor  is  20. 

Q.  Normally  and  naturally,  vessels  would  seek  New  York 
harbor  under  like  conditions  ?  A.  It  depends  upon  where 
they  are  coming  from  ;  the  Brazilian  vessels  would  not  pass 
Chesapeake  Bay  and  go  to  New  York  with  coflfee. 

Q.  Would  not  the  Brazilian  sailing  vessels  prefer  New 
York  harbor,  the  longer  distance  considered?     A.  I  think  not. 

Q.  Would  they  not  prefer  the  New  York  harbor  rather  than 
beat  up  the  Chesapeake  Bay,  with  its  uncertain  shores  ?  A. 
They  beat  up  Chesapeake  Bay  under  the  protection  of  land 
against  storms,  and  on  the  ocean  they  encounter  them. 

Q.  Then  you  think  that  Brazilian  vessels  would  prefer,  un- 
der those  circumstances,  Baltimore  harbor  as  against  New 
York  with  equal  advantages  of  railroad  facilities  ?  A.  I  think 
so. 

Q.  You  have  spoken  of  a  difference  of  three  cents  per  hun- 
dred which  is  taken  off  a  rate  ;  that  three  cents  per  hundred  is 
for  lighterage,  is  it  not  ?     A.  Yes. 

Q.  Is  not  that  an  arbitrary  rate  fixed  by  the  railways  them- 
selves?    A.  Yes. 

Q.  Does  it  cost  them  three  cents  per  hundred  to  lighter  ?  A. 
Yes,  and  more. 

(^.  Does  lightering  involve  a  loss  ?  A.  What  kind  of  a 
loss? 

Q.  To  the  railways,  at  that  price  ?     A.  Yes.  . 

Q.  Have  you  an  account  which  can,  in  any  way,  indicate 
what  your  annual  loss  on  lightering  is?  A.  We  have  an  ac- 
count by  which  I  can  show  that  ii;  costs  us  an  average  of  over 
three  cents  per  hundred. 

Q.  This  lightering  is  done  to  various'points  in  the  City  ?  A- 
Yes. 

Q.  That  necessity  for  lightering. arises,  so  far  as  your  rail- 
road is  concerned,  from  the  fact  that  you  have  no  terminal 
point  in  the  City  of  New  York  ?  A.  We  have  seven  terminal 
points  in  the  City  of  New  York. 

Q.  When  you  speak  of  terminal  points  you  mean  receiving 
depots  and  discharging  depots  ?  A.  I  mean  where  we  deliver 
our  cars  precisely  as  though  tracks  ran  there. 
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Q.  Where  are  they?  A.  At  Chambers  street,  at  Twenty- 
third  street,  North  river,  at  Pier  8,  East  river,  at  Williams- 
burgh,  at  Palmer's  Docks. 

Q.  Do  you  call  that  lighterage  when  you  fetch  laden  cars 
across  the  river  ?     A.  No. 

Q.  When  you  bring  such  a  car  to  your  terminal  point,  as 
you  call  it — to  Chambers  street — do  you  charge  the  three 
cents  for  lighterage  ?     A.  No. 

Q.  Do  you  deliver  the  goods  which  come  from  that  car  free 
of  lighterage  ?     A.  Free  of  lighterage. 

Q.  Do  you  not  charge  the  three  cents  per  hundred  to  the 
New  York  merchants  ?     A.  Not  at  all. 

Q.  Tou  get  the  three  cents  ?  A.  We  get  the  three  cents ; 
vi'e  get  the  same  ratf. 

Q.  And  you  save  the  lighterage  ?  A.  We  pay  the  lighter- 
age ;  I  mean  that  we  do  not  charge  our  western  connections 
anything  for  that  service. 

Q.  When  do  you  charge,  and  when  do  you  not  charge,  your 
western  connections  the  three  cents  per  hundred  ?  A.  I  would 
like  to  state  that,  as  it  lays  the  foundation  for  statements  as  to 
our  terminal  facilities. 

The  Chaieman — Perhaps  you  had  better  defer  that  until 
that  subject  is  taken  up. 

The  Witness — I  think  that  I  had  better  state  it  here  ;  the 
Erie  Bailway  Company  has  stations  at  Oak  Cliff,  at  Weehawken, 
at  Long  Dock,  at  Harsimus  Cove,  at  Twenty-third  street, 
at  Chambers  street,  at  Pier  8,  East  river,  at  Palmer's  Dock, 
Williamsburgh,  Brooklyn ;  it  undertakes  to  deliver  at  any  and 
all  of  these  points  at  the  rate  current  to  or  from  New  York  ; 
but  when  the  western  railroad  companies  write  across  the 
faces  of  their  bills  of  lading :  "  Deliver  as  consignee  may  di- 
rect," which  is  the  usual  form,  that  property  comes  to  Jersey 
City,  and  we  require  that  whenever  a  way  bill  comes  to  us 
made  like  that  there  shall  be  deducted  from  the  through 
price  three  cents  per  hundred  pounds  ;  it  is  only  upon  these 
irregular  deliveries  that  we  require  the  western  companies  to 
pro  rate  this  three  cents  per  hundred  pounds. 

Q.  But  you  do  more  than  pro  rate,  you  make  an  absolute 
reduction  from  their  rate  ?  A.  No,  we  pro  rate  it ;  they  pay 
tbeir  portion  of  it,  and  we  pay  our  portion  of  it. 

Q.  What  proportion  of  your  traffic  is  carried  as  consignees 
may  direct,  and  what  proportion  is  carried  free  from  such  direc- 
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tion?  A.  I  call  attention  to  the  annual  report  of  the  company 
for  the  year  ending,  Sept.  30, 1878,  which  says,  that  the  increase 
in  the  item  of  conducting  the  transportation  is  wholly  due  to 
the  increase  of  tonnage  handled  at  the  New  York  station,  and 
the  additional  number  of  places  to  which  deliveries  are  made 
about  the  harbor,  the  aggregate  of  freight  delivered  to  ships 
and  stores  is  60  per  cent,  greater  than  last  year  ;  the  increase 
in  1878  being  over  60  per  cent.,  I  now  estimate  that  of  our 
whole  business  more  than  80  per  cent  is  made  on  these  special 
deliveries. 

Q.  On  which  you  pro  rate  with  the  western  roads?  A.  We 
pay  our  part  of  this  3  cents  and  they  pay  theirs. 

Q.  From  Chicago,  that  would  be  how  much  ?  A.  From 
Chicago  it  is  45.22  per  cent,  paid  by  us,  and  54.78  paid  by  the 
western  companies. 

Q.  The  3  cents  per  hundred  is  inevitably  added  to  the  rate 
to  the  New  York  consignees  ?     A.  Never. 

Q.  Have  I  misunderstood  you  then  when  you  stated  that  the 
3  cents  per  hundred  being  for  lighterage  service,  ought  to  be 
deducted  from  the  New  York  rate  so  as  to  make  a  net  rate, 
which  if  deducted,  would  make  the  net  rate  to  Philadelphia,  to 
Baltimore,  to  New  York  alike  ?  A.  I  say  that  we  perform  a 
service  for  the  New  York  consignee  which  otherwise  he  would 
have  to  pay  for  ;  but  we  do  it  out  of  the  rate  without  first  add- 
ing that  amount  to  the  price. 

Q.  But  you  add  it  in  the  rate  ?  A.  We  do  not  add  it  in  the 
rate. 

Q.  Is  not  the  rate  made  with  some  reference  to  that?  A. 
None  whatever;  the  rate  is  made  from  Chicago  to  Chambers 
street,  and  then  as  a  gratuity,  we  deliver  outside  freights,  as 
I  have  stated  free. 

Q.  The  man  who  takes  it  at  Chambers  street,  however,  gets 
no  gratuity  service?  A.  He  gets  the  service  from  Jersey  City 
to  New  York  by  lighter. 

Q.  That  is  no  greater  service  than  was  performed  by  light- 
ering across  at  Havre  de  Grace  before  the  bridge  was  built  by 
the  Baltimore  &  Ohio  Eailroad?  A.  The  service  costs  about 
five  times  as  much. 

Q.  You  regard  New  York  as  your  terminus  and  not  Jersey 
City  ?     A.  We  do  for  that  business. 

Q.  You  do  for  all  your  business,  do  you  not  ?     A  Yes. 
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Q.  And  therefore  you  regard  it  necessary  to  deliver  at  New 
Tork  ?      A.  We  undertake  to  deliver  at  New  York,  and  do  so. 

Q.  Why  should  you  make  a  special  arbitrary  charge  be- 
cause you  are  required  to  deliver  in  New  York  if  New  York  is 
your  natural  terminus  ?     A.  We  do  not  make  such  charge. 

Q.  Do  you  not  consider  that  the  service  costing  you  3  cents 
per  100  pounds  to  render  ought  to  be  added  to  yoiir  rate  ?  A. 
Not  for  delivery  to  our  regular  stations ;  but  for  delivery  at 
any  other  point,  a  service  for  which  the  consignee  would  have 
to  pay  3  cents  per  100  pounds  ;/rom  our  regular  stations,  if  we 
limited  our  deliveries  to  our  regular  stations,  as  they  do  at 
other  cities,  we  consider  that  we  save  that  much  to  him,  and 
we  have  therefore  a  perfect  right  to  take  it  into  consideration. 

Q.  Is  there  not  advantage  in  the  New  York  Harbor  arising 
from  the  fact  that  it  is  a  salt  water  harbor  as  compared  with 
the  fresh  water  harbors  of  Baltimore  and  Philadelphia  ?  A. 
They  are  both  salt  water  harbors. 

Q.  But  not  to  the  same  extent  ?  A.  Not  so  salt — probably 
only  brackish. 

Q.  Is  there  not  a  difference  in  the  carrying  capacity  of  the 
vessels  that  load  in  New  York,  as  compared  with  those  that 
load  in  Philadelphia  and  Baltimore  ?     A.  I  think  not. 

Q.  Your  attention  has  never  been  directed  to  that  subject  ? 
A.  Only  generally  ;  the  New  York  steamers  of  the  North  Ger- 
man Lloyd  run  alternately  to  Baltimore  at  times. 

Q.  Have  you  not  found  that  they  concede  a  difference  to 
New  York  in  that  respect  ?     A.  I  have  not. 

Q.  Would  you  be  surprised  to  know  that  that  was  so  ?  A. 
No  ;  I  would  not  be  surprised ;  steamers  do  a  great  many  sur- 
prising things. 

Q.  What  economy,  think  you,  will  there  be  by  the  erection 
of  your  elevator  ?     A.  None  whatever. 

Q.  Why,  then,  do  you  erect  it  ?  'A.  For  the  benefit  of  the 
merchants. 

Q.  Then  you  expect  that  they  will  derive  some  benefit  there- 
from ?  A.  Yes ;  I  should  perhaps  modify  that  answer  a  little  ; 
I  think  that  we  will  get  a  quicker  return  of  our  cars,  and  so 
make  the  present  equipment  do  a  larger  business  ;  the  grain 
will  have  to  pass  through  the  elevator  and  then  go  into  a 
lighter,  and  then  be  sent  to  those  foreign  steamships  that  de- 
cline to  leave  their  docks,  and  we  will  therefore  have  an  in- 
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crease  of  the  expenses  of  the  elevator  upon  that  business  ;  to 
the  extent  that  vessels  will  go  to  the  elevator  and  take  freight 
away  we  will  save,  but  the  cost  of  working  the  elevator  in  my 
judgment  will  be  just  about  the  cost  of  the  lighterage  per 
bushel. 

Adjourned  to  October  23,  1879,  at  ten  A.  M. 


New  York,  October  23,  1879. 
The  Committee  met  pursuant  to  adjournment. 
Present :  Messrs.  Hepbuen,  Noyes  and  Wadswoeth. 
George  R.  Blanchard's  examination  resumed  : 

By  Mr.  Shipman  : 

Q.  Is  there  anything  on  the  last  point  that  you  were  on — 
this  through  freight  business — that  you  care  to  say  anything 
more  on  ?  A.  I  stated  in  regard  to  that,  I  believe,  fully  yes- 
terday. 

Q.  Now,  I  want  to  call  your  attention  to  this  question  of 
terminal  facilities  ;  I  want  you  should  give  all  tlae  facts  within 
your  knowledge,  as  to  these  terminal  facilities,  that  you  have  not 
already  given,  that  are  relatively  afforded  to  the  different  sea- 
board cities  by  these  trunk  lines  of  railways,  and  their  influ- 
er  ce,  as  far  as  you  can  state  them,  and  any  facts — statistics — 
that  you  have  on  this  question  of  rates,  because  that  is  a  very 
important  subject  ? 

By  the  Chaieman  : 

Q.  Have  you  got  that  in  a  tabulated  form,  so  that  you  can 
give  it  to  the  Committee  ?  A.  Zes  ;  in  part ;  I  would  like  to 
show  the  Committee,  as  a  starting  point  on  this  question,  a  relief 
map  of  the  city  and  harbor  of  New  York ;  the  Erie  Railway 
comes  in  by  this  line  Jiere  (the  witness  explains  the  map  to  the 
Committee) ;  the  Erie  Railway  Company  ships  freight  from  its 
western  connection  first,  for  Jersey  City ;  secondly,  Twenty- 
third  street,  North  river,  for  Chambers  street,,  located  about 
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Tiere  (indicating  on  the  map),  for  Pier  Eight,  East  river,  located 
about  here  (indicating) ;  and  Williamsburgh  station,  located 
about  here  (indicating). 

Q.  You  receive  and  deliver  ?  A.  We  receive  and  deliver '. 
we  have  a  station  at  Oak  Cliff,  established  for  the  National 
Stock  Yard  Company,  where  we  will  deliver  anything  so  con- 
signed ;  we  have  a  station  at  Weehawken,  which  is  the  oil 
depot,  at  which  we  deliver  also  coal  to  the  Pennsylvania  and 
Delaware  Canal  Companies,  and  such  miscellaneous  freight 
as  may  be  ordered  there ;  we  then  have  a  station  at  Long 
Dock,  at  which  we  will  deliver,  and  we  will  deliver  into  the 
stock  yards  of  the  Pennsylvania  Railway  Company — making 
on  the  vvest  bank  of  the  Hudson  river  four  distinct  points  of 
■delivery ;  we  have  on  the  North  river  side  of  New  York  two 
stations,  making  six ;  we  have  this  here  (indicating),  which  is 
seven — Pier  Eight,  East  river ;  we  have  at  Palmer's  Dock,  a 
station,  which  is  the  eighth,  and  for  the  milk  business  near 
the  Navy  Yard,  we  have  another  distinct  station,  which 
enters  into  our  terminal  expenses,  making  nine  dis- 
tinct stations  that  the  company  has  in  New  York.  Now,  I 
desire  to  show  that,  commencing  at  this  point,  we  will  under- 
take upon  the  orders  of  the  consignees  to  make  deliveries,  and 
have  made  them  as  far  down  as  the  Staten  Island  docks ;  we 
have  delivered  around  in  Erie  Basin  ;  we  have  at  certain  times 
made  deliveries  as  far  as  Bayonne ;  we  have  delivered 
freight  up  both  rivers  to  One  Hundredth  street ;  we  have  an 
arrangement  with  the  Produce  Exchange  for  delivering  flour 
at  Blackwell's  Island  for  the  establishments  at  that  point,  and 
all  that  without  extra  charge. 

By  Mr.  Shipman  : 

Q.  How  about  the  Atlantic  Docks  ?  A.  We  deliver  at  the 
Atlantic  Docks,  and  at  the  Erie  Basin,  and  the  whole  front  of 
Brookl3'n  whenever  and  wherever  wanted,  and  I  have  a  list  of 
the  points  to  and  from  which  we  took  freight  last  year  ;  I  de- 
sire to  state,  as  showing  the  enormous  amount  of  this  cost, 
that  on  the  day  that  I  first  went  to  Brooklyn  to  look  up  the 
desirability  of  this  point  for  milk,  there  was  a  barge  up  this 
creek  in  Brooklyn  (indicating),  and  there  were  three  car 
loads  of  cooperage  stuff  that  was  there,  and  that  had  been 
there  the  ninth  day,  the  consignees  not  having  unloaded  it 
101 
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during  all  that  time.  This  system  of  deliveries  around 
the  harbor  has,  of  course,  required  an  extremely  large  plant 
to  do  it ;  it  requires  a  very  expensive  equipment  in  barges  and 
tugs,  and  as  I  will  show  an  extremely  large  outlay  for  the  pur- 
pose of  carrying  it  on.  Now,  before  going  into  the  question 
of  the  expense  here,  and  the  relation  of  this  expense  to  other 
cities,  I  desire  to  say  that  at  Baltimore,  the  Baltimore  &,  Ohio 
Railroad  has  its  marine  terminus  at  Locust  Point,  which  is 
an  arm  of  the  Chesapeake  &  Ohio  Railroad,  opposite  the  City 
proper  ;  I  have  here  a  map  ot  the  City  of  Baltimore  that  will 
show  you  the  relative  location ;  (witness  exhibits  the  map  to  the 
Committee  and  explains  the  various  locations );  now,  when 
I  went  to  the  Baltimore  &  Ohio  Railroad,  there  was  lopated 
at  Locust  Point,  one  old  warehouse  that  was  about  ready 
to  tumble  down  ;  the  company  were  engaged  in  constant  im- 
provements of  a  temporary  character  in  order  to  keep  it  stand- 
ing at  all,  and  all  the  business  of  the  company  was  continually 
delayed  at  that  point  by  the  insufficient  character  of  these  fa- 
cilities ;  I  became  connected  with  the  Baltimore  &  Ohio 
Railroad  the  year  following  the  close  of  the  war  ;  this  old 
warehouse  at  Locust  Point  of  which  I  speak,  was  a  two-story 
building,  and  the  track  ran  into  the  upper  story,  and  after  a 
large  circuit  through  private  properties,  finally  reached  a 
small  space  in  the  building  ;  that  was  the  entire  termini  1  fa- 
cilities of  the  Baltimore  &  Ohio  Railroad  with  reference  to 
coastwise  business. 

Q.  Down  to  how  late  a  period  ?  A.  Down  to  the  point 
named  in  Mr.  liarrett's  report,  or  rather  where  he  stated  they 
had  acquired  ground  for  terminal  facilities,  I  think,  in  1869 ; 
therefore,  the  carriage  of  freight  to  any  extent  through  Balti- 
more for  export  was  prevented ;  the  only  means  that  the 
citizens  of  Baltimore  or  the  Baltimore  &  Ohio  Railroad  had 
for  overcoming  this  difficulty  were,  that  the  City  of  Baltimore, 
at  about  the  same  time  that  it  subscribed  so  largely  to  the 
stock  of  the  Baltimore  &  Ohio  Railroad  Company,  granted  to 
that  enterprise,  which  was  the  first  one  of  the  trunk  lines 
chartered — it  may  not  be  known  to  the  Chairman  that  Charles 
Carroll  of  Carrollton,  the  last  surviving  signer  of  the  Declarp- 
tion  of  Independence,  laid  the  corner  stone  of  the  Baltimore 
&  Ohio  Railroad,  at  what  is  called  Mount  Clair  Junction,  about 
four  or  five  miles  from  the  present  Camden  station,  on  the  4th 
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of  Jxi\y,  1826  ;  and  I  may  say,  in  passing,  as  a  fact  of  general 
interest,  that  George  Peabody  and  Roger  B.  Taney  and 
Charles  Carroll  of  Carrollton  were  a  trio  who  had  largely  to 
do  with  pushing  the  Baltimore  &  Ohio  Eailroad  in  the  west. 
At  that  time  and  in  the  beginning  the  City  of  Baltimore  stimu- 
lated the  enterprise  in  eTery  way,  and  gave  it  almost  uninter- 
rupted access  to  all  its  streets  wherever  it  desired  to  lay 
tracks.  The  result  was,  that  as  time  went  on  spurs  were  added 
from  the  main  street  track,  which  the  members  of  the  Committee 
have  probably  passed  over,  between  the  President  street  station 
of  the  Philadelphia,  Wilmington  &  Baltimore  Road  and  Cam- 
den or  Mount  Clair  station,  in  the  City  of  Baltimore ;  these  spur 
tracks  enabled  parties  who  dealt  in  grain  to  get  cars  delivered 
direct  to  their  several  warehouses,  in  payment  of  which  these 
merchants  paid  from  $2  to  $5  per  car.  The  Baltimore  &  Ohio 
Railroad  delivered  these  cars  at  those  points  by  horses  through 
the  streets,  and  the  rates  that  the  Baltimore  &  Ohio  Com- 
pany thereby  received  were  then  and  are  now  on  all  that 
business  the  rates  to  Baltimore,  plus  the  charges  they  receive 
for  carrying  the  cars  through  the  streets.  I  always  esti- 
mated while  I  have  been  with  the  Baltimore  &  Ohio  Company, 
and  do  now,  that  in  saving  the  unloading  themselves  at 
their  stations  the  Baltimore  &  Ohio  Company  reaps  a 
clear  profit  of  nearly  the  entire  amount  charged  through  the 
streets  of  Baltimore  for  the  delivery  of  this  freight  at  those 
warehouses,  as  they  save  of  course  unloading,  and  the  con- 
signee has  to  unload  all  these  cars.  That  forms  a  very  large 
item  in  the  business  of  the  City  of  Baltimore  locally ;  so  that, 
therefore,  while  the  Erie  Company  for  example,  on  that  busi- 
ness must  deliver  its  freigtit  at  Chambers  street,  and  incur  an 
expense  from  Jersey  City,  the  Baltimore  &  Ohio  Eailroad 
Company  takes  its  freight  down  to  the  point  oi  delivery  and 
receives  a  charge  for  it  on  the  business  delivered  to  the  city 
merchants.  Now,  as  the  business  of  Baltimore  increased  from 
time  to  time,  they  had  stock  yards  up  near  Mount  Clair ; 
a  party  of  New  York  gentlemen  went  to  Baltimore  and  started 
the  first  oil  yards  in  connection  with  the  Baltimore  &  Ohio 
Road  on  the  opposite  pide  of  Locust  Point ;  they  then  took  oil 
and  delivered  it  to  Canton  at  certain  oil  refineries  located  at 
that  point.  They  commenced  in  about  1869  the  very  large  im- 
provements of  their  terminal  facilities  ;  prior  to  that  time,  as  I 
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say,  they  could  not  deliver  export  freights  at  Locust  Point,  and 
the  business  had  to  be  delivered  in  the  manner  of  which  I 
have  spoken  through  these  private  warehouses,  through  these 
streets,  and  the  grain  actually  through  a  half  bushel  measure, 
and  then  a  large  part  of  it  had  to  be  put  in  bags  and  delivered 
by  lighters  down  to  a  considerable  number  of  vessels  in  the 
harbor,  for  only  the  smaller  class  of  coasting  vessels  could  get 
into  the  slips  adjoining  the  private  warehouses.  Now,  under 
those  circumstances  it  is  not  to  be  supposed  that  the  business 
of  the  City  of  Baltimore  up  to  this  time  was  of  any  considerable 
moment ;  indeed,  it  is  within  my  knowledge  while  I  was  con- 
nected with  the  Baltimore  &  Ohio  Eoad,  that  in  consequence 
of  those  difficulties  grain  passed  directly  through  Baltimore  on 
its  way  to  Philadelphia  and  New  York,  both  to  take  the  advan- 
tage of  the  terminal  facilities  at  those  cities,  and  the  ability  of 
the  steamer  or  sailing  vessel  to  come  to  the  dock  whence  it 
might  be  shipped.  Almost  simultaneously  with  its  leases  to 
which  I  have  before  referred,  the  Pennsylvania  Railroad  made 
the  most  extended  improvements, 

Q.  Before  you  go  to  that,  when  did  Locust  Point  come  into 
possession  of  the  Baltimore  &  Ohio  Bond  ?  A.  The  Baltimore 
&  Ohio  Road  owned  a  small  amount  of  ground  at  Locust  Point 
for  a  good  many  years,  that  being  where  the  coal  docks  for  Cum- 
berland coal  were  located  ;  they  only  began  the  large  additions 
to  that  property  in  1868  or  1869,  and  have  gradually  acquired 
all  the  property  there,  until  Mr.  Garrett  now  states  in  some  of 
his  annual  reports  that  he  controls  all  the  property  down  to 
the  line  owned  by  the  United  States  Government  within  which 
Fort  McHenry  is  situated. 

Q.  Can  you  state  the  depth  of  water  at  the  docks  there  ? 
A.  The  Baltimore  &  Ohio  has  a  depth  of  water  at  its  ocean 
steam  docks  of  about  22  to  23  feet,  which  is  supplemented  by 
the  improvements  in  the  harbor  of  Baltimore,  called  the 
Craighill  Channel,  which  has  been  improved  during  the  past 
few  years,  under  the  direction  of  Major  W.  P.  Craighill,  of  the 
United  States  corps  of  engineers,  and  who  is  in  charge  of  the 
improvements  of  the  harbors  of  the  wliole  southern  coast,  I 
think,  south  of  Philadelphia. 

By  the  Chairman  : 

Q.  The  Pennsylvania  Railroad  has  equal  facilities  ?     A.I 
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tvas  about  to  say  about  this  time  the  Pennsylvania  Eailroad 
acquired,  by  lease,  all  these  various  railroads;  for  a  time  the 
relations  of  the  Northern  Central  Eailroad,  from  Harrisburg 
or  Williamsport  to  Baltimore,  and  the  Pennsylvania  Railroad 
were  undetermined,  but  the  effect  of  these  large  leases  was  to 
induce  the  Northern  Central,  in  order  to  get  a  share  of  this 
business  to  Baltimore,  to  concede  some  points  in  these  leases, 
and  finally  the  Northern  Central  road  passed  under  the  entire 
control  of  the  Pennsylvania  Railroad,  Mr.  Cassatt  now  being 
the  first  vice-president  of  the  Northern  Central  as  well  as  the 
third  vice-president  of  the  Pennsylvania  Railroad.  They  there- 
fore commenced  immediately  upon  their  acquirement  of  those 
facilities  the  improvements  at  Canton,  opposite  Locust  Point, 
Baltimore,  and  have  erected  at  that  point  a  number  of  entirely 
new  elevators  and  other  facilities.  The  first  elevator  con- 
structed upon  tide  water  by  any  railroad  company,  or 
under  its  auspices,  was  the  "Washington  street  elevRtor 
of  the  Pennsylvania  Railroad  at  Philadelphia  they  went 
through  Washington  street  down  to  that  point ;  it  was 
built,  however,  of  brick  and  iron,  and  so  many  fears  were 
entertained  of  the  sweating  of  the  grain  by  these  iron  bins, 
that  they  could  not  induce  the  merchants  to  use  it,  and  finally, 
in  order  to  do  so,  made  an  extremely  favorable  lease  with  some 
merchants  of  Philadelphia  for  the  purpose  of  getting  them  to 
begin  it.  The  business  increased  so  rapidly  that  they  acquired 
a  large  amount  of  property  at  Girard  and  Greenwich  Points  at 
Philadelphia,  and  built  a  branch  railroad  especially  for  it  with 
an  entirely  new  bridge  across  the  Schuylkill  river  to  Girard  and 
Greenwich  Points.  In  addition  to  that,  the  City  of  Philadelphia, 
which  had  always  encouraged  the  Pennsylvania  Road  in  the 
use  of  its  streets  as  against  the  City  of  Baltimore,  the  jealousy 
ot  the  two  cities  operating  to  the  advantage  of  both  companies, 
had  built  its  tracks  down  Market  street,  which  was  the  widest 
and  best  street  in  Philadelphia,  with  tracks  diverging  from  the 
main  tracks  into  a  large  number  of  warehouses  in  PhiLidelphia; 
they  also  saved  the  unloading  of  that  property  at  Phila- 
delphia freight  depots  to  the  extent  it  is  consigned  to  people 
on  these  spurs.  These  tracks  continued  on  down  until  they 
had  a  connection  with  the  Delaware  river  independent  of 
that  at  Washington  street.  These  were  the  gradual  growths 
of  the  terminal  facilities  at  those  cities,  while  the  facilities  of 


the  City  of  New  York,  which  were  originally  in  excess  at  thesd 
earlier  periods  of  the  Baltimore  anil  Philadelphia  facilities, 
were  not  as  rapidly  improved,  because  of  the  conformation  of 
the  harbor  of  New  York,  the  enormous  expense  attending 
property,  the  relations  of  real  estate  here  in  tiiese  thickly 
populated  sections  as  compared  with  the  localities  to  whicli 
these  railroads  went 

By  Mr.  Shipman  : 

Q.  In  Baltimore?  A.  In  Baltimore  and  Philadelphia— and 
made  the  growth  of  the  terminal  facilities  at  New  York  much 
slower  and  very  much  more  expensive. 

Q.  In  some  respects  it  was  impossible,  owing  to  the  tongue 
of  land  on  which  New  York  is  situated,  a  river  on  each  side,  to 
get  those  facilities  ?  A.  I  was  about  to  say,  that  the  New 
York  Central  before  they  could  acquire  property  to  com- 
pare with  the  terminal  facilities  at  Baltimore  and  Philadelphia 
in  point  of  natural  extent,  would  have  to  go  a  long  distance  up 
the  Hudson  river,  on  the  city  side ;  the  Erie  railroad  would 
have  to  go  a  long  distance  up  the  Hudson  river,  on  the  Jersey 
shore,  and  there  we  were  limited  by  the  width  of  the  available 
ground  between  the  hills  and  the  river,  while  at  Baltimore 
and  Philadelphia  it  was  all  spread  out  flat  and  simply  needed 
an  expenditure  of  a  relatively  small  amount  of  money  to 
improve  it.  These  improvements  were  made  at  Baltimore 
and  Philadelphia  by  the  erection  of  their  elevators,  but 
the  canal  deliveries  at  the  City  of  New  York,  to  which 
I  referred  yesterday,  required  that  we  should  continue 
to  make  deliveries  by  boats  about  the  harbor  of  New" 
York,  and  in  the  discussions  which  ensued  with  the 
Produce  Exchange  upon  the  grading  of  grain  in  1874,  a  large 
part  of  the  committee  on  grain  believed  that  the  location  of 
elevators  in  the  harbor  of  New  York  would  never  be  suc- 
cessful'at  the  terminus  of  the  railroads,  for  the  reasons  that 
they  must  continue  to  have  what  were  called  "  canal  deliver, 
ies  ; "  that  the  necessity  for  delivering  by  canal  boat  to  the 
steamers  would  continue  for  the  reason  stated  yesterdav.  They 
also  argued  that  a  canal  boat  holding  8,000  bushels  on  an  aver- 
age was  about  equivalent  to  a  bin  in  an  elevator  holding  about 
8,000  bushels,  with  the  additional  advantage  over  an  elevator 
that  the  floating  bin  could  be  moved  around  the  harbor,  and  that 
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■while  the  elevators  were  fixed  and  the  grain  had  to  be  there, 
it  "was  all  there,  and  the  vessels  would  have  to  go  for  it,  that 
they  preferred — a  large  number  of  them — to  have  these  mova- 
ble bins  sent  to  any  vessel  which  they  might  designate, 
where  they  could  mix  the  grades  of  grain,  and  where  they 
could  put  in  grain  which  had  arrived  by  canal  with  that 
which  had  arrived  by  rail,  while  at  Locust  Point  every 
bushel  of  grain  arriving  at  that  point  comes  by  the 
Baltimore  &  Ohio  Railroad;  at  Canton  every  bushel  of 
grain  comes  by  the  Pennsylvania-Road  ;  at  Philadelphia  every 
bushel  of  grain  comes  by  the  Pennsylvania  Railroad,  while  at 
New  York  grain  is  arriving  hereby  the  way  of  the  Baltimore  & 
Ohio,  the  Pennsylvania,  the  Central,  the  Erie,  the  canal  and 
coastwise  vessels,  and  they  desire  here  at  New  York,  in  the 
absence  of  their  system  of  grading,  to  mix  their  grain,  forming 
an  aggregate,  which  they  sell  in  Liverpool  of  a  quality  decided 
by  the  sample  or  grade  upon  which  it  was  sold,  after  being,  in 
some  instances — not  always — so  mixed.  In  this  I  have  simply 
recapitulated  as  the  arguments  used  by  a  portion  of  the  grain 
committee  even  at  that  time,  that  elevators  at  the  termini  of 
the  railroads  would  not  be  required,  except  as  storage  ele- 
vators, and  to  show  that  they  were  simply  storage  elevators, 
most  of  the  successful  elevators  in  Brooklyn  were  simply 
warehouses  that  had  been  built,  and  the  grain  was  dumped 
upon  the  floor  without  the  use  of  the  modern  appliances  of 
bins,  and  put  in  that  shape  for  drying.  Now,  I  have  here  a 
statement  showing  the  freight  stations  of  the  trunk  lines  in  the 
City  of  New  York,  the  company  controlling  them,  their  loca- 
tion, the  kind  of  facilities,  and  the  amount  of  ground  stated  in 
land  acres. 

By  the  Chaibman  : 

Q.  Aggregate   or   separately?     A.  Each   stated   separately 
and  then  in  the  aggregate. 

The  witness  then  read  the  following  statement : 
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The  Pennsylvania  Railroad,  I  should  say,  at  the  time  of  the 
lease  of  the  Camden  &  Amboy  system  of  railroads,  made  that 
lease  largely  upon  the  ground  tbat  they  required  additional 
terminal  facilities  in  the  City  of  New  York,  and  that  the 
Camden  &  Amboy  Railroad  and  their  system  of  New  Jer- 
sey roads  could  not  improve  them,  for  the  reason  that  this 
property  at  Harsimns  Cove  was  owned  or  controlled  by  the 
New  York  &  New  Jersey  Railroad  Company,  which  practically 
ran  only  from  here  to  New  Brunswick,  and  that  twenty-five 
miles  of  that  railroad  could  not  afford  to  take  into  account 
the  improvement  of  Harsimns  Cove,  which  was  an  aggregate 
of  eighty  acres  or  thereabouts. 

By  the  Chairman  : 

Q.  At  what  time  did  the  Pennsylvania  Railroad  run  in  here 
as  a  carrier  of  grain ;  as  early  as  you  ?  A.  Yes,  earlier 
than  we  did. 

Q.  Earlier  than  the  Erie? 

Mr.  Shipman — No. 

The  Witness — No,  I  think  not ;  I  think  about  the  same 
time  ;  they  did  not  deliver  much  here  for  the  reason,  as  stated, 
that  during  the  war  they  were  engaged  so  largely  in  transpor- 
tation to  the  seat  of  war  that  they  did  not  come  here  with 
much  grain,  but  they  had  the  facilities  to  come  here  just 
as  we  had.  The  lease  was  made  and  the  conditions  of  the 
lease  by  the  Pennsylvania  Railroad  of  the  New  Jersey  system 
of  lines,  distinctly  specified,  as  I  remember,  an  amount  of 
money  which  should  be  expended  in  the  improvement  of 
these  terminal  facilities,  and  the  Pennsylvania  Railroad  went 
to  work  immediately  to  do  it,  and  they  now  have,  as  it  appears 
here,  a  total  of  94  acres  at  Jersey  City,  improved  and  unim- 
proved, against  50  acres  controlled  by  the  New  York  Central 
Railroad  at  all  their  city  and  terminal  stations  that  they  have 
been  able  to  secure. 

By  Mr.  Shipman  : 

Q.  And  obtained  at  very  much  less  expense  ?  A.  Obtained 
it  simply  by  lease,  without  the  necessitjr  of  an  outright  pur- 
chase. The  Erie  Railway  Company  has  improved  here  at  Har- 
simns Cove — now  being  improved  by  the  system  of  elevators 
and   terminal   docks,  which   we  would  be  extremely  glad  to 
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have  tlie  Committee  see — 16^  acres  ;  there  is  not  improved 
^tVV  acres,  being  25^^^  acres.  At  first,  Harsimus  Cove  was 
controlled  on  the  North  side  by  the  Long  Dock  Company,  and 
from  its  line  Southj  beginning  with  the  present  stock  yard 
of  the  Pennsylvania  Railroad  Company,  that  was  all  leased 
to  the  Pennsylvania  Railroad  in  their,  lease  of  the  New  Jersey 
system  of  railroads  ;  I  have  similar  information  here  as  to  the 
Boston  line. 

The  following  is_the  statement  as  to  the  Boston  line  : 

Boston  and  Albany  Eaileoad. 

1st.     Passenger : 

Between  Howard  and  Beach  streets  ....     2~^t^-^  acres 

2d.     Freight,  Local : 

Between  Kneeland  st.  and  Harrison  ave .   Io-iVt     " 
"        Harrison  ave.  and  Berkeley  st., 
including  Grain  Elevator,  storage  ca- 
pacity 500,000  bush,  for  local  business 

and  milk  station 7-r%V     " 

Between  Berkeley  and  Dartmouth  sts., 

sidings,  &c l-jS^V     " 

Between  Dartmouth  st.  and  Chester  Park 
(Back  Bay  track),   lumber   and    hay 

sheds,  scales,  &c.,  &c 38^*^^^     " 

3d.     Brighton  Stock  Yards  (local) ag-rVV     " 


Total  local  freight .   92-/^ 


u\ 


4:th.    Freight  (foreign)  : 

East  Boston,  Grand  Junction  E.  R.,  con- 
taining grain  elevator,  storage  capacity 

1,000,000  bush 23x^ 

Cunard  Wharf,  (same  rail  connections  as 
last  above)  pier  with  room  for  three 
large  steamships 5-]^^^ 

Total  foreign  freight 28-^^^, 

All  of  above  improved  and  in  use. 
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Old  Colony  Eaileoad. 

Ist.     Freight,  Local : 

In  Boston i-^-^  acres, 

In  South  Boston 4x^^V     " 


Total  local  . . . , 8^%\     " 

This  road  has  no  foreign  freight  facilities  here — save  by  its 
connection  with  Marginal  Railroad. 

Boston  &  PEOYiriENCE  Eailkoad. 

Freight,  Local : 

Between  Columbus  ave.  and  Berkeley  st.  5iVtj-  acres. 

Berkeley  st.  and  Albany  R.  R..  StVtt     " 

"         Dartmouth  and  Yarmouth  sts . .  O-fW     " 


Total  local llifiirV     " 

The  export  trade  or  freight  is  handled  at  Providence,  R.  I. 

Boston  &  Maine  Railboad. 

Freight,  Local  : 

In  Boston,  including  Charlestown  and 
sidings   on    piling  in   Charles    river, 

improved 37        acres. 

On  Mystic  river — not  improved,  but 
may  be  developed  for  foreign  ship- 
ments  . , .  40  " 

New  Yoek  &  New  England  Raileoad. 

Freight,  Local : 

Boston,  foot  of  Summer  St.,  improved. . .     6        acres. 
"  "  "  "  not  improved     1 

South  Boston,  owned  and  improved  on 

First  street 4  " 

Freight,  Foreign  : 

South  Boston,  leased  and  improved,  con- 
taining stone  dock,  900  ft.  by  200  ft., 
with  28  ft.  of  water,  available  for  and 
used  for  foreign  shipments 25  " 
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Owned   and  not  iiiifuoveil — can  be  de- 
veloped for  foreign  shipments 50   acres 

Hyde  Park  (8  miles  out  of  town),  stop 

back  freight  and  cattle  yards 42 

Totals,  Local  freight — improved 10 

not    "         1 

"       Foreign  "                  "         25 

not    "         50 

"      Hyde  Park  Yards 42 


Grand  total 128 

South  Boston  Flats,  owned  by  the  Commonwealth,  not  im- 
proved, adjoining  South  Boston  property  of  the  N.  Y.  &  N.  E. 
K  E.     Area  about  700  acres. 

FiTCHBUEG    EaILEOAD. 

1st.     Passenger : 

Station  house  and  yards 4y'^  acres. 

2d.     Freight : 

Prison  Point  to  Draw  Bridge  and  Navy 

Yard,  mainly  local SSyVcr     " 

,Cas  well's  Wharf,  site  of  proposed  Hoosac 

Tunnel  Dock   and  Elevator  Co.,   on 

deep  water SyVxr    " 

Miller's  Eiver  Yard,  local  freight    4  " 

E.  of  Prospect  st.,  Cambridge,  local  fr't .       8  " 

Prospect  st.   to    Watertown    Junction, 

local  freight 6  " 

Constitution     Wharf,     leased     (foreign 

freight  shipment) 6  " 

(On  this  wharf  are  grain  elevator,  stor- 
age capacity  160,000  bushels;  1|  acres 
freight  sheds  and  store  houses,  having 
floor  area  |  acre.) 

3d.     Union  Market  Stock  Yards  and  land ^5^    " 

4th.     Land  owned  and  not  improved 7  " 

At  Charlestown  Freight  Yards  are 
following  buildings : 

Hay  houses      area    12,000  feet. 

Coal  elevator "         6,300     " 

4:  freight  houses "     134,500     " 
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There  are  in  all,~available  for  terminal  purposes,  97tV  acres, 
over  6  acres  of  freight  houses  and  sheds— besides  hotel  build- 
ings at  Watertown. 

Easteen  Eaileoad. 
Freight : 

In  Charlestown  for  local  improved  and 
used 4,      acres. 

In  Charlestown  for  local  freight,  not  im- 
proved         4^1^     " 

In  Charlestown  for  local  freight,  im- 
proved       70  " 

In  East  Boston,  adjoining  Grand  Junc- 
tion E.  K,  and  Cunard  Wharf,  used 
for  local  freight -. 4tW    " 

Used  for  local  freight  and  for  other  pur- 
poses         OtS^V    " 

(Note.)  These  13^^^  acres  can  be  fitted  for  use  for  foreign 
or  export  freight  purposes  if  needed. 

Boston  &  Lowell  Railroad. 
1st.     Passenger  : 

Boston  station  and  yards 4      acres. 

Cambridge  "  "       13  " 

2d.     Freight : 

Boston  local  freight 6  " 

Cambridge  local  freight 20  " 

(Note.)  Three  tracks  connect  above  passenger  stations,  and 
four  tracks,  the  freight  stations ;  there  are  two  independent 
lines  and  bridges  across  Charles  river — connecting  above  sta- 
tions. 

3d.     Mystic  ;iWharf.    Freight    foreign,     in    use     19       acres, 
of  which  7  acres  are  below  all  bridges 
— abut  on  deep  water — affording  dock 
room   for  four   steamships,   not  im- 
proved (Mystic  Wharf  property)  ....     15  " 

Marginal  Freight  Eailroad. 

(Union  Freight  E.  E.  Co.) 

Passes  through 

liowall  street 1,180  feet. 
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Causeway  street. . . . 

1,700  feet. 

Warren  avenue.. .. 

880   " 

Commercial^  street. 

3,200   " 

Atlantic  avenue  . . . 

2,625    " 

Broad  street    2,130    " 

Federal  street 1,640    " 

18,355  ft.  2A'^  miles. 

And  connects  all  the  above  railroads 

with  the  following  wharves,  viz.  : 

Constitution area,       5      acres. 

Union "  ^-^tsxt 

Lewis,  north  and  south  sides "  4-^^'^     " 

Commercial "  Sy^^nr 

Eastern  avenue  (Merchants'  Eleva- 
tor, local  use,  300,000  bush,  ca- 
pacity) T  "  lAV     " 

Central "  3t*^    " 


Total "         20A«Tr    " 

All  of  above  wharfs,  except  Eastern  avenue,  are  devoted  to 
foreign  and  coastwise  shipping.  Every  wharf  receiving  and 
furnishing  cargoes  for  export  as  well  as  domestic  ti  ade.  This 
railroad  has  standing  room  for  100  cars. 

Mystic  Whaef  Property. 

Now   available   for  railroad  purposes,  on  deep 

water 6  acres. 

In  progress ■. ' 8  " 

Unimproved 44  " 

Of  this  unimproved — 2  wharfs  of  700  feet  length,  can  be 
filled  every  year,  till  6  water  basins  700  feet  long  are  enclosed. 

The  difficulty,  as  I  stated  yesterday,  is,  that  notwithstand- 
ing the  amount  of  land  which  the  foresight  of  the  New  York 
companies  has  secured  for  terminal  facilities  very  near  the 
city ;  we  cannot  get  steamships  to  go  there  and  take  the  grain 
away.  We  are  ready,  and  have  been,  with  our  grain  for  a  long 
time,  but  owing  to  the  currents  and  usages  of  commerce  we  are 
unable  to  compel  the  vessels,  or  the  merchants  (they  having  the 
alternate  canal  leverage  upon  us),  to  do  what  the  vessels  and 
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railroads  conjointly  do  at  the  other  cities.  Now,  in  order  to 
take  away  from  the  merchants  ia  New  York,  and  the  vessels, 
all  complaint  that  our  facilities  are  inadequate,  the  New  York 
Central  Company,  at  an  enormous  cost,  has  improved  the  prop- 
erty in  acres  which  I  have  stated,  and  the  Erie  Eailroad 
Company  has  improved,  at  enormous  cost,  or  is  now  improve 
ing,  its  acreage  facilities  in  Jersey  City.  To  get  some  idea 
of  the  cost  of  terminal  deliveries  in  the  harbor  of  New  York 
for  the  Erie  Kailroad  in  1873,  the  year  that  Mr.  Watson  was 
President  of  the  Erie  Railway  Company,  the  cost  of  the  ter- 
mioal  deliveries  in  the  City  of  New  York  to  the  Erie  Railway 
was  $824,000 — aquivalent  to  74-/^  cents  per  ton  upon  every  ton 
of  freight  handled,  including  the  company's  supply  of  mate- 
rial, which  went  over  the  docks  ;  it  was,  therefore,  in  excess  of 
that  rate  per  ton  upon  all  business  handled  for  the  public,  and 
I  can,  perhaps,  best  state  that  of  all  the  expenses  of  the  Erie 
Railway,  including  its  general  management,  its  taxation,  every 
dollar  expended  upon  its  960  miles  of  railroad,  nearly  six  per 
cent,  of  its  entire  receipts  in  that  year  from  passengers,  freights, 
mails,  baggage,  express,  through  and  local,  was  expended 
simply  in  the  terminal  expenses  of  the  New  York  &  Erie 
Railroad,  at  or  about  the  harbor  of  New  York. 

Q.  Do  you  know  what  the  receipts  were  that  year  ?  A.  In 
1873,  they  were  about  $20,000,000. 

Q.  $23,000,000.  A.  Now,  for  the  reasons  that  I  have  stated, 
the  nine  stations  to  which  I  have  called  the  attention  of  the 
Committee,  must  be  maintained  any  way,  and  in  addition  to 
that,  because  of  these  peculiarities  of  delivery  in  the  harbor, 
we  are  required  to  make  these  very  large  additional  terminal 
deliveries. 

By  the  Chairman  : 

Q.  All  grain  brought  here  by  canal  must,  of  necessity,  be 
lightered  by  these  floating  elevators,  must  it  not  ?  A.  Must 
be  elevated  by  these  floating  elevators  ? 

Q.  Yes.  A.  Yes,  and  so  must  every  bushel  we  bring  here 
at  the  present  time,  unless  we  can  get  a  small  vessel  to  go  to 
Jersey  City  for  it. 

Q.  I  know  ;  but  any  way,  in  any  event  it  must  be  so  as  to 
the  canal?  A.  In  any  event,  yes;  and  in  consequence  of  this 
peculiarity  of  terminal  deliveries  at  New  York,  and  the  agree- 
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ment  to  grade  grain  on  the  part  of  the  New  York  Produce 
Exchange,  the  New  York  Central,  Erie  and  Pennsylvania  Rail- 
road Companies  made  an  agreement  on  the  1st  of  September, 
1875,  with  the  New  York  Produce  Exchange,  which  is  as  fol- 
lows : 

"i^tVs^.— In  order  to  facilitate  deliveries  of  grain  arriving  by 
rail  at  the  port  of  New  York,  it  is  hereby  mutually  agreed  by 
and  between  the  parties  hereto,  in  consideration  of  the  adop- 
tion and  enforcement  of  the  following  rules  by  the  said  parties  re- 
spectively, in  the  manner  and  to  the  extent  hereinafter  set  forth, 
and  also  for  other  good  and  valuable  considerations,  as  follows  : 

"  Second. — The  railroad  companies,  parties  hereto,  may  put 
'  together  in  warehouses,  boats  or  other  receptacles,  provided 
by  themselves  for  that  purpose,  grain  of  the  same  kind  and 
grade  without  regard  to  ownership,  after  the  same  has  been 
inspected,  graded  and  weighed,  in  accordance  with  the  rules 
of  the  Produce  Exchange,  as  hereinafter  set  forth  ;  but  noth- 
ing herein  contained  shall  be  construed  as  depriving  shippers 
of  the  right  of  preserving  the  identity  of  grain  consigned  to 
this  market  if  they  shall  so  elect,  subject  only  to  such  uni- 
form conditions  as  may  be  made  by  the  railroad  companies, 
parties  hereto  for  that  purpose." 

It  is  then  agreed  that  ditierenceb  shall  be  settled  by  arbi- 
tration. 

And  here  are  the  undertakings  of  the  railroad  companies : 

"  The  raihoad  companies,  parties  hereto,  agree    that  they 
will,  for  the  purpose  of  carrying  out  this  agreement,  adopt  and 
enforce    as  far  as  they  legally  may,  the  following   rules,  to    be 
known  as 
"  Rules  of  the  Rail  road  Companies  for  Graded  Grain  al  the  port 

of  Neio  Yorh : 

"Eule  1. — The  railroad  companies,  parties  hereto,  will  sever- 
ally issue  guaranteed  certificates  for  grain  consigned  to  New 
York,  when  consolidated  and  graded,  under  the  provisions  of 
this  agreement,  in  the  following  form  : 

{Form  o'  Certificate.) 

"  The  quantity  of  grain  represented  by  each  certificate  shall 
not  exceed  eight  thousand  bushels,  except  of  oats,  for  which 
the  certificate  shall  not  exceed  (en  thousand  bushels  each. 
These  certificates  shad  be  properly  dated,  and  numbered  con- 
secutively, and  shall  state  in  detail  the  kind,  grade,  and  quan- 
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tity  of  the  grain  represeated  by  them,  and  shall  be  furnished 
to  the  consignees  before  noon  of  the  dates  thereof,  accompanied 
by  the  freight  bills  and  inspection  returns.  The  railroad  com- 
panies shall,  however,  have  the  right  to  withhold  such  certi- 
ficates until  the  freight  (computed  upon  the  track  scale  weights 
as  Terified  by  the  inspector,)  and  all  accrued,  charges  upon  the 
grain  represented  by  such  certificates,  shall  have  been  paid. 

"  Eule  2. — Consignees  shall  be  allowed  to  hold  grain  in  boats 
four  days  ("exclusive  of  Sundays  and  legal  holidays),  including 
the  dates  of  the  certificates,  free  of  expense.  After  that  time 
demurrage  shall  accrue  at  one-eighth  of  one  cent  per  bushel 
per  day,  or  part  thereof,  whether  orders  for  delivery  have 
been  given  or  not,  which  charge  shall  then  continue  until  the 
demurrage  charge  accrues,  as  provided  in  Rule  5." 

In  the  City  of  Baltimore,  if  the  grain  is  not  unloaded  within 
twenty-four  hours  after  its  arrival,  from  their  cars,  it  shall  go 
into  the  elevator,  where  it  shall  in  any  case  incur  the  charge 
of  storage  of  grain  which  they  make  for  ten  days,  and  if  upon 
the  arrival  of  the  grain  no  orders  are  there  that  it  shall  be  held 
for  twenty-four  house,  it  goes  into  the  elevator  whether  they 
wish  it  or  not. 

By  Mr.  Shipman  : 

Q.  And  ten  days  paid  on  it?  A.  Ten  days  storage  is  paid 
on  it ;  I  desire  to  call  the  attention  of  the  Committee  to  this 
further  strong  contrast  of  the  policy  of  the  roads  at  the  difier- 
ent  cities.     I  read  again  from  the  New  York  agreement : 

"Eule  3. — Upon  surrender  of  certificates  to  the  railroad  com- 
pany issuing  the  same,  with  an  order  directing  delivery  of  the 
grain,  the  said  company  shall  give  proper  receipts  for  the  said 
certificates,  and  shall  promptly  deliver  the  grade  and  quantity 
of  the  grain  specified  therein  at  any  customary  place  of  deliv- 
ery in  the  port  of  New  York,  as  directed,  except  as  provided 
for  in  Eule  9. 

We  therefore  deliver  here  just  the  grade  and  quantity  that 
is  taken  in  the  elevator  with  this  disability — that  the  grain  is 
floated  in  the  water  here  at  New  York,  while  it  is  in  dry  bins 
at  Philadelphia  and  Baltimore;  we  therefore  assume  in  addi- 
tion to  this,  four  days  against  their  one  day,  all  risks  of  marine 
and  fire  insurance,  and  all  damages  to  the  grain  here  by  any 
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fault  of  ours  or  the  floating  of  this  grain  about  the  elevator  of 
the  harbor  of  New  York, 

By  the  Chairman  ; 

Q.  During  these  four  days  ?     A.  During  these  four  days. 

Q.  Your  delivery  is  not  complete  until  it  passes  from  your 
boats  ?     A.  Not  until  it  passes  from  our  boats. 

"  Rule  4. — The  railroad  companies  shall  not  be  required  to 
place  free  of  towage,  less  than  4,000  bushels  of  one  grade  or 
kind  of  grain  at  any  one  point,  in  the  harbor. 

"  Rule  5. — After  grain  is  ordered,  consignees  or  owners  shall 
be  allowed  three  days,  at  the  rate  of  demurrage  provided  in_ 
Rule  2  (exclusive  of  Sundays  and  legal  hoHdays),  including  that 
of  its  arrival  at  the  specified  point  of  destination  for  unloading, 
and  shall  thereafter  pay  ten  dollars  ($10)  demurrage  for 
each  twenty-four  hours,  or  parts  thereof,  on  each  order  for  the 
delivery  of  10,000  bushels  or  less,  of  one  grade  of  oats,  or 
8,000  bushels  or  less  of  one  grade  of  any  other  kind  of  grain,  un- 
til the  same  be  discharged,  whether  such  time  be  within  the 
original  four  days  or  not,  but  the  railroad,companies  shall  have 
the  right  to  terminate  their  liability  in  the  manner  provided  in 
Rule  7." 

They  have  seven  days  after  the  arrival  of  grain  at  Jersey  City 
in  which  to  take  it  out  of  these  boats,  where  they  have  twenty- 
four  hours  in  the  cities  of  Baltimore  and  Philadelphia ; 
they,  therefore,  have  six  days  of  storage  at  New  York  over 
and  above  the  allowance  of  the  Baltimore  and  Philadelphia 
consignees  by  rail.  Now,  we  not  only  take  the  risk  around 
the  harbor  of  fire  and  marine  insurance,  but  the  sixth  rule 
states :  "  The  railroad  companies  shall  be  liable  as  common 
"  carriers  for  the  safety  of  grain  represented  by  their  certifi- 
"  cates  until  delivered  in  accordance  with  these  rules."  So 
that,  if  there  is  any  risk  attaching  to  this  grain  other  than  by 
fire  or  marine  insurance,  we  still  have  that  additional  risk  as  a 
common  carrier  all  over  the  harbor  of  New  York  ;  that  was 
put  in  by  the  Produce  Exchange  and  conceded  by  the  rail- 
roads, in  addition  to  all  the  other  concessions  made  at  that 
time ;  and  now,  in  addition  to  that  expense,  it  is  yet  further 
provided :  "  All  grain  for  which  no  grades  are  established 
"  shall  be  kept  separate."     In  addition  to  that,  we  agreed  that 
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if  the  New  York  Pradiicu  EscUauge  in  its  wisdom  saw  fit  not 
to  establish  any  grades,  we  would  go  to  stUl  further  expense 
and  keep  that  in  separate  boats  in  New  York ;  that  is  not 
done,  to  my  knowledge,  eitiier  in  Baltimore  or  Philadelphia. 
Further  it  was  agreed,  "  the  railroad  companies  shall  require 
"  their  employees  in  charge  of  grain  held  afloat  under  these 
"  rules  to  exercise  care  and  watchfulness  respecting  the  con- 
"  dition  of  such  grain."  The  natural  changes  produced  by 
heating — if  the  grain  is  shipped  damp,  and  we  have  no  means 
of  knowing  it,  and  no  water  got  into  the  boat,  that  is  a  risk 
which  the  grain  itself  bore.  In  addition  to  all  these  covenants 
it  subsequently  came  to  be  desired  by  the  Produce  Exchange 
that  we  should  keep  separate  certain  grain  arriving  by  lake, 
and  on  the  8th  of  April,  1876,  the  railroads  agreed  to  do  so, 
whenever  the  bills  of  lading  did  not  require  it  to  be  graded, 
and  ide'ntity  preserved  after  delivered  at  New  York  in  such  en- 
tire boat  load  lots  ;  while,  if  at  Baltimore  or  Philadelphia  they 
desire  to  preserve  the  identity  of  the  grain,  they  must  pay 
special  charges  for  special  bins,  which  we  agree  to  do  at  New 
York  under  the  terms  of  this  agreement  for  nothing ;  that 
was  another  concession  to  the  grain  trade  of  New  York  not 
granted  at  Baltimore  or  Philadelphia. 

By  Mr.  Stebne  : 

Q.  When  you  speak  of  "  we,"  you  include  the  New  York 
Central?  A.  Alsvays ;  yes;  because  I  am  reading  now  from 
an  agreement. 

Q.  With  the  Produce  Exchange  ?     A.  Yes. 

By  the  Chairman  : 

Q.  In  giving  your  points  of  delivery  in  the  harbor,  you 
did  not  include  those  of  the  New  York  Central  ?  A. 
No,  I  'have  only  included  ours.  On  the  1st  of  December, 
1878,  we  made  yet  further  arrangements  as  to  the  holding  of 
grain  in  bond,  as  Canadian  and  other  grain,  which  might  desire 
to  be  exported ;  I  have  no  means  of  comparing  that  with 
it  in  other  cities.  In  1874  this  contest  as  to  the  grading 
of  grain  took  place  in  the  City  of  New  York,  and  a 
number  of  conferences  were  held  with  the  Grain  Committee  of 
the  Produce  Exchange,  all  of  which  I  believe  I  attended. 
The  agreement  which  was  favored  by  the  railroad  companies, 
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although  reported  favorably  upon  by  the  Grain  Committee,  fell 
through  under  the  opposition  led  by  Mr.  Carlos  Cobb, 
now  dead,  because  the  railroad  companies  refused  to  pay,  in 
addition  to  all  these  concessions,  the  rates  charged  for  the 
actual  elevating  of  the  grain  after  it  was  delivered  alongside  of 
the  vessels  ;  and  the  railroad  companies  decided  that  after  all 
their  concessions  they  had  gone  just  as  far  as  they  were  willing 
to  go ;  and  inasmuch  as  the  merchants  of  Philadelphia  and 
Baltimore  had  to  pay  for  the  moving  of  grain,  we  declined,  in 
addition  to  all  these  free  deliveries  around  the  harbor  of  New 
York,  to  pay  an  elevation  at  New  York  which  constituted  at 
Baltimore  and  Philadelphia  an  income,  and  on  the  18th  of  No- 
vember, 1874,  I  addressed  to  the  Hon.  Franklin  Eilson,  then 
President  of  the  New  York  Produce  Exchange,  a  letter  cover- 
ing this  whole  subject,  and  which  is  as  follows  : 

"  A  Letter  to  the  Hon.  Franklin  Edson,  President  New  York  Pro- 
duee  Excliange,  on  Inspecting,  Grading  and  Delivering  Bail 
Grain  at  New  York  : 

"  New  York,  November  18th,  1874. 
"  Hon.  Pranelin  Edson, 

President  N.  Y.  Produce  Exchange  : 

"  Sir, — The  arguments  presented  by  the  three  trunk  railway 
companies  to  the  two  able  committees  of  the  New  York  Pro- 
duce Exchange,  specially  appointed  to  consider  the  important 
subject  of  inspecting,  grading,  and  delivering  rail  grain,  taken 
in  connection  with  the  general  interest,  decided  every  member 
of  both  committees  (with  but  one  exception)  to  recommend 
the  agreed  plan  of  July  15th,  1874,  to  your  Exchange  for  its 
adoption. 

"  Notwithstanding  this  exceptional  unanimity  of  those  of 
your  members  who  gave  the  question  the  closest  scrutiny  and 
consideration,  your  Exchange,  in  general  meeting  of  the  6th 
inst-,  adopted  the  minority  report  of  the  single  person  in  both 
committees  who  dissented  from  their  otherwise  unanimous 
^sonclusion. 

"  I  therefore  request  the  favor  of  responding  to  and  dissent- 
ing from  it,  for  the  following  reasons  : 

"  1st.  It  presents  only  such  portions  of  the  railway  view  as 
it  wishes  to  quote  for  attack  or  adverse  criticism,  and  is,  there- 
fore, unjust  to  your  carriers. 
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"  2d.  It  omits  the  essential  elements  in  such  a  paper  of  an 
impartial  presentation  of  facts,  just  comparison  of  usages  here 
and  elsewhere,  and  equitable,  mutual  concessions  to  accom- 
plish a  great  and  much  needed  object. 

"  3d.  It  lacks  the  impersonal  and  judicial  character  such  a 
paper  should  possess,  by  dealing  in  sweeping,  unjust  and  un- 
siipported  italicized  allusions  to  '  opulence,'  '  rings,'  &c.,  and 
characterizes  our  respectful  dissent  as  '  autocratic,'  '  usurpa- 
tion,' an  '  arbitrary  power,'  &c. 

"  dth.  It  presents  and  founds  conclusions  upon  immaterial 
and  irrelevant  matter,  which  befog  rather  than  clear  the  issue, 
such  as  the  estimate  of  the  local  value  of  the  scheme  in  sav- 
ings to  the  roads;  the  divisions  of  rates  with  connecting  lines  ; 
the  cost  of  lighterage  to  the  railways,  and  the  discussiou  of  our 
policies  and  power  with  western  companies,  whom  it  counsels 
as  to  our  railway  questions. 

"  5th.  It  has  been  distributed  with  partisan  comment  by 
its  author,  and  has  been  urged  through  the  commercial  press, 
which,  I  believe,  unfortunately  for  all,  accepted  your  action  as 
the  result  of  wise  consideration  for  the  best  interests  of  the 
grain  trade  of  this  City. 

"  Believing,  for  these  reasons,  that  the  issue  has  been  stated 
unjustly  to  the  railways,  I  respectfully  submit  the  considera- 
tions which  decided  their  conclusions  and  received  the  sanc- 
tion of  both  your  Committees,  in  order  that  your  members, 
who  did  not  hear  the  railway  view,  and  the  grain  forwarders  of 
the  west,  may  know  it  more  fully  and  have  the  evidence  and 
reasons  of  both  parties,  upon  which  to  decide  impartially 
whether  the  failure  to  accomplish  much  needed  reforms  in 
handling  rail  grain  at  New  York  are  most  justly  attributable  to 
the  trunk  lines  or  the  Mew  York  Prorluce  Exchange. 

"  I  refer  first  to  the  question  of  grading. 

"The  railroad  companies  justly  complain  that  for  years 
many  consignees  have  made  warehouses  of  cars  by  not  giving 
prompt  delivery  orders  ;  we  were  also  harassed  in  deliveries 
with  the  delays,  accidents  and  errors,  for  which  we  were  in  no 
wise  responsible,  of  upwards  of  ten  thousand  miles  of  connect- 
ing lines,  whose  agents,  beyond  the  control  of  the  trunk 
lines,  promised  promiscuous  optional  deliveries  all  over  the 
harbor,  which  the  consignees  also  insisted  upon  — incurring 
large  and  unnecessary  expenses  to  the  railroad  companies,  and 
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operating  to  embarrass  the  general  through  trafiBc  in  many 
ways.  These  causes,  coupled  with  the  want  of  modern  systems 
of  rail  inspections  and  grading  at  New  York,  and  tbe  want  of 
elevator  facilities  at  the  rail  termini  and  not  the  rates  or  har- 
bor charges  diverted  all  rail  grain  in  large  quantities  to  rival 
seaports,  whose  improved  usages  are  well  known. 

"For  these  combined  reasons,  and  to  recover  and  retain 
the  grain  trade  as  far  as  practicable,  the  three  trunk  lines 
urged  the  adoption  of  a  system  of  grades  and  inspections 
upon  rail  grain,  because,  in  their  judgment,  the  New  York 
Produce  Exchange  had  before  failed  to  appreciate,  as  they 
deserved,  that  just  requirement  of  the  west,  the  duties  of 
New  York  receivers,  the  successful  livah-y  of  competing  cities^ 
and  the  rights  of  the  terminal  carriers,  all  of  which  the  Boards 
of  Trade  of  contesting  seaports  had  long  since  recognized, 
conceded  and  acted  upon  by  establishing  inflexible  grades 
of  excellence  and  quality,  which  give  the  western  forwarders 
standards  of  sale,  and  the  foreign  buyei's  gauges  of  purchase 
and  protection,  instead  of  sales  and  purchases  by  the  varying 
mediums  of  samples. 

.  "  These  views  merited  and  engaged  the  attention  of  the 
Produce  Exchange,  and  a  committee  of  your  body  was  ap- 
pointed to  discuss  plans  with  the  representatives  of  the  rail- 
road companies,  and  during  five  or  more  joint  conferences 
extending  over  a  period  of  four  months,  the  claim  that 
the  carriers  should  pay  the  delivering  elevator  was  at  no 
time  referred  to  by  any  member  of  the  Committee  of  the 
Produce  Exchange,  directly  or  remotely.  The  plan  ultimately 
agreed  to  be  reported  by  that  Committee  to  the  Exchange  for 
its  adopticfn,  and  by  the  railroad  officers  to  their  executives 
for  approval,  embodied  the  following  concessions  or  changes 
from  former  usage  by  each  party,  to  which  your  attention  is 
invited : 

"  By  the  Produce  Exchange. 

"  1.  The  appointment  of  inspectors,  to  be  paid  by  a  charge  on 
the  grain,  as  at  other  cities,  in  lieu  of  former  sales  by  samples 
at  the  Exchange. 

This  was  in  no  sense  a  concession  to  carriers,  but  was  and  is 
demanded  by  every  wise  consideration  for  the  grain  interests 
of  New  York,  and  should  have  been  done  long  since  by  th<i 
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Produce  Exchange,  as  New  York  is  now  the  only  one  of  the 
four  seaboard  cities  where  it  is  not  done. 

"2.  Making  Ihe  minimum  quantity  I'or  one  delivery  four 
thousand  bushels,  or  ten  cars,  instead  of  two  thousand,  or  five 
cars,  as  formerly. 

"  By  the  railways  : 

"  1.  The  payment  for  warehouse  certificates,  blanks  and 
forms. 

"  2.  Covering  the  marine  risks  upon  grain  for  ten  days 
while  afl^oat — a  partially  new  concession. 

"  3.  Guaranteeing  weights  from  the  Hudson  River  termini 
of  the  roads  to  delivery,  involving  a  superintendent  at  each 
delivery — a  new  and  important  risk  and  expense,  which  will 
alone  very  much  more  than  counterbalance  the  improved 
speed,  and  economies  of  deliveries  at  their  termini. 

"  4.  Allowing  four  days'  free  storage  in  boats  for  sales  and 
deliveries  instead  of  three  days  as  heretofore. 

"  5.  Allowing  three  days  for  free  deliveries  alongside  ship  or 
warehouse,  instead  of  two,  as  formerly. 

"  6.  Making  the  storage  one-eighth  of  one  cent,  per  bushel 
per  day  after  four  days,  which  will  vary  from  four  to  eight 
dollars  per  boat  per  day,  depending  upon  the  quantity  of  grain 
such  boat  contains,  instead  of  the  previous  uniform  charges  of 
ten  and  six  dollars  per  boat  per  day,  demurrage. 

"  7.  The  agreed  rules  to  apply  to  all  lots,  large  or  small. 

"  This  comparison  proposes  that  the  grain  incurs  but  one 
new  expense,  and  that  for  its  inspection,  precisely  as  at  other 
cities ;  while  the  railways  grant  ampler  facilities  and  time  for 
deliveries,  incur  new  risks  and  expenses,  and  reduce  the 
aggregate  of  former  charges. 

"  That  we  gain  time  or  save  money  in  the  speedier  move- 
ments of  cars,  has  no  bearing  upon  the  discussion,  for  it  is 
a  duty  of  carriers  to  quicken  deliveries,  and  a  duty  of  con- 
signees to  their  carriers  and  their  correspondents  to  expedite 
unloading,  in  order  to  hasten  their  returns  of  sales. 

"  We  now  invite  a  comparison  of  the  proposed  duties  of 
the  railways  at  New  York  under  the  plan  as  first  agreed  upon 
and  as  stated  above,  with  the  concessions  of  the  carriers  to 
the  grain  trade  at  rival  cities.  • 

"  The  New   York   lines   first  propose  and  agree,  under  the 
grading   system,  and    without  charge  over  their  customary 
104 
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rates,  to  unload  all  grain  from  cars,  lighter  it  to  deliveries  in 
this  port,  cover  marine  risks  ten  days,  guarantee  quantities 
unloaded  from  cars,  and  allow  four  days'  free  boat  storage. 
"  Our  rival  cities  and  carriers  adhere  to  the  following  rules  : 
"  At  Baltimore,  Philadelphia  and  Boston  if  grain  is  not 
unloaded  from  the  cars  by  or  at  the  cost  of  the  consignees 
within  forty-eight  hours  after  arrival,  it  is  arbitrarily  sent 
to  elevators,  and  there  'unloaded  for  account  of  whom  it 
ma.y  concern,  incurring  iixed  charges  therefor,  varying  from 
one  and  cne-fourth  cents  to  one  and  three-fourths  cents  per 
bushel — always  added  to  and  never  included  in  the  rates  of 
freight — if  in  elevators  but  one  day,  although  it  may  remain 
more. 

"  At  rival  cities  the  railways  or  their  elevators  become  re- 
sponsible as  warehousemen  for  quantities  only  when  grain  is 
unloaded  from  the  cars.  We  propose  to  do  the  same  in  New 
York.  At  none  of  those  cities  is  the  cost  of  unloading  or  final 
delivery  to  vessels  or  consignees  covered  by  the  rates  of 
transportation  or  paid  by  the  railways,  directly  or  indirectly, 
as  the  Produce  Exchange  now  demands  it  shall  be  at  New 
York.  At  none  of  them  is  the  grain  insured  by  the  carriers 
for  ten  days,  as  it  is  here,  in  boats  or  in  their  elevators,  At 
none  of  them  is  it  floated,  either  free  or  otherwise,  for  any 
length  of  time  by  the  carriers  about  their  harbors  as  consignees 
may  direct,  as  is  conceded  by  the  railways  at  this  City.  At 
none  of  them  are  weights  guaranteed  after  leaving  their  ware- 
houses to  pass  through  the  hands  of  third  parties,  whom  they 
cannot  influence  or  control,  and  at  none  of  them  is  so  much 
time  allowed  for  free  deliveries  as  is  yielded  here. 

To  follow  the  precedents,  therefore,  of  Baltimore  at  Locust 
Point,  Philadelphia  at  Greenwich  Point  or  Washington  street, 
Boston  at  East  Boston,  the  railways  terminating  at  New  York 
would  deliver  grain  only  at  the  shore  lines  of  the  respective 
terminal  stations  on  the  Hudson  river,  and  require  consignees 
to  send  their  boats  there  to  receive,  remove,  float  and  deliver 
it  at  their  own  risk  and  expense. 

"  The  essence  of  these  comparisons  then,  is  this  : 

"The  western    forwarder,   via   any  other   of  the   Atlantic 

cities,  must  pay  delivery  charges,  added  to  his  freights,  of  one 

and  one-fouth  to  one  and  three-fourths  cents  per  bushel,  and 

at  New  York  but  three-fourths  of  one  cent  per  bushel ;  the 
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difference  being  an  outgo  to  the  New  York  railways,  wliich 
constitutes  an  income  to  carriers  to  other  cities. 

"  The  answer  that  we  should  provide  elevators,  desirable  as 
they  are,  is  irrelevant  for  two  reasons  :  first,  that  we  provide 
storage  and  delivering  boats  as  substitutes  ;  and  second,  if  the 
Produce  Exchange  refuses  to  adopt  improved  systems,  which 
will  attract  trade  to  the  City,  without  increasing  its  expenses, 
how  much  more  may  they  be  expected  to  resist  elevators, 
which  must  charge  still  more  over  rates  of  transportation  as 
at  the  other  cities,  to  justify  their  erection. 

"  We,  therefore,  invite  criticism  of  the  assertion  that,  at  no 
city  of  the  world  do  rail  carriers  do  so  much,  at  so  great  an 
expense  in  receiving,  handUng  or  delivering  any  class  of 
freights  free  of  charge,  as  do  the  railways  terminating  at  New 
York  for  the  grain  trade  of  this  City. 

"  Notwithstanding  these  facts  and  comparisons  of  facilities 
and  expense,  the  Produce  Exchange  now  demands  that  we 
pay  in  addition  thereto  the  cost  of  elevating  and  delivering 
grain  from  our  lighters  through  elevator's  designated  by  the 
buyer  or  shipper,  by  including  the  costs  therefor  in  the  rates 
of  transportation,  or  otherwise. 

"  This  the  railway  companies  have  declined  for  reasons  as 
follows  : 

"  1.  The  grain  pays  for  loading  from  elevators  at  all  western 
cities,  and  for  delivering  through  elevators  at  all  other  eastern 
cities,  specific  charges  not  included  in  rates  of  transportation 

"  2.  The  expenses  and  risks  to  the  railways  for  the  delivery 
of  grain  are  already  larger  in  the  aggregate  than  of  flour,  pork, 
or  cottou,  and  it  will  be  unjust  to  those,  and  like  classes  of 
trade,  seeking  delivery  facilities  at  New  Yoik. 

"  3.  The  railway  companies  make  one  transfer  delivery  from 
cars  to  boats  on  the  Hudson  river,  and  weigh  the  grain  at  the 
same  time  ;  we  claim  it  is  the  duty  of  consignees,  particularly 
if  the  railways  guarantee  weights,  to  pay  the  cost  of  ascertain- 
ing and  proving  at  points  of  delivery  if  those  weights  are  cor- 
rect or  not. 

"  4.  Because,  while  requiring  the  railways  to  pay  the  cost  of 
elevating  delivery,  the  consignee  retains  the  selection  of  the 
storage  elevator,  and  the  buyer  the  elevator  to  weigh  his  own 
grain,  in  which  they  are  generally  interested,  and  require  the 
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railways  to  make  use  of  such  as  they  may  designate,  whethet 
acceptable  or  economical  to  the  railways  or  not. 

"  5.  Because  the  railways  have  not  borne  the  charge  nor 
been  .nsked  to  do  so,  either  by  New  York  consignees  or 
western  forwarders  for  six  years,  and  it  is  not,  therefore,  an 
innovation. 

"  6.  Because  there  is  no  more  reason  for  including  proper 
charges  against  property  it)  the  rates  of  transportation  to 
simplify  sales  accounts,  than  to  cover  the  numerous  charges 
of  comnussion  merchants  in  the  same  way,  merely  to  save 
items  of  expense. 

"  7.  Because,  to  include  the  charge  increases  our  rate 
against  competing  cities  to  cover  an  expense  which  does  not 
belonfT  to  us,  or  if  that  is  not  the  result,  the  rever.^ie  Avill  follow, 
of  making  lates  as  they  are  now,  after  burdening  the  carriers 
with  an  unjust  outlay. 

"  8.  Because  the  through  rates  eastward  are  all  made  by 
western  lines,  which  are  not  asked  to  include  such  charges  in 
their  rates  to  other  seaboard  cities  as  shown  above,  have  no 
interest  with  New  York  as  against  rival  ports,  and  therefore 
justly  decline  to  include  them  at  New  York,  or  commence  the 
system  anywhere. 

"  9.  The  same  western  companies  decline  to  share  the 
charge,  if  paid  by  the  trunk  lines  in  any  other  form,  as  they 
do  not  share  it  at  other  points  and  the  grain  pays  for  loading 
cars  at  their  starting  points,  in  which  they  do  not  ask  us  to 
participate. 

"  10.  In  addition  to  lighterage  cost,  guarantees  of  weight, 
free  storage,  &c.,  all  proposed  expenses  will  therefore  fall 
upon  the  trunk  lines. 

"  If  there  is  no  objection  to  advancing  rates  to  cover  this 
item  of  charge,  as  proposed  by  youi-  Exchange,  the  railroad 
companies  ask  what  valid  objection  can  be  urged  against  per- 
mitting the  two  charges  of  rail  transportation  and  elevation  to 
stand  as  they  are,  the  result  being  precisely  the  same  to  every 
party  interested.  Either  the  advocates  of  this  demand  do  not 
believe  the  proposed  charge  will  long  be  added  to  the  rates, 
and  that  it  will  become  an  ultimate  fixed  expense  upon  the 
carriers  at  former  rates  ;  or,  if  they  are  entirely  willing  it  should 
be  added  to  the  rates,  how — when  the  railway  companies  de- 
cline to  accede  to  it,  because  precisely  the  same  result  can  be 
accomplished  in  a  way  now  in  use,  justified  by  custom,  and 
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practiced  at  every  other  American  seaport — can  they  justify, 
for  so  trivial  a  pretext,  the  abandonment  of  a  great  plan, 
thoroughly  matured  and  approved  by  the  best  minds  of  the 
Produce  Exchange,  demanded  as  agreed  to  by  enterprise,  com- 
petition and  the  best  interest  of  forwarders,  receivers  and  car- 
riers in  this  City  ? 

"  In  response  to  the  anonymous  argument  that,  because  the 
proposed  plan  of  grading  will  save  the  railways  great  expense 
in  assorting  and  delivering  cars,  as  well  as  expediting  their 
return,  they  should,  therefore,  accede  to  the  present  claim,  we 
state  that,  while  we  question  the  right  to  burden  us  with 
new  expenses  for  economies  effected,  we  dissent  Ircim  snch  a 
conclusion  as  erroneous  ;  but  admitting  it  for  the  argument,  the 
present  system  may  as  well  continue,  if  any  advantages  we 
gain  by  any  new  or  improved  systems  are  to  be  promptly  neu- 
tralized by  new  and  inadmissible  demands  of  the  Produce  Ex- 
change, or  its  receivers. 

"  I  now  beg  to  refer  to  the  discussion  regarding  the  free 
deliveries  of  quantities  less  than  five  cars. 

"  A  large  part  of  the  delay  to  the  900  cars,  which  the 
minority  report  states  were  detained  in  the  yard  of  one  of  the 
companies,  was  caused  by  small  lots,  which  always  retard  the 
movement  and  delivery  of  the  general  traffic,  by  the  necessity 
for  extra  switching  at  terminal  stations,  because  consignees 
desired  them  held  lor  some  purpose,  or  expedited  for  some 
other,  or  the  desire  of  forwarders  or  receivers  that  they  should 
be  put  with  other  lots,  or  kept  distinct  and  delivered  alone. 
Added  to  the  additional  expense  and  delays  thus  caused  to  the 
daily  and  aggregate  traffic,  and  itself  at  our  yards  and  stations, 
small  lots  also  cost  more  for  delivery,  as  boats  require  to  be 
divided  into  bulkheads  to  keep  them  distinct,  and  the  delays  to 
boats  are  much  greater,  because  consignees  demand  the  same 
time  and  terms  of  deliveiy  for  one  as  for  twelve  cars,  and  gen- 
erally require  special  deliveries  at  irregular  points.  For  these 
reasons  the  greater' the  aggregate  of  small  lots  the  greater  the 
outlay  and  hindrance  to  other  traffic.  These  causes,  and  the 
mercantile  law  of  wholesale  trade,  induced  the  companies 
terminating  at  New  York  to  make  an  order,  some  years  ago^ 
limiting  deliveries  to  five  or  more  cars,  but  it  had  fallen  into 
disuse  about  a  year  since.  Prior  to  the  first  meeting  with  your 
first  committee  to  discuss  the  grading  system  it  was  proposed 
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to  reTive  and  adhere  to  the  rule,  but  it  was  afterward  thought 
best  to  wait  the  determination  of  the  pending  questions,  which 
would  remove  the  entire  diflSculty  more  effectually  and  pleas- 
antly for  all.  The  Produce  Exchange  having  declined  to  con- 
cur in  the  recommendations  of  its  first  committee  the  railroad 
companies  renewed  the  order,  in  no  spirit  of  retaliation,  and 
for  the  good  reasons  cited,  at  a  season  when  much  the  largest 
part  of  the  grain  arriving  was  in  large  lots  from  lake,  and  it 
was  believed  the  rule  would  inconvenience  the  trade  but  little. 
That  this  rule  has  not  apparently  diverted  trade  from  New 
York  is  shown  by  the  fact  that  the  decrease  of  grain  receipts 
elsewhere  is  as  marked  as  at  New  York. 

"  Eeferring  more  particularly  to  the  recent  minoi'ity  report,  I 
note  the  arguments  in  their  order. 

"  The  railways  terminating  at  New  York  cannot  be  asked  to 
deliver  less  than  five  car  loads  and  incur  increased  expenses 
because  far  west  connecting  lines  cannot  supply  five  cars  at  a 
time  in  busy  seasons,  which  quantity  the  delivering  company 
stands  ready  to  receive,  forward  and  deliver,  or  become 
responsible  for  its  failures  to  do  either  or  all. 

"  We  desire  to  encourage  small  as  well  as  large  lots,  when 
they  do  not  burrlen  us  with  excessive  and  unnecessary  expense 
and  delays,  and  therefore  stand  ready  to  adopt  a  plan  which 
relieves  us,  and  places  all  sized  lots  upon  a  like  improved  foot- 
ing of  receipt,  delivery  and  expense.  That  plan  havint^  been, 
defeated  by  the  action  of  your  Exchange,  how  can  the  railways 
be  held  accountable  for  the  diversion  of  such  trade  elsewhere. 

"  I  note  the  allusions  to  lesser  rates  to  rival  cities,  and  so 
far  as  the  charges  that  export  bounties  are  paid  at  Boston 
and  Philadelphia  sympathize  entirely  with  the  comparison, 
but  it  has  always  been  alleged  that  those  concessions  were 
demanded  because  of  free  lighterage  deliveries  at  New  York. 

"  Beyond  that  point,  the  averment  that  the  rates  are  less  to 
Philadelphia  and  Baltimore  than  to  New  York  is  true  only  so 
far  as  all  rail  is  concerned,  particularly  from  the  southwest ; 
but  with  the  lake  connections  of  the  trunk  lines,  which  supply 
over  one-half  the  grain  which  reaches  New  York  via  their 
routes,  and  which  the  minority  report  ignores,  the  statement 
U  incorrect.  For  in  stance,  the  lowest  rate  by  rail  from  Chicago 
to  Baltimore  vi"  the  Baltimore  &  Ohio  Railroad  is  thirty-five 
cents  per  one  hundred  pounds,  equivalent  to  twenty-one  cents 
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per  bushel  on  wheat,  to  which  is  to  be  added  the  invariable 
elevator  charge  at  that  point  of  one  and  three-fourths  cents  per 
bushel,  weights  not  guaranteed,  while  grain  has  been  all  summer 
delivered  from  Chicago  to  New  York  by  steam,  on  the  lake  and 
rail,  coveiing  insurance,  and  quantities  guaranteed  bj  the  lake 
lines,  and  delivered  alongside  at  New  York,  at  from  sixteen  to 
twenty  cents  per  bushel.  The  same  comparison  holds  true  at 
Philadelphia  by  rail,  and  much  more  in  favor  of  New  York  by 
sail  and  rail.  Baltimore  has  no  lake  connection  with  its  Locust 
Point  elevators  ;  but  the  lake  rates  from  all  points  on  the 
lakes  to  Philadelphia  and  New  York  are  generally  Iho  same, 
and  to  Boston  more  ;  and  in  such  cases,  the  Philadelphia 
elevator  charge,  added  to  the  rates,  and  the  fact  that  no  ex- 
port bounty  is  paid  at  Philadelphia  on  lake  grain,  make  gross 
charges  between  the  forwarder  and  receiver  via,  Philadelphia 
more  than  via  New  York. 

"  This  business  covers  a  lai'ge  majority  of  the  through  grain 
receipts  during  the  past  year,  and  we  point  to  the  astonish- 
ingly low  rates  which  the  majority  Committee  show  have  been 
given  from  Buffalo  to  New  York  during  the  ptist  season,  which 
are  lower  than  those  given  any  rival  city  for  greater  distances, 
to  disprove  the  statement  that  we  are  permitting  the  grain 
trade  to  be  diverted.  We  also  point  to  the  fact  that  those  low 
rates  include  lighterage,  and  ask  upon  what  principle,  when  we 
are  and  have  been  transporting  grain  at  less  rates  per  ton  per 
mile  tp  New  York  than  any  competing  lines  give  to  rival  sea- 
ports, and  at  rates  which  deliver  the  majority  of  our  grain  at 
New  York  at  as  low  or  lower  gross  cost  than  the  same  grain 
can  be  laid  down  at  contesting  cities,  can  we  be  asked  to  incur 
still  greater  expenses,  which  are  not  included  anywhere  else, 
and  include  in  our  very  low  rates  chiirges  which  the  rates  to 
other  cities  never  include  ? 

"  So  far  as  lesser  rail  distances  are  concerned,  Philadelphia 
and  Baltimore  are  entitled  to  fair  differences  in  rates,  and  the 
concession  proposed  by  the  minority  report  will  not  divert  or 
restore  to  New  York  any  traffic  whatever  ;  for  such  allowances 
at  New  York  will  be  promptly  followed  by  like  concessions  at 
Philadelphia  and  Baltimore,  from  the  pressing  demands  of  the 
large  owners  of  those  lines  resident  at  those  poinjS,  as  in- 
stanced in  the  export  drawbacks  paid  at  Philadelphia  and 
Boston,   because   of  New   York    free    lighterage.     Then    the 
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former  and  existing  differences  will  be  re  established,  and 
precisely  the  present  grounds  of  complaint  will  be  re- opened 
and  re-urged. 

"  In  reference  to  the  question  of  the  legal  obhgations  to  un- 
load boats,  the  reply  is  simple  and  direct.  The  railways  ter- 
minating at  Boston,  Philadelphia  and  Baltimore  make  deliv- 
eries and  terminate  the  undertakings  of  their  bills  of  lading  at 
their  water  lines,  and  while  assuming  no  risk,  except  as  ware- 
housemen thereafter,  charge  large  rates  for  all  subsequent 
services.  In  the  same  view,  the  lines  terminating  at  New 
York  waters  can  legally  and  properly  unload  the  grain  and 
tender  their  deliveries  afthe  New  York  shore  ends  of  their 
tracks,  and  this  they  will  do  if  preferred  ;  but  to  claim  that  the 
gratuitous  performance  of  a  subsequent  lighterage  compels 
another  handling,  and  a  delivery  at  a  point  to  be  chosen  by 
the  consignee,  say  at  Staten  Island  or  Erie  Basin,  through 
floating  elevators  in  no  sense  within  the  control  of  the  railway, 
is  not  warranted  by  custom  or  demanded  by  law. 

"  The  discussion  as  to  what  the  New  York  companies  may 
compel  their  western  connections  to  do  is  irrelevant.  A  com- 
bination of  all  the  merchants  of  New  York,  wielding  more 
capital  than  that  of  the  three  trunk  railways  combined,  to  compel 
concession  to  obnoxious,  onerous  and  unusual  charges  at  this 
city,  would  force  trade  promptly  and  justly  to  other  cities,  as 
their  refusal  to  adopt  the  grading  system  is  doing  at  this 
moment,  and  a  similar  combination  on  the  part  of  the  New  York 
roads  against  their  connection  to  compel  them  to  pay  unjust 
charges  would  interest  every  western  railway  to  do  what  they 
and  we  now  avoid,  and  the  very  thing  the  minority  so  depre- 
cates, viz.,  arbitrarily  send  their  trade  to  other  seaports,  whose 
railways  and  Produce  Exchanges  do  not  ask  them  to  bear  such 
burdens. 

"  "We  thus  brief  the  issue. 

"  All  rival  cities  have  perfected  systems  of  grades  and  in- 
spection upon  rail  grain. 

"  New  Y'ork  has  not,  but  clearly  should  have. 

"  Other  cities  take  grain  in  any  quantities  at  uniform 
charges. 

"  For  good  reasons  cited,  New  York  favors  large  lots. 

"  The  terminal  rail  warehouse  facilities  of  contesting  cities 
exceed  ours. 
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"  For  these  reasons  large  and  small  grain  trade  was  being 
diverted  to  watchful  rival  seaports. 

"  The  joint  harmonious  action  of  carriers  and  your  Exchange, 
therefore,  became  important,  and  two  committees  upon  your 
part  have  met  our  officers  and  agreed,the  first  time  unanimously, 
the  last  with  but  one  dissenter,  and  the  dissenting  report  has 
been  sustained  by  your  body  upon  the  single  point  that  the 
railways  decline  to  assume  three-fourths  of  one  cent  per 
bushel  delivery  elevation.  To  concede  our  view  would  secure 
the  great  benefits  ably  stated  in  both  reports  ;  but  you  ask  why 
you  should.  We  answer :  This  charge  we  'do  not  now  bear — 
have  not  borne  it  for  six  years;  it  is  not  borne  by  the  carriers 
to  other  seaports — the  charge  is  but  one-half  like  charges  at 
those  cities  ;  we  bear  the  other  half  from  less  average  grain 
rates  per  mile  than  their  carriers  receive  ;  everything  we  ask 
or  propose  improves  the  deliveries ;  enables  small  lots  to  be 
delivered  with  large  at  like  cost,  attracts  traffic,  adds  addi- 
tional expenses  to  the  railways, but  none  to  the  grain  overpast 
and  present  usage ;  it  is  demanded  by  the  west,  and  our  own 
rail  and  City  interest  and  is  just  to  all. 

"  We  stand  ready  to  use  the  new  system  at  increased  guar- 
antees, risks,  and  expenses  to  the  carrier,  and  therefore  less  in 
the  aggregate  to  the  grain.  We  simply  ask  the  grain  to  bear 
less  expenses  than  customary  elsewhere,  which,  if  we  disagree, 
it  must  in  any  case  continue  to  bear,  which  it  has  borne  here 
for  years,  and  which  are  less  added  to  the  freight  rates  than 
at  any  other  city  for  like  services.  Your  Exchange  having  so 
far  declined  our  pioposals,  if  expenses  are  added  to  small  lots, 
foreign  trade  diverted,  the  west  dissatisfied,  co-operation  with- 
held, feeling  engendered  and  unjust  impressions  founded,  we 
leave  the  public,  membersof  your  Exchange  and  our  forwarders 
in  possession  of  the  foregoing  facts,  to  determine  by  whom 
those  results  are  caused,  and  the  adoption  of  the  wisely  agreed 
plan  postponed  or  defeated. 

I  have  the  honor  to  be,  sir. 

Sincerely  yours, 

G.  K.  Blanchabd." 

Up  to  1874,  while  every  other  seaboard  city  graded  its  grain 
New  York  did  not. 
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By  Mr.  Steene  : 

Q.  Whose  fault  was  that  ?  A.  It  was  the  fault  of  the  Pro- 
duce Exchange,  as  I  state  here. 

Q.  In  speaking  of  the  marine  risk,  don't  you,  under  those 
circumstances,  become  subrogated  to  the  rights  of  the  insurer  ? 
A.  No ;  it  is  all  rail  from  Chicago  to  Staten  Island  by  the 
terms  of  this  agreement. 

Q.  And  there  is  no  insurance  on  grain  when  it  comes  all  rail  ? 
A.  No ;  we  have  to  keep  it  insured  ourselves  ;  this  letter 
states  :  "  The  agreed  rules  to  apply  to  all  lots,  large  or  small ;" 
we  had,  prior  to  that  time,  declined  to  do  this  except  on  quan- 
tities of  five  car  loads  ;  we  agreed  to  do  it  here  on  any  quantity 
down  to  one  car  load  ;  we  agree  here  also  to  become  responsi- 
ble for  the  weights  stated  to  us  by  a  party  chosen  by  the  con- 
signee of  the  grain — that  is  the  floating  elevator  ;  we  have  no 
control  over  the  floating  elevator  ;  we  cannot  specify  even  what 
floating  elevator  it  t^hall  go  through ;  the  consignees  do  all 
that,  and  we  have  to  take  the  results  presented  to  us  by  these 
floating  elevators  at  New  York,  whereas  at  Baltimore  and  Phil- 
adelphia the  railroads  have  these  elevators  under  their  own 
control,  and  if  a  merchant  makes  a  claim  upon  them  for  loss 
they  can  check  it  ;  here  we  cannot  and  I  say  here  aga-in,  as  in 
the  foregoing  letter :  "  We  invite  criticism  of  the  assertion 
that  at  no  city  of  the  world  do  rail  carriers  do  so  much  at  so 
great  an  expense  in  receiving,  handling  or  delivering  any  class 
of  freight  free  of  charge,  as  do  the  railways  terminating  at  New 
York  for  tlie  grain  trade  of  this  city ;"  that  statement  is 
strictly  true  at  present,  and  I  ask  criticism  of  it.  again.  Now, 
the  result  of  this  was  that  where  the  opposition  to  this  sys- 
tem had  been  three  to  one  in  the  meeting  before  the  appear- 
ance of  this  letter,  it  went  through  in  favor  of  the  railroads 
after  its  reconsideration  by  the  Grain  Committee  of  the 
Produce  Exchange,  thereby  conceding  entirely  at  the  subse- 
quent meetings  by  a  vote  of  over  eight  to  one  in  all  the  votes 
,  cast  upon  this  subject  (^and  I  understand  it  was  a' general  meet- 
ing, too,  of  the  entire  grain  trade)  the  justice  of  the  positions 
taken  by  that  letter.  Now,  in  consequence  of  this  agreement 
with  the  Produce  Exchange,  the  Erie  Eailway  Company  made 
the  following  deliveries  specially  under  that  agreement,  for  the 
year  ending  the  31st  of  December,  1878,  and  I  desire  to  read 
it,  to  show  the  magnitude  of  this  service  : 
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Mems.  of  Grain  Deliyebies  fob  the  Yeae  ending  December 

31st.  1878. 


EAST  RIVER. 

No. 

TlMKS. 

EAST  RIVER. 

No. 

Times. 

Pier     2 

"      3 

3 

1 

2 

6 

1 

3 

4 

6 

28 

3 

2 

6 

54 

1 

6 

10 

14 

13 

1 

2 

7 

91 

16 

23 

18 

7 

3 

6 

7 

1 

1 

1 

2 

6 

4 

993 

21 

24 

54 

Times. 

Forward 

Foot  28th  St.,  N.  Y 

Central  Elevator 

50 
113 
26 
12 
86 

3 
163 

3 
13 

1 
23 
27 

4 

O 

2 

1 
240 

1 
176 

1 
42 

1 

85 

54 

20 

201 

2 
84 
13 
43 

2 
24 

1 

169 

21 

2 

4 
486 

1 

3651 

Times. 

"      4 

Ft.  Congress  St.,  B'klyn.. 

"  Division  avenue   

"  Delancey  St.,  N.  Y 

"  Court  St.,  Bklyn 

6   

"      7 

"      9 

"    11 

"     13 

"    14   , 

"    1.5 

Foot  53d  St.,N".  Y   

Empire  Stores,  B'klyn 

Empire  Mills,         "       

Ft.  129th  St.,  Harlem   ...  . 

Harbeck's  Stores 

Hunter's  Point,  E.  D 

Ft.  Harrison  St.,  B'klyn. . . 
"  Van  Dyke  St.,  B'klyn. . 

"    16 

"     lY 

"    18 

"    19 

"     21 

"     23 

"    27 

Iron  Elevator 

'■     28 

Van  Brunt  St.,  B'klyn 

Ft.  Joralemon  St., i B'klyn. 
"  Partition  St.,  B'klyn... 
Kings  County  Elevator. . . 

Ft.  15th  St.,  N.  Y 

Kelsey's  Stores 

"     33 ■..    . 

"     39 • 

"    40 

"     43 

"    44 

"    45 

"    46 

"     47 

"    48 

Gowanus  Creek,  ft.  20th  St, . 
Foot  Conover  St.,  Br'klyn. . 

"     Gold  St ,            "     . . 

"     Washington  St., "     . 

"     92d  St.,  N.  Y 

"    East  6th  St.,  N.  Y,  .. 

•'     Warren  St.,  B'klyn... 
Burtiss  Yard.,  Red  Hook.  . 

Ft.  a"orth  5th  St.,  B'klyn. . 
Pierrepont  Stores,       "     . . 
Pacific  Mills,                "     . . 

Ft.  63d  St.,  N.  Y 

Prentice's  Stores,  B'klyn. . . 

Ft.  60th  St.,N".  Y 

Roberts'  Stores,  B'klyn 

Navy  Yarfl                 " 
Wallabout  Mills,        "  E.  D. 

Atlantic  Dock 

Ft.  18th  St.,N.  Y 

Watson's  Stores,  B'klyn. . . 

Columbia  Stores 

Ft.  North  7th  St.,     "     . . 

Foot  Amity  St.,  B'klyn,... 
Brooklyn  City  Mills 
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By  the  Ohaieman  : 

Q.  That  is  confined  to  grain  exclusively  ?  A.  Yes ;  that  is 
on  the  East  river  and  Brooklyn  ;  in  addition  to  that  we  deliv- 
ered on  the  North  river : 


"  Memorandum  of  Grain  Deliveries  for  the  Year  ending 
December  31,  1878." 


North  Riter, 

No. 

Times. 

North  River. 

No. 

Times. 

Pier   2 

6 

9 

121 

1 

7 

3 

121 

2 

49 

28 

79 

172 

78 

33 

43 

44 

7 

26 

2 

5 

1 

3 

Times. 
tt 

Foot  10th  street 

"     West  11th  street. 

"     6Sd  street 

"     14th      "      

"     Perry    "      

"     49th      "      

"     51st       "      

■'7th        "      

"     34th      "      

"•    39th      "      

"    47th      •'     

Cunard  Dock,  J.  C . . . 
Hoboken 

5 

12 

2 

1 

2 

6 

5 

2 

70 

3 

2 

39 

121 

84 

22 

2 

20 

Times. 

3 

'■ 

"       6 

" 

"     12    

■' 

"     13    

" 

"     14 

"     20  and  21 

"     35 

"     37   

•' 

'■     38 

"     39  VanTassell's.. 

"     39  New  No 

"     42 

•■ 

"     43 

"     44 

Pavonia  Dock,  J.  C . . 
Red  Star  Pier,     "   . . 

Newark,  N.  J 

Stapleton,  S.  I 

East  River — total  . . . 
Total 

" 

"     46 

"     47        

„ 

"     52 

Foot  Harrison  street. . 
"     Franklin  street. . . 

"     S3d  street 

"     25th      '■      

1,237 
3,651 

■' 

4,888 

« 

Q.  I  understand  you  that  in  the  case  of  the  Baltimore  & 
Ohio  they  deliver  always  at  one  place  ?     A.  Yea. 

Q.  And  the  same  is  true  as  to  Philadelphia  ?  A.  Yes ;  at 
their  different  elevators. 

Q.  How  is  it  at  this  harbor  ?  A.  They  deliver  here  just  as 
we  do  ;  and  this  expense  is  so  great  that  they  doubtless  do  all 
they  can  to  divert  business  from  here  to  Philadelphia  and 
Baltimore. 


By  Mr.  Sterne  : 

Q.  But  they  have  elevator  facilities  which  you  have  not  ? 
A.  Yes ;  they  have  elevator  facilities  at  the  other  cities  which 
we  have  not ;  now,  I  desire  to  compare  that  with  1877. 
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By  Mr.  Shipman  : 

Q.  Mr.  Sterne  says  that  they  have  elevator  facilities  ;  those 
are  principally  storage  elevators,  are  they  not?  A.  Storage 
and  shipping,  both,  because  ships  there  will  go  to  them  and 
here  thej  will  not. 

Q.  You  mean  in  Philadelphia  ?     A.  Yes ;  and  Baltimore. 

By  Mr.  Steene  : 

Q.  "Why  is  that ;  is  it  for  sentimental  reasons  ?  A.  I  refer 
you  to  them  for  that  information  ;  they  wont  do  it ;  I  do  not 
know  whether  it  is  on  sentimental  grounds  or  not ;  the  North 
German  Lloyd,  for  inatance—  the  same  company  that  at  Balti- 
more take  their  grain  from  the  Baltimore  &  Ohio  Railroad, 
in  New  York  they  will  not  move  their  ships  for  it. 

Q.  How  is  it  about  grain  from  the  New  York  Central  ?  A. 
They  will  not  go  there ;  I  explained  yesterday  why  that  was 
so.  Now  I  wish  to  show  the  increase  in  this  lighterage  or 
special  delivery  business  and  the  increased  proportion  rel erred 
to  in  our  annual  report  which  we  made  in  1877  ;  I  find  by 
looking  at  my  papers  that  I  have  1879  instead  of  1877;  and 
so  I  will  give  the  facts  as  to  1879 ;  for  the  first  six  months 
from  the  1st  of  January  to  the  30th  of  June,  1879,  we  made 
3,161  special  deliveries  of  grain. 

By  Mr.  Shipman  : 

Q.  How  many  months  is  that?  A.  Six  months  of  this  year; 
those  3,161  may  be  said  to  be  equivalent  to  6,322  deliveries  for 
the  year,  against  4,888  last  year,  and  as  the  inflow  of  this 
enormous  crop  began  after  the  period  covered  by  this  last 
statement,  we  now  estimate  that  for  this  year  there  will  be 
8,000  special  deliveries  as  against  4,900  (roundly)  last  year — 
almost  double  ;  and  in  1878  the  increase  of  these  special  deliv- 
eries by  the  Erie  road  is  said  to  be  60  per  cent,  compared  with 
1877,  and  the  increase  of  1879  bids  fair  to  be  about  85  per 
cent,  over  1878,  being  145  per  cent,  in  this  item  alone,  in  1879, 
as  compared  with  the  same  special  deliveries  in  1877. 

By  Mr.  Steene  : 

Q.  Who  makes  these  deliveries — the  Lighterage  Company  ? 
A.  The  Erie  Railway  Company,  by  MoCartan  &  Logan,  the 
contractors  for  the  grain  deliveries  of  the  Erie  Railway ;  I  ad- 
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dressed  our  New  York  agent,  Mr.  Hoffman,  on  the  7th  of  July, 
1879,  and  inquired  as  to  the  number  of  deUveries  made  by  the 
New  Jersey  Lighterage  Company  ;  this  is  in  part  the  result : 

"  New  York,  Lake  Erie  &  Western  E.  R.  Co.,  ) 
New  York  Agent's  Office,  Pier  bO,  North    v 

ElYER,  FOOT  OF  CHAMBERS  STREET.  ) 

New  York,  July  26th,  1879. 

G.  E.  Blanchard,  Esq.,  Asst.  to  the  President  : 

Dear  Sir, — Referring  to  your  letter  of  the  17th  inst.,  here- 
with returned,  I  beg  to  reply  that  we  did  not  deliver  to  the 
New  Jersey  Lighterage  Company  during  the  calendar  year 
1878  any  freight  which  had  been  transported  by  this  company 
for  delivery  by  that  company. 

The  New  Jersey  Lighterage  Company  received  freight  from 
73  different  points  in  New  York  harbor,  as  given  in  detail  in 
statement  attached,  dated  25th  inst.,  from  C.  W.  Bodle,  and 
the  number  of  times  that  company's  boats  came  to  our  docks 
and  made  deliveries  of  same  to  be  transported  by  this  com- 
pany during  the  calendar  year  1878  was  1,042. 

The  property  consisted  of  heavy  (lowest  class)  freight,  viz., 
coffee,  siigar,  syrup,  salt,  crockery,  molasses,  jute,  marble,  &c. 

The  number  of  other  vessels  (canal  boats,  barges,  sloops, 
schooners,  &c.)  which  brought  to  our  docks  freight,  on  which 
we  did  not  pay  lighterage,  to  be  transported  by  this  company 
during  the  year  1878  was  841.  The  property  consisted  of 
coal,  lumber,  laths,  lime,  sand,  ore,  salt,  clay,  marble,  &c.,  in- 
cluding 27  barge  loads  railroad  iron  for  this  company. 

Very  respectfully, 

J.  B.  HOFFMAN, 

Agent." 


J.  B.  Gabdis,  President. 


"  Office  op  the  New  Jersey  Lighterage  Co.,  1 
No.  97  Water  street.  j 

New  York,  July  25th,  1879. 


J.  B.  Hoffman,  Esq.,  N.  T.  Agent,  &c.  : 

Dear  Sir,— Eeplying  to  yours  of  the  21st.  inst.,  below  we 
give  you  a  list  of  points  from  which  we  received  freight  during 
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the  year  1878,  the  same  being  deHvered  at  Long  Dock  for 
transportation  over  the  road.  We  have  obtained  the  informa- 
tion from  our  order  book,  and  believe  it  is  complete  : 


Pier  42,  KE 

Pier 

43  N. 

E.                  Pier  45,  E. 

E. 

"     51      " 

(< 

47 

46      ' 

"     44      " 

it 

21 

48      ' 

"    20      " 

a 

8 

18      ' 

"     52      " 

(( 

1 

27      ' 

"     54      " 

a 

36 

44      ' 

"    48      " 

a 

37 

I                                                  ii 

40      ' 

"     53      " 

ic 

38 

i                                                                       C( 

19      ' 

"     45      " 

«* 

50      " 

14      ' 

"     39      " 

(C 

23,  E.  E. 

21      ' 

"     46      " 

J.  C.  Sugar  Refinery 

Vesta  Oil  Works. 

Eagle  Dock. 

Corlear's  Hook. 

Erie  Basin  Stores. 

Hunter's  Point. 

Pierrepont's     " 

Cunard  Dock,  J.  C. 

Goes' 

Church's  Factory. 

Clinton 

Commercial  Wharf. 

Empire 

Adams  street  (Brooklyn). 

Hafl's  Yard. 

Third  street,  Gowanus  Canal. 

Martin's   Stores. 

Corlears  street,  N.  "S 

, 

Harbeck's 

c 

Bowne  street,  Brooklyn. 

Watson's 

t 

Pt.  Morris. 

Koberts' 

I 

West  Eleventh  street,  N.  Y. 

Tobin's 

( 

Bremen  Dock. 

Woodruff's 

c 

Hamburg  Dock. 

Wall  street 

i 

Durant's  Eefinery. 

Prentice's 

t 

Deck  &  Meyers. 

Baltic 

t 

Moller,  Sierck  &  Co 

Eefinery. 

Warren  Chem.  Mauufac'g  Co.     I12th  street,  B.  E. 

Barrow  street,  N.  Y. 

Eighth  street,  E.  E. 

Fifth  street,  E.  E. 

Miller  &  Conger's  Stores. 

Thirty-fourth  street. 

N.  E. 

Driggs'  Stores. 

Total 

73  points. 

Yours  truly, 

0.  W.  BODLI 

'! 

For  Company. 

) 
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By  the  Chairman  : 

Q.  Do  you  makesoecial  deliveries  of  anything  except  grain  ? 
A.  We  make  special  deliveries  of  everything  that  may  be 
required;  and  the  specials  I  have  first  given  simply  cover 
the  sole  question  of  grain ;  it  is  estimated  roundly  that  our  de- 
liveries of  special  freights,  Sue,  are  at  least  75  per  cent,  as 
many  as  those  made  upon  grain  which  amounts  are  to  be  added 
to  the  total  of  what  I  have  before  referred  to. 

By  Mr.  Shipman  : 

Q.  That  last  was  west  bound  freight?  A.  These  deliveries 
are  simply  on  the  miscellaneous  business  ;  the  petroleum  busi- 
ness is  delivered  by  us  at  Weehawken  as  it  is  delivered  at  Phil- 
adelphia, and  at  Baltimore ;  there  are  items  of  exact  compari- 
son ;  the  vessels  do  go  to  our  docks  for  petroleum  as  they  go 
to  the  docks  of  Philadelphia,  and  these  other  places ;  but  the 
steamships  decline  to  come  to  our  docks  at  Jersey  City,  be- 
cause the  various  lines  have  their  several  sailing  days,  aud  make 
up  their  cargoes  at  their  own  docks. 

Q.  Do  you  know  what  proportion  of  grain  exported  from 
New  York  goes  in  steamers,  and  what  proportion  in  sailing 
vessels.     A.  No  ;  I  am  trying  to  find  that  out. 

By  Mr.  Noyes  : 

Q.  You  are  building  a  large  elevator  in  Jersey  City  ?  A. 
Yes. 

Q.  More  as  matter  of  convenience  for  storage  than  anything 
else  ?  A.  Yes  ;  and  I  desire  to  state  a  fact  that  is  of  some 
importance  in  this  connection,  as  showing  the  relative  value  of 
elevators  and  canal  boats.  It  is  a  fact,  that  on  a  great  many 
days  on  the  New  York  Produce  Exchange,  the  Erie  Railway 
Companies  certificates  for  grain  afloat,  brought  from  ^  to  \ 
(in  exceptional  cases  higher  than  that),  cents  per  bushel  more 
than  grain  stored  in  the  elevator  of  the  New  York  Central  at 
Sixty-fifth  street  or  in  an  elevator  at  Brooklyn,  the  reason  being 
that  if  we  are  notified  at  two  o'clock  that  the  ship  A.  B.  lying 
at  the  Erie  basin,  wants  8,000  bushels  of  wheat  delivered, 
and  wants  to  sail  that  night,  we  will  have  it  there  at  four  o'clock, 
and  she  will  get  away  without  incurring  demurrage,  whereas,  if 
the  grain  was  in  a  stationary  elevator  the  boat  would  have  to  go 
there,  and  be  loaded  and  then  unloaded  or  the  ship  would  have 
to  take  other  steps  to  get  the  property  out  of  the  elevator. 
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By  Mr.  Shipman  : 

Q.  Do  you  know  how  long  it  takes  to  transfer  from  a  floating 
boat  8,000  bushels  of  grain  to  a  ship  ?  A.  When  the  elevators 
are  all  in  position  it  can  be  done  probably  in  an  hour  or  two. 
These  are  the  salient  points  particularly  upon  grain  and  pro- 
visions ;  on  live  stock  the  Erie  Company  have  provided  (and 
that  is  dealt  with  by  Judge  Shipman's  desire,  in  another  part, 
and  I  only  desire  to  state  it  here  in  comparison  as  a  terminal 
facility) — the  Erie  Company  bad  at  Oak  Cliff  grounds  for  the 
largest  stock  yards  that  were  known  any  wi)ere  on  the  seaboard ; 
and  as  the  matter  of  terminal  facilities  is  now  under  considera- 
tion by  our  contract  (the  McPhersou  contract  wliich  Judge  Ship- 
man  also  desires  me  to  explain  at  another  point,  and  I  only  refer 
to  it  incidentally  now)  we  give  to  everybody  in  New  York  three 
points  of  delivery  for  live  stock,  while  at  Baltimore  and  Phila- 
delphia there  are  only  one  each,  and  at  Boston  only  two,  one 
being  the  yard  of  the  Boston  &  Albany  Boad  at  Brighton,  and 
the  other  of  the  Fitchburgh  Road  at  Watertown. 

Q.  I  will  ask  you  right  here,  lest  it  should  escape  my  atten- 
tion, though  I  believe  it  is  conceded  by  some,  can  you  get  along 
with  a  live  stock  business  without  having  stockyards?  A.  I 
do  not  think  we  possibly  could. 

Q.  Turn  your  cattle  into  the  street 

Mr.  Sterne — Nobody  suggests  that. 

The  Witness — On  the  3d  of  September,  1874,  the  American 
Society  of  Civil  Engineers  had  submitted  to  it  a  pamphlet  on 
rapid  transit  and  terminal  freight  facilities  ;  that  paper  was  a 
report  made  by  Mr.  Chanute,  Mr.  M.  N.  Forney,  Mr.  Ashbel 
Welch,  Gen.  Charles  K.  Graham  (who,  I  believe,  is  now  Sur- 
veyor of  the  Port),  and  Francis  CoUingwood,  an  eminent  engi- 
neer, and  on  the  34th  page  of  that  report  I  read  : 

"  The  plans  now  in  use  for  receiving  and  handling  a  large 
portion  of  the  produce  and  goods  which  arrive  in  the  City  of 
New  York  for  export  and  for  distribution  were  made  by  a  jire- 
ceeding  generation;  they  may  have  been  wise  and  liberal  in 
their  day,  but- they  were  designed  with  sole  reference  to  water 
transportation  and  for  a  business  very  much  smaller  than  that 
of  the  present  day,  and,  in  some  respects  of  dififerent  character. 
They  have  now  been  fairly  outgrown  -by  the  enormous  increase 
of  trade,  and  a  new  element  has  been  introduced  by  tlie  inven- 
tion and  rapid  development  of  railways,  so  that  methods  which 
106 
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were  once  the  cheapest,  aud  best  adapted  to  the  commerce  of 
this  port,  now  prove  cumbrous,  complicated  and  expensiTe, 
simply  by  the  growth  of  the  traffic." 

Now,  whatever  provision  has  been  made  for  this  growth  of  the 
•traffic  in  the  harbor  of  New  York,  to  my  knowledge,  has  been 
made  almost  entirely  by  the  railroad  companies ;  I  cannot  recol- 
lect at  this  moment  an  improvement  of  any  magnitude  at  any 
point,  except  the  erection  of  a  few  additional  elevators  in  Brook- 
h'D,  which  are  again  an  insult  to  geography  by  requiring  the 
property  to  go  from  Jersey  City  over  thei  e,  and  then  be  brought 
back  again — to  the  German  steamers,  if  you  please,  starting 
•from  Hoboken. 

By  Mr.  Steene  : 

Q.  You  do  not  mean  to  say  that  the  widening  of  our  river 
front  street  was  not  a  great  improvement  ?  A.  I  do  not  see 
that  it  was  any  improvement  whatever  to  our  business — this 
export  business ;  and,  so  far,  the  interruption  to  all  business  by 
this  widening  so  far  is  very  injurious  ;  take  our  case  at  Chambers 
street,  where  we  a;-e  compelled  to  do  now  in  very  limited  space 
what  we  had  formerly  twice  the  area  for  doing-. 

Q.  But  that  is  merely  temporary,  is  it  not?  A.  Certainly, 
but  I  say  that  at  this  time  we  suffer  that  inconvenience. 

Mr.  Steeme — So  the  laying  down  of  a  t-ewer  would  be  a 
temporary  inconvenience  to  the  houses  which  are  to  be 
served  by  that  sewer. 

The  Witness — On  page  35  of  the  report  of  the  Civil  Engi- 
neers, from  which  I  have  last  read,  I  read  the  following  : 

"  The  Committee,  however,  appends  hereto  a  table  pertain- 
ing to.  the  receipts  of  domestic  produce,  which  it  has  been 
enabled  to  compile  with  sufficient  accuracy  t)  form  someideaof 
the  charges  which  arriving  property  has  to  bear  at  this  port. 
It  will  be  noted  that  these  charges  vary  from  $1  to  $10  per  ton, 
and  that  they  averaged  $3.07  per  ton  upou  the  4,631,700  tons 
of  receipts  covered  by  the  table." 

Q.  That  is  the  tonnage  arriving  at  this  port?     A.  Yes  ;  the 
.  terminal  facilities  .charged  in  New  York  outside  of  these  free 
.  expenses  of  the  railroad ;  those  are  charges,  made  by  the  mer- 
chants  of  the  city  ;   and  $3.07  per.  ton  averages   more,   Mr. 
Chairman  (and  I  call  your  particular  attention  to  this  state- 
ment), than. the  entire  receipts  of  the  Erie  Railway  per  ton  for 
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the  transportation  of  the  same  amount  of  business  eastward 
422  miles,  including  these  deliveries  about  the  harbor  of  New 
York. 

By  the  Chairman  : 

Q.  Do  you  mean  that  those  charges  were  in  addition  ?  A.  In 
addition  to  the  rates  of  freight  charged  by  the  railroad. 

Q.  By  whom  were  they  received  ?  A.  By  the  merchants  for 
cartage,  stealage,  loss,  wastage,  etc. 

Q.  They  were  not  received  but  were  paid  by  the  merchants? 
A.  Paid  by  the  merchants  I  mean,  to  differeut  people;  there 
is  appended  to  this  Engineer's  Report  a  table  of  estimated  re- 
ceipts from  all  sources,  showing  also  the  cost  of  handling 
domestic  produce  in  New  York  for  the  year  187H. 

Q.  That  includes  all  the  different  articles  ?  A.  Yes  ;  the 
kind  of  package,  the  receipts  by  rail  and  by  water,  the  total 
receipts,  the  estimated  average  weight,  the  tons  received  by 
rail  and  by  water,  and  the  total,  the  mode  of  handling  and  the 
estimated  terminal  expenses  per  ton ;  the  amount  aggregating 
$14,200,187.89.  On  the  3?th  page  of  this  Engineer's  Report, 
I  read  as  follows  : 

"  Your  Committee  hopes,  however,  to  make  it  clear  that 
there  is  a  much  more  pressing  need  of  a  reform  which  shall  be 
local  to  New  York,  than  of  a  further  reduction  in  freight  rates  : 
especially,  if  by  the  reduction  the  aggregate  profits  of  the  car- 
riers are  to  be  cut  down ;  it  submits  that  the  true  way  to 
cheapen  transportation  and  other  commercial  charges,  should 
lead  us  rather  to  seek  for  cheaper  and  more  effective  methods 
of  conducting  the  business,  than  to  endeavor  to  cut  down  the 
profits  of  those  who  transact  it,  to  less  than  a  fair  return  upon 
their  investments.  While,  therefore,  fully  recognizing  the  jus- 
tice of  the  demand  of  the  public  that  charges  for  freights 
shall  be  reduced  to  a  minimum,  that  the  cost  of  transportation 
shall  be  cheapened  by  every  means  which  human  ingenuity  can 
devise,  your  Committee  wishes  to  call  attention  to  the  fact  that 
so  far  as  it  can  ascertain,  railroad  rates  from  the  interior  of 
the  United  States  to  the  seaboard,  are  to-day  lower  than  for 
equal  distances  anywhere  else  iu  the  world.  Notwithstanding 
our  inflated  currency,  our  high  rates  of  wages,  and  our  com- 
paratively sparse  population,  our  railroads  are  carrying  certain 
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classes  of  property  more  cheaply  for  loug  distances  tlian  any 
European  lines." 

And  upon  the  following  page,  being  page  38,  it  is  stated 
"  that  the  Erie  Eailway  reports  to  the  State  Engineer  its  ter- 
minal expenses  in  1873  at  New  York  were  $823,793.32,  on  a 
commercial  business  of  1,468,92  S  tons,  or  nearly  6  per  cent,  of 
its  entire  operating  expenses,  which  were  $14,174,185.59,  and 
that  the  New  York  Central  Eailroad  reports  it  expended  in  the 
same  .year  $59,151.73  for  hauling  freight  cars  in  New  York 
City,  and  $545,4'i9.25  for  lighterage  and  cartage." 

On  page  39  of  the  same  report  I  read  : 

"The  New  York  Cheap  Transportation  Association  state  in 
its  report  on  terminal  facilities  (page  35),  that  'New  York  im- 
porters are  sending  goods  from  Europe  destined  to  the  interior 
to  Baltimore,  and  thence  by  the  Baltimore  &  Ohio  Railroad 
on  through  bills  of  lading  to  destination.  Interior  merchants 
insist  upon  such  a  course,  as  the  freight  is  cheaper  both  by 
ship  and  rail,  the  ship  freight  being  5  shillings  per  ton  cheaper, 
and  the  rail  rate  from  5  to  20  cents  per  100  pounds  less,  while 
the  cost  of  transfer  is  nothing,  and  the  responsibility  direct, 
against  $5  per  ton  in  carting,  damages,  stealing,  delay,  storage, 
insurance,  &c.,  in  New  York.'  " 

,  There  is  the  testimony  of  this  very  cheap  transportation 
association  of  what  these  railroads  do  for  nothing  against  the 
$5  for  damages,  carting,  stealage,  delays,  storage,  insurance, 
&c,,  in  New  York. 

Q.  What  association  was  that?  A.  The  Cheap  Transporta- 
tion Association  in  its  annual  report  on^teiminal  facilities  uses 
that  language. 

Q.  But  the  report  you  read  Irom  is  that  made  by  the  En- 
gineers' Association?  A.  Yes;  but  they  quote  this  cheap 
transportation  report  as  I  here  read  it ;  while  Baltimore  was 
nothing,  these  facilities  having  been  provided,  and  New  York 
merchants  desiring  this  property  to  continue  to  pass  through 
their  hands,  exacted  25  cents  per  100  pounds,  according  to  the 
language  of  this  report,  upon  the  same  property,  which  was  as 
much  in  this  city  as  our  average  fourth  class  rate  to  Chicago  in 
summer.  There  is  but  one  further  reference  to  be  taken  from 
this  report  (page  39)  where,  as  to  the  question  of  cartage,  they 
say: 
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"The  committee  estimates  that  the  total .  receipts  from, all 
sources  aggregate  about  15,000,000  tous  a  year.  A  statement 
compiled  by  Mr.  H.  C.  Gardiner  in  1867  aggregated  11,915,425 
tons.  Probably  about  one  half  of  this,  say  7,590,000  tons,  was- 
carted  more  or  less  through  the  streets  of  New  York.  Now, 
for  the  year  ending  October  31,  1874,  there  were  licensed  by 
the  Mayor's  Bureau  (as  appears  by  information  kindly  fur- 
nished by  the  Mayor's  Marshal)  8,618  trucks  and  carts  and, 
1,889  express  wagons,  making  a  total  of  10,507.  This 
did  not  include  the  wagons,  trucks  or  carts  owned 
by  the  larger  incorporated  transportation  companies, 
by  merchants,  manufacturers,  or  the  express  companies, 
such  as  Adams,  United  States,  &c.,  &c.,  which  take  out  no 
licenses,  and  which  are  estimated  by  the  Mayor's  Marshal  as 
nearly  equal  in  number,  making  a  total  of  20,000  in  the  City  ; 
now,  if  we  make  the  generous  allowance  that  one-half  of  these 
were  engaged  in  supplying  the  local  wants  of  the  population 
for  transportation,  and  that  the  remainder  earned  an  average 
of  $1,200  a  year  or  less  than  $4  a  day,  we  have  yet  an  aggre- 
gate of  $12,000,000  a  year  as  the  cartage  bill  paid  by  the  com- 
merce of  New  York,  or  an  average  of  $0.80  per  ton  on  the  en- 
tire tonnage,  and  of  $1.60  a  ton  on  the  7,500,000  tons  which 
are  estimated  to  b#  carted."  $1.60  a  ton  cartage  was  equiva- 
lent, at  the  average  rates  of  the  railroads  for  last  year,  to  225 
miles  of  cheap  transportation. 

Q.  That  is  a  charge  that  has  to  be  incurred  any  way  under 
any  circumstances,  and  iudependent  of  railroads  or  anything 
else,  has  it  not  ?  A.  To  a  very  great  extent ;  but  in  Baltimore, 
by  the  direct  transfer  from  rail  to  steamer,  it  is  not  required  to 
the  same  extent  at  all. 

Q.  Are  you  speaking  of  the  cartage  on  goods  from  foreign 
ports  to  this  jjort,  and  thence  west  ?  A.  Any  of  them  that 
stop  here  and  have  to  be  rehandled  here.  This  report  con- 
tinues : 

"  While,  therefore,  it  is  right  that  the  railroads  should,  and 
they  doubtless  will,  further  reduce  their  charges  by  the  adop- 
tion of  more  efficient  methods  of  working,  the  most  pressing 
reform  needed  seems  to  be  local  to  New  lork,  and  to  require 
some  modifications  of  the  existing  methods  of  handling  the 
property  after  it  arrives  at  this  port.  The  merchants  and  citi; 
zensof  the  city  should  give  their  attention  to  the  devising  and 
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adoption  of  such  improvements  as  will  reduce  the  terminal 
charges  to  a  minimum.  It  is  the  opinion  of  your  Committee 
that  a  larger  saving  may  thus  be  effected  than  by  any  probable 
reduction  of  freight  rates." 

Q.  Tou  do  not  think  goods  ought  to  be  rehandled  for  the 
sole  purpose  of  giving  parties  an  opportunity  to  rehandle 
them  ?  A.  No.  On  the  44th  page  of  the  same  report  it  refers 
to  this  question  of  grain,  as  follows  : 

"  In  consequence  of  the  peculiarity  of  the  commerce  of  this 
port,  that  a  considerable  portion  of  the  grain  receipts  is  at 
once  transferred  to  ships,  and  that  the  trade  is  done,  to 
some  extent,  in  large  steamers  which  cannot  leave  their  berths 
to  go  after  parts  of  their  cargoes,  a  portion  of  the  grain  will 
have  to  be  transferred  direct  from  cars  to  lighters,  and  for  this 
purpose  an  elevated  trestle  with  cjiutes  is  cheaper  than  an  ele- 
vator." 

That  is  their  testimony,  that  upon  a  considerable  part  of 
this  grain  the  elevator  will  not  accomplish  any  considerable 
economy.  In  contrast  with  these  facts,  I  have  telegraphed  to 
the  officers  of  the  other  ro.ids,  at  their  cities,  to  know  what, 
those  cities  have  done  for  them  locally  in  the  matter  of  these 
facilities,  and  I  have  their  replies,  which  I  will  read  : 

"  Boston,  August  28,  1879. 
"  To  G.  E.  Blanchabd, 

"  U.  8.  Hold,  Saratoga: 
"  We  have  the  fee  of  the  land  and  docks  at  East  Boston,  and 
pay  nothing  whatever  to  the  City  or  State  for  use  of  water 
front.  Most,  if  not  all,  the  wharves  in  Boston  proper  are  private 
property,  and  pay  no  rental  to  the  City.  The  marginal  rail- 
way which  connects  the  several  Boston  railways  with  the 
wharves  paid  nothing  for  the  right  to  lay  its  track  in  the  City 
streets. 

"  W.  BLISS." 

Q.  They  acquired  those  docks  by  purchase  in  Boston  ?  A. 
In  part,  yes. 

Mr.  Sterne— Probably  one-half  the  river  front  in  the  City  of 
New  York  is  owned  in  fee,  and  does  not  pay  one  cent  of  rental 
to  the  City  of  New  York. 

The  Witness— Mr.   Cassatt  was   absent  from  Philadelphia 
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when  ray  dispatch  reached  there,  and  Mr.  Patton,  the  Secre- 
tary to  Mr.  Cassett,  sent  me  the  following  reply  : 

"  Philadelphia,  Pa.,  August  27th,  1879. 
"  To  George  R.  Blanchakd,  U.  S.  Hotel : 

'■  Mr.  Cassatt  is  absent,  and  your  message  making  inquiry 
about  oil  matters  has  been  forwarded  to  him.  In  reply  to  your 
second  message  I  may  say  that  this  company  does  not  pay 
Anything  for  the  privilege  of  running  tracks  through  the  streets 
of  Philadelphia.  The  City  owns  the  tracks  on  Market  street, 
connecting  our  freight  depot  with  West  Philadelphia,  and  the 
City  collect  a  wheel  toll  on  all  cars  passing  over  this  piece  of 
road.  We  do  not  pay  the  City  anything  for  the  use  of  water 
fronts  or  docks,  as  the  company  does  not  occupy  any  property 
on  the  river  front  belonging  to  the  City. 

"WM.  A.  PATTON." 

Mr.  Wilson,  of  the  Philadelphia,  Wilmington  &  Baltimore 
I^oad,  telegraphed  me: 

"  Philadelphia,  August  27th,  1879. 
"  George  E.  Blanchaed  : 

"  The  wharfs  belonging  to  the  City  are  rented  by  auction  to 
the  highest  bidder,  and  the  water  kept  to  the  regulation  depth 
at  the  expense  of  lessees  ;  the  city  is  not  the  owner  now  of  any 
steam  car  tracks  of  consequence. 

"JOHN  S.  WILSON." 

Mr.  Adams,  of  the  Fitchburgh  road,  telegraphed  from  Bos- 
ton, as  follows : 

"  Boston,  August  27th,  1879. 

"  To  George  E.  Blanchard  : 

"  We  have  to  obtain  consent  of  the  Mayor  and  Aldermen 
to  lay  tracks  in  the  streets ;  no  expense  attending,  except  care 
of  the  paving  between  the  tracks  ;  no  charge  is  made  fcy  the 
City  of  Boston  for  the  use  of  water  fronts  or  docks  in  Boston 
or  East  Boston. 

"JOHN  ADAMS, 
"  General  Supt.  Fitchburgh  Bailroad." 
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Mr.  Sterne — That  is  precisely  the  way  it  is  here. 

The  Witness — Now,  I  desire  to  call  the  attention  of  the 
Committee  to  the  expense  that  we  have  to  pay  for  clocks  in  the 
City  of  New  York  to  the  City ;  during  the  year  of  1878,  the 
Erie  Railway  Company  paid  for  its  piers  $56,101.11 — that  is 
"for  the  uses  of  the  docks. 

By  Mr.  Sterne  : 

Q.  For  the  uses  of  the  docks  that  belong  to  the  City?  A. 
Precisely ;  in  addition  to  all  oiir  own. 

Q.  Do  you  pay  anything  for  your  own?  A.  We  own  the 
Long  Pock. 

Q.  Do  you  pay  anything  for  that  ?  A.  We  pay  the  interests 
on  the  bonds. 

Q.  Of  course,  but  I  ask  do  you  pay  iiny  rental  on  that  to  the 
City  of  New  York  ?  A.  No;  because  it  is  in.  New  Jersey;  I 
have  been  at  some  trouble  to  aggregate  the  traffic  received  at 
and  forwarded  from  Jersey  City  and  New  York,  during  the 
year  1878,  and  it  was  1,(544,793  tons  by  the  Erie  Railway  passing 
through  Jersey  City  only,  and  that  does  ngt  include  the  oil, 
coal  and  live  stock  delivered  at  Weehawken  and  Oak  Cliff. 

Q.  Nor  what  was  delivered  at  Newburgh,  and  comes  down 
by  Ramsdell's  boats?  A.  It  does  not  include  that ;  the  cost  of 
our  station  at  Williamsburgh  for  the  calendar  year,  was 
$17,840.50  ;  the  total  east  bound  tonnage  delivered  at  all  the 
stations  in  Oak  Cliff,  Weehawken,  &c.,  was  1,921,393  tons  east 
bound,  and  434,627  tons  west  bound,  amounting  to  $2,356,020 ; 
of  this  total  81.55  per  cent,  is  east  bound  freight,  and  18.45  is 
west  bound. 

By  the  Chairman  : 

Q.  Does  that^cover  all  goods  carried?  A.  All  the  goods 
coming  to  Oak  Cliff,  Jersey  City,  Weehawken  and  New  York 
City— the  total  arrivals  outside  of  Piermontand  Newburgh. 

Q.  Those  are  the  actual  results  of  1878  ?     A.  Yes. 

By  Mr.  Shipman  : 

Q.  Do  you  know  what  the  same  statistics  would  show  on  the 
New  York  Central  ?     A.  No  ;  I  do  not. 

By  Mr.  Sferne  : 

Q.  The  Central  west  bound  is  larger  ?     A.  It  is  larger,  but 
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whether  its  proportion  or  percentage  of  west  bound  to  east- 
bound  is  larger,  I  very  much  doubt. 

Q.  They  have  a  larger  west  bound  local?  A.  They  have  a 
very  much  larger  east  bound  freight  than  we  have. 

Q.  But  the  percentage  would  probably  be  larger  from  New 
York,  but  their  west  bound  local  is  so  much  larger  than  yours, 
that  it  reduces  the  percentage  ?  A.  I  say  that  they  do  so 
much  more  east  bound  business  than  we  do,  that  the  propor- 
tion of  west  bound  freight  probably  bears  about  the  same  re- 
lation notwithstanding. 

Q.  That  would  be  true  of  New  York,  but  westbound  starting 
from  points  on  the  line  of  their  road  west  of  New  York,  being 
very  much  larger  than  yours,  reduces  your  percentage  very 
considerably?  A.  Very  likely,  although  taking  their  large 
New  England  business  east  bound  into  account,  I  do  not  think 
so.  I  desire  to  call  attention  to  one  statement  about  this  extra 
storage,  that  we  had  to  pay  in  New  York  on  grain  kept  over 
above  four  days  ;  the  amount  that  we  paid  in  the  year  1878 
in  excess  of  our  collections  from  the  merchants  therefor  was 
$42,786.26,  an  actual  outgo  of  a  difference  in  money.  That 
was  a  loss  to  us  in  that  item  of  storage  in  carrying  out  the 
agreement  with  the  New  York  Produce  Exchange  for  that 
year.  jWe  paid  for  repairs  of  docks  in  1H78  $12,368.28 ;  for  tar- 
paulins to  put  over  flour,  $1^703  ;  and  the  aggregate  terminal 
expenses  of  this  company  for  the  last  calendar  year  in  the 
harbor  of  New  York,  notwithstanding,  the  enormous  increase  of 
the  business  was  $936,581.62  ;  that  was  equivalent  in  this  har- 
bor, upon  the  business  handled  (these  expenses  being  in  very 
small  part,  chargeable  to  the  oil  which  is  unloaded  by  con- 
signees, and  the  live  stock,  the  charge  on  which  is  but  a  dollar 
a  car,  and  the  coal  which  is  dumped  from  the  cars)  and 
upon  the  miscellaneous  business  outside  of  these  items — 
this  is  an  aggregate  charge  upon  the  whole  business  of 
between  SO  and  85  cents  a  ton ;  this  at  ^  of  a  cent  per 
ton  per  mile  is  about  equivalent  to  100  miles.  The 
Erie  Kailway  Company  therefore  transports  this  property  to 
all  intents  and  purposes,  u  distance  of  100  miles  in  excess  of 
its  distance,  or  precisely  the  same  as  if  Jersey  City  were  100 
miles  farther  out  in  the  ocean,  and  the  property  were  taken 
out  of  the  cars  there  and  delivered,  as  it  is  at  Locust  Point- 
That  is  the  practical  and  actual  effect  of  what  the  Erie  Com- 
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pany  does   upon  its   entire  inwarcl  and  outward  freights  for 
the  City  of  New   Yort. 

Q.  Have  you  tried  to  get  a  statement  of  what  the  Baltimore 
&  Ohio's  expenses  are  on  this  traffic,  so  far  as  terminal  ex- 
penses are  concerned  ?  A.  Only  to  this  extent,  that  before  I 
left  that  road  the  elevator  paid  a  dividend  of  17  per  cent,  the 
first  year  it  was  erected. 

By  Mr.  Shipman  : 

Q.  Is  that  all  on  this  subject  of  terminal  facilities  and 
through  rates  ?     A.  I  believe  it  is. 

The  Chairman — That  completes  the  whole  subject  of  through 
rates. 

Mr.  Shipman — Well,  not  quite  yet  ;  there  is  a  little  matter 
(to  the  witness) ;  do  you  want  to  .say  anything  on  the  influence 
of  those  things  on  your  through  rates?  A.  I  think  I  have 
covered  it ;  but  I  want  to  speak  of  the  New  Jersey  Lighterage 
Company. 

Mr.  Shipman — Yes  ;  I  want  you  to  explain  that. 

The  Witness — When  I  came  to  the  Erie  Eailway  Company, 
in  ]872,  a  contract  was  in  existence  which  had  been  made  by 
Mr.  Gould,  as  president  of  the  company,  with  Mr.  O.  H.  P. 
Archer.  President  Watson  directed  an  examination  into 
that  conti'act,  and  in  the  middle  of  a  month  arbitrarily  and 
almost  instantaneously  discontinued  it ;  that  left  the  Erie 
Eailway  Company  without  the  facilities  which  Mr.  Archer  had 
owned — his  canal  boats,  &c.  One  or  two  tugs  were  immedi- 
ately withdrawn,  and  his  endeavor  was  to  embarass  the  Erie 
Company  as  much  as  possible  ;  he  even  drove  his  carts  down 
and  took  away  our  books  from  his  place  and  stored  them  up 
town. 

Q.  Over  his  stable  ?  A.  Over  his  stable  ;  we  had,  therefore, 
to  get  along  as  best  we  could  and  as  he  had  before  sublet 
portions  of  his  business  to  the  New  Jersey  Lighterage  Com- 
pany, in  this  emergency — I,  at  that  time,  having  charge  of  the 
terminal  agencies  of  the  road — I  immediately  sent  to  the  New 
Jersey  Lighterage  Company,  and  said  that  we  should  expect 
them  to  continue  with  the  Erie  Company  the  arrangemens 
they  had  formerly  had  with  Archer,  but  I  desired  to  look  into 
the  question  of  their  charges,  which,  in  common  with  the 
charges  paid  to  Archer,  I  believed  were  excessive,     Those  ar- 
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rangements  continued  until  about  the  time  that  President 
Jewett  came  here,  and  the  charges  of  the  Lighterage  Company 
for  1873,  we  heheved  should  be  reduced  in  proportion  as  all 
the  other  charges  paid  in  the  harbor  were  reduced.  Mr. 
Jewett  then  directed  that  I  take  up  the  matter  again  and  we  did 
make  large  reductions  in  their  rates.  At  the  same  time,  as 
rapidly  as  the  company  acquired  tugs  and  barges  of  its  own,  we 
took  away  from  the  Lighterage  Company  a  very  large  part  of 
the  business  which  they  did,  and  in  1875,  discontinued  giving 
them  any  east  bound  freight  whatever  and  they  took  west 
bound  freights  only  for  the  reason  that  they  had  a  lot  of  sail 
lighters  and  tow  lighters  that  can  go  into  these  small  creeks 
and  basins  in  Brooklyn,  while  we  have  no  such  boats.  Esti- 
mates have  been  repeatedly  made  by  the  officers  of  the  com- 
pany, and  the  results  show  that  a  company  which  are  lighter- 
ing to-d;iy  for  the  Baltimore  &  Ohio  Company,  and  to-morrow 
for  the  merchants,  can  keep  this  fleet  on  hand  cheaper  than  we 
can  who  have  work  to-day  for  only  one,  when  to-morrow  we 
might  want  ten  barges  and  the  day  after  perhaps  none  depend- 
ing upon  our  orders  ;  so  that  our  lighterage  by  that  means  is 
absolutely  cheaper  than  we  could  do  it  ourselves.  In  1877 — 
growing  out  of  these  economies — we  paid  $58,000  less  to  this 
company  than  we  paid  them  in  1876.  Now  the  charges  which 
have  only  been  intimated  by  the  former  testimony,  as  to  the  New 
Jersey  Lighterage  Company,  were  absolutely  charged  upon  the 
Erie  Railroad,  and  its  officers  in  the  so  called  "  Potter  com- 
plaint "  ;  I  answered  those  charges  in  the  joint  letter  which 
has  been  introduced  in  evidence,  and  1  here  wish  to  swear  to 
the  correctness  of  the  statement  which  is  appended  to  this  re- 
port.    On  the  31st  page  of  that  letter 

By  the  Chaieman  : 

Q.  You  speak  of  the  joint  letter  addressed  to  the  Committee  ? 
A.  The  joint  letter  addressed  to  President  Jewett  by  Mr.  E.  S. 
Bowen,  Mr.  Stephen  Little  and  myself ;  on  the  thirty-first  page 
of  that  letter,  the  charge  is  stated  "that  the  said  Jewett  has  made 
"  extravagant  and  improvident  contracts  with  the  New  Jersey 
"  Lighterage  Company  and  other  carriers  for  the  transportation 
"  of  such  freights  across  the  said  river  at  rates  much  above  fair 
"and  reasonable  rates  of  compensation,  and  much  above  tlie 
"  rates  for  which  such  transportation   could  and  should  have 
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"Toeen  effected  as  saidJewett  well  knew,  and  the  plaintiffs 
"  charge  and  aver  upon  information  and  belief,  tliat  the  said 
"  Jewett  and  other  officers  of  the  Erie  Eailway  Company  were, 
"  and  are  interested  in  the  said  New  Jersey  Lighterage  Com- 
"  pany,  and  are  stockholders  therein,  and  were  influenced  and 
"  induced  to  the  making  of  such  contracts  by  sucli  personal 
"interest  in  fraud  of  the  said  Erie  Eailway  Company  and  its 
"  stockholders  ;"  as  to  that  I  desire  to  introduce  and  read  the 
affidavit  of  Mr.  J.  B.  Gaddis,  from  page  46  of  that  letter. 

Q.  Is  that  affidavit  a  part  of  the  answer  in  that  suit  ?     A.  It 
is  a  part  of  the  answer  in  the  "  Potter  suit ;"  it  is  as  follows : 

K  Y.  SUPREME  COURT. 


Charles  Potter  and  others 

agf. 
Hdgh  J.  Jewett  and  others. 


City  and  County  of  New  York,  ss. 

J.  B.  Gaddis,  beiag  duly  sworn,  deposes  and  says :  That  he  is 
at  this  time  and  has  been  for  about  five  years,  or  prior  to  and 
for  the  entire  period  of  the  connection  of  Hugh  J.  Jewett  with 
the  Erie  Railway,  both  as  President  and  Receiver,  the  Presi- 
dent and  General  Manager  of  the  New  Jersey  Lighterage 
Company,  and  that  in  said  capacities  no  payments  are  made 
without  the  authority  of  this  deponent. 

That  he  has  read  the  complaint  in  the  case  of  Charles  Pot- 
ter and  others  against  the  said  Hugh  J.  Jewett,  Receiver  of  the 
Erie  Railway,  sworn  to  on  the  18th  January,  1878,  and  par- 
ticularly as  to  the  following  charge  : 

That  the  said  Jewett  has  made  extravagant  and  improvident 
contracts  with  the  New  Jersey  Lighterage  Company  and  other 
carriers  for  the  transportation  of  such  freight  across  the  said 
river,  at  rates  much  above  fair  and  reasonable  rates  of  com- 
pensation, and  much  above  the  rates  for  which  such  transpor- 
tation could  and  should  have  been  effected,  as  said  Jewett  well 
knew,  and  the  plaintiffs  charge  and  aver,  upon  information  and 
belief,  that  the  said  Jewett  and  oiher  officers  of  the  Erie  Rail- 
way Company  were,  and  are  interested  in  the  said  New  Jersey 
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Lighterage  Company,  and  are  stockholders  therein,  and  were 
influenced  and  induced  to  the  making  of  such  contracts  by 
such  personal  interest,  in  fraud  of  the  said  Erie  Eailway  Com- 
pany and  its  stockholders. 

This  deponent  deposes  and  says,  that  the  charges  now  made 
by  the  New  Jersey  Lighterage  Company  to  Hugh  J.  Jewett  for 
the  transfer  and  handling  of  said  freights  are  not,  and  have 
not  been,  during  the  whole  or  any  portion  of  ,the  said  period, 
in  excess  of  those  charged  by  the  said  New  Jersey  Lighterage 
Company  to  (>ther  railroad  companies ;  that  said  charges  are, 
in  most  instances,  less  than  those  collected  by  deponent  from 
other  railroad  companies.  That  the  deponent's  charges  to  the 
Erie  Eailway  Company  are,  to  the  best  of  the  deponent's 
knowledge  and  belief,- less  than  those  made  by  other  lighter- 
men or  companies  to  their  respective  carriers.  That  since  the 
said  Jewett's  connection  with  the  Erie  Railway,  he  has  re- 
duced the  allowances  by  the  said  Erie  Railway  Company  to 
the  said  New  Jersey  Lighterage  Company  from  75  cents  per 
ton  upon  west  bound  freights  to  60  cents  per  ton ;  and,  in  ad- 
dition thereto,  the  said  Jewett  has  greatly  reduced  the  quanti- 
ties oi  business  transacted  with  this  Lighterage  Company ; 
that  said  Jewett  has  also  taken  away  from  this  company,  and 
now  performs  himself,  the  transfer  of  the  east  bound  harbor 
business  from  the  said  Erie  Railway  at  Jersey  City,  formerly 
transferred  in  and  about  the  harbor  of  New  York  by  the  New 
Jersey  Lighterage  Company. 

And  deponent  further  avers  that,  at  this  time,  and  for  about 
three  years  last  past,  the  only  business  done  by  this  Lighter- 
age Company  for  the  said  Jewett  or  the  Erie  Railway  Company 
is  that  which  is  taken  by  this  company  in  small  lots  from  ves- 
sels, warehouses,  Ac,  remote  from  the  stations  of  the  Erie 
Railway,  to  Jersey  City,  where  the  said  Jewett  or  the  Erie 
Railway  Company  has  not  the  requisite  barges  or  those  of  the 
proper  sizes  or  capacity  therefor. 

Your  deponent  further  avers  that  since  the  said  Jewett's  con- 
nection with  the  Erie  Railwoy  no  officer  or  agent  has,  or  has 
had,  any  direct -or  indirect  interest  in  or  been  allowed  any  com- 
mission or  rebate  whatever  upon  any  of  the  business  transacted 
with  the  Erie  Railway,  or  the  said  Jewett  as  Receiver. 

Your  deponent  further  avers  that  neither  the  said  Jewett 
nor  any  of  the  officers   of  the   Erie   Railway   Company  have 
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been,  or  are  interested  in  the  said  New  Jersey  Lighterage 
Company  since  the  connection  of  the  said  Jewett  with  the  said 
railway,  nor  are  they  stockholders  therein,  excepting  twenty- 
five  shares  purchased  by  E.  T.  Hopkins  prior  to  the  said 
Jewett's  connection  with  the  said  railway  ;  that  said  Hopkins  is 
connected  with  the  said  Erie  Kailway  as  a  subordinate  agent, 
and  the  said  Hopkins  purchased  and  holds  the  same  as  an  in- 
vestment, which  has  so  far  proved  to  his  loss. 

That  the  dividends  upon  the  said  stock  have  been  for  the 
past  three  years,  two  per  cent,  in  1875,  three  and  one-half  per 
cent,  in  1876,  and  three  and  one-half  per  cent,  in  1877  ;  the 
total  payments,  therefore,  to  the  said  Hopkins  being  in  the 
aggregate  not  more  than  $225.  That  no  contracts  or  pay- 
ments are  made  or  authorized,  or  moneys  paid  or  orders 
given  this  deponent  by  the  said  Hopkins,  except  on  instruc- 
tions from  his  superior  officers.  J  That  no  contracts  whatever 
have  been  made  by  the  said  Jewett  or  any  of  his  officers  with 
deponent  or  the  Said  Lighterage  Company,  excepting  such 
verbal  arrangements  as  are  made  from  time  to  time  for  the 
necessary  prosecution  of  the  business  between  these  parties  ; 
and  further  your  deponent  saith  not. 

(Signed)  J.  B.  GADDIS. 

Sworn  to  before  me,  this  11th  ) 
day  of  February,  A.  D.  187d,  j 

(Signed)         Edson  D.  Hammond  (43), 

Notary  Public, 
New  York  County. 

Mr.  Shipman — I  think  that  is  all  upon  the  lighterage  ques- 
tion. 

The  Witness — I  think  so. 

By  Mr.  Shipman  : 

Q.  State  as  briefly  as  you  can  your  connection  with  the 
Car  Trust  ? 

Mr.  Stekne— Are  you  through  with  those  east  bound 
freights  ? 

Mr.  Shipman— I  think  so ;  I  think  that  disposes  of  all  east- 
bound  freights. 

The  Witness — I  tliiuk  it  does. 

The  Chatkman— And  also  west  bound? 
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Mr.  Shipman — I  think  so,  unless  you  call  the  stock  business 
a  part  of  that  subject. 

The  Chairman — That  is  another  subject. 

The  Witness—  I  would  like  to  answer  the  Car  Trust  matter. 
To  my  very  great  surprise,  I  was  told  one  day  by  one  of  the 
officers  of  the  company  that  he  had  seen  my  name  stated  as  a 
Director  of  the  Car  Trust ;  I  never  had  been  notified  of  it, 
and  did  not  know  anything  about  it ;  I  did  not  even  know 
that  the  trust  was  being  formed,  except  in  a  general  way  that 
arrangements  were  being  made  to  have  cars  put  on  in  tbe 
trust  form ;  I  was  asked  if  I  would  be  willing  to  serve, 
and  I  stated  that  I  would  if  it  was  any  service  to  the 
company ;  I  was  called  in  for  the  iirst  meeting  of  the  trust 
for  the  purpose  of  perfecting  the  details,  as  I  believe  Iwas  ne- 
cessary for  a  quorum.  When  the  stock  was  issued,  100  shares 
of  it  were  brought  to  me,  which  I  was  asked  to  immediately  re- 
transfer  on  the  back  of  it  to  the  Treasurer  of  the  Erie  Eailway 
Company  ;  I  signed  that  transfer  the  moment  the  stock  was 
put  in  my  hands,  and  I  have  never  received  one  mill  of  benefit, 
directly  or  indirectly,  from  it ;  I  subsequently  endeavored 
to  purchase  that  stock,  upon  the  ground  that,  as  a  Director,  I 
had  better  own  100  shares  of  it,  and  I  found  that  the  profit 
had  advanced  beyond  what  I  thought  I  ought  to  pay  ;  I  could 
not  get  it,  and  I  have  no  interest  in  it ;  I  have  attended  the 
meetings  of  the  Car  Trust  at  different  times  for  the  perform- 
ance of  the  details  of  necessary  arrangements  for  the  protec- 
tion of  the  Erie  Company,  and  for  all  that  I  have  never  re- 
ceived one  mill  in  addition  to  my  current  salary  as  an  officer 
of  the  road  ;  the  trust  itself  was  explained  by  Mr.  Jewett  at 
Saratoga  better  than  I  can  explain  it,  as  I  had  nothing  to  do 
with  its  organization. 

By  the  Chaieman  : 

Q.  From  your  knowledge  of  the  formation  of  the  company, 
do  you  consider  it  a  wise  and  economic  arrangement  ?  A.  I 
consider  it  a  most  wise  thing. 

Q.  Why,  then,  should  the  stock  advance  so  largely  ?  A. 
Because  as  money  became  plenty  and  investment  securities 
bearing  seven  per  cent,  became  in  demand,  this  stock  which 
had  been  sold  by  the  owners  of  the  trust  to  various  banks  at 
90,  but  which  they  took  from  us  at  par  ;   as  money,  I  sa^,  be- 
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came  plentiful  and  tlie  credit  of  the  Erie  became  better,  every 
security  wbicli  was  based  on  the  credit  of  the  Erie  became  bet- 
teij  and  the  stock  which  they  had  taken  from  the  Erie  Company 
at  100  advanced,  so  that  it  now  commands  in  excess  of  100 ; 
the  subsequent  stock,  which  was  negotiated,  I  think,  at  six  per 
cent.,  is  also  at  par. 

Mr.  Shipman — The  stock  and  the  dividends  are  secured.  It 
has  a  fixed  value — other  things  being  equal,  and,  as  Mr. 
Blanchard  says,  of  course,  as  the  credit  of  the  Erie  Company 
rises,  which  is  the  basis  of  that  stock,  the  value  of  the  stock 
increases. 

Q.  No  one  can  get  a  larger  percentage  upon  it  than  seven 
per  cent,  in  any  event  unless  he  bought  it  below  par  ?  A.  That 
is  so. 

By  Mr.  Steene  : 

Q.  In  the  estimates  that  you  have  read  to  the  Committee  of 
the  expenses  incidental  to  the  handling  of  east  bound  freights, 
you  included,  did  you  not,  all  your  terminal  expenses  connected 
with  the  depot  ?     A.  Yes. 

Q.  The  Baltimore  &  Ohio  Railroad  at  Baltimore,  and  the 
Pennsylvania  Company  at  West  Philadelphia,  have  very  large 
terminal  expenses,  have  they  not?     A.  I  suppose  so. 

Q.  Therefore,  in  estimating  your  expenses  per  ton  per  mile, 
and  coupling  it  with  the  100  miles  additional  mileage — in 
other  words,  the  same  as  if  Jersey  City  were  100  miles  out  at 
sea^ whatever  the  expenses  would,  under  like  estimates,  prove 
as  to  Philadelphia  or  Baltimore,  would  put  Philadelphia  and 
Baltimore  equally  100  miles  further  out,  or  50  or  60,  as  the 
case  may  be  ?  A.  My  judgment  is  that  it  would  not  move 
them  a  mile,  for  the  reason  that  the  collections  of  the  Pennsyl- 
vania Eoad  for  the  use  of  their  local  place  at  West  Philadel- 
phia, for  the  charges  of  their  elevators,  for  collection  from  the 
street  tracks,  etc.,  would,  in  my  judgment,  very  nearly  pay 
upon  all  these  articles  of  export  the  difference. 

Q.  Did  3^our  estimate  only  iu elude  articles  of  export  or  the 
whole  traffic  ?  A.  If  I  had  limited  it  to  exports  only,  it  would 
place,  in  my  judgment,  Jersey  City  150  miles  out. 

Q.  In  making  your  estimate  of  the  whole  traffic,  do  you 
mean  to  say  both  the  Pennsylvania  and  Baltimore  &  Ohio 
Eailroads  have  expenses  so  largely  reduced  compared  with  your 
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own  that  it  is  not  one-hundredth  part  of  yours  on  their  traflSc  ? 
A.  I  mean  to  say,  just  w  hat  I  did  say,  that  my  judgment  is 
that  their  charges  made  for  the  elevator,  having  paid  a  divi- 
dend of  17  per  cent.,  show  that  President  Garrett  got  back 
more  than  the  interest  of  the  money  invested. 

Q.  Suppose  he  gives  free  elevating  now,  and  that  he  does 
not  declare  any  dividends  of  17  per  cent.  ?  A.  But  he  does 
not  give  free  elevating  now. 

Q.  How  do  you  know  that  fact ;  I  am  informed  that  he  does  ? 
A.  Because  I  have  his  last  tariff  of  the  elevator  in  my  posses- 
sion. 

Q.  What  date  is  it  ?  A.  I  can't  recollect ;  I  have  got  it  at 
my  house. 

Q.  When  you  speak  of  "  his  elevator,"  you  mean  the  Balti- 
more &  Ohio  ?     A.  Yes. 

Mr.  Sterne — We  are  informed  that  there  are  free  elevators 
at  Baltimore. 

The  Witness — I  also  state  that  our  agent  who  went  to  Balti- 
more, within  three  weeks,  to  examine  ocean  rates,  said  that 
they  are  making  charges  for  the  elevator,  and  it  is  not  custom- 
ary for  President  Garrett  to  give  anything  free. 

Q.  He  sometimes  gives  free  rates,  compared  with  your  own, 
when  he  enters  into  a  war  with  you,  don't  he  ?  A.  No  ;  I  have 
shown  you  that  his  local  rates  average  over  .'iO  per  cent,  more 
than  ours. 

Q.  Bnt  in  through  rates  he  does  not  hesitate  to  cut  the 
rates?  A.  I  put  him  foremost  now  in  the  desire  to  keep  up  the 
highest  rates. 

Q.  But  there  was  a  time  that  he  did  not  do  that?  A.  In 
1874  there  was  such  a  time  ;  but  he  found  he  was  not  so  strong 
as  he  thought  he  was,  and  he  changed  his  plan. 

Q.  He  does,  however,  undercut  you  ?  A.  He  does  not  now  ; 
he  did. 

Q.  Therefore  to  the  extent  that  he  carries  cheaper  than  you 
do,  he  carries  free  ?  A.  No  ;  I  still  think  that  when  you  say 
he  was  carrying  "free,"  he  got  a  greater  rate  per  ton  per  mile 
than  we  did. 

Q.  You  have  said  that  New  York  does  nothing  for  terminal- 
facilities,  and  I  drew  your  attention  to  this  widening  of  West 
street,  af,  one  af  the   incidents  of  what  New  York  was  doing ; 
do  you  mean  to  say  that  it  would  be  a  detriment  to  the  com- 
108 
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iJaerce  of  New  York  rather  than  an  advantage,  to  have  the 
river  front  widened  from  70  feet  to  250  ?  A.  It  will  be  very 
g^i-eat  advantage  to  the  City  of  New  York,  but  will  produce 
very  few  benefits  to  the  railroads  of  the  City  of  New  York. 

Q.  To  the  railroads  '?     A.  To  the  trunk  lines. 

Q,  When  you  say  trunk  lines  do  you  speak  of  your  own — 
because  you  do  not  terminate  in  New  York  City  ?  A.  I  speak 
of  our  own  and  the  Pennsylvania. 

Q.  But  so  far  as  the  New  York  Central  is  concerned,  if  fa- 
cilities should  be  offered  to  go  underground  or  overground 
along  that  wide  river  street,  an  enormous  advantage  would  be 
in  that  way  offered  to  the  commerce  of  New  York,  although  it 
might  be  a  disadvantage  to  the  New  York,  Lake  Erie  &  West- 
ern Railway?     A.  Quite  likely. 

Q.  New  York  City  cannot  do  anything  for  the  improvement 
of  the  river  front  of  Jersey  City  ?  A.  Not  to  my  knowledge  ; 
although  I  believe  the  jurisdiction  of  New  York  extends  to 
the  shore  line  of  the  river  on  that  side. 

Q.  The  harbor  jurisdiction  does,  but  they  could  not  take 
lands  there  and  improve  it ;  that  certainly  would  not  he  with 
in  their  jurisdiction  ;  what  does  Jersey  City  do  for  you,  if  any- 
thing? A.  Very  little,  I  complain  in  that  respect  of  the  whole 
public  of  the  cities. 

Q.  In  complaining  of  them,  do  you  complain  absolutely,  or 
do  you  complain  relatively,  as  compared  with  the  advantages 
afforded  by  other  cities  to  their  railroads?  A.  I  complain 
negatively,  that  they  do  nothing. 

Q.  You  undertook  to  make  a  comparison,  either  iiuplied  or 
express,  of  the  advantages  railroads  have  in  other  cities  ;  now 
the  Pennsylvania  Company  have  no  advantages  that  are  not 
afforded  to  the  New  York  Central  ?     A.  In  Jersey  City  ? 

Q.  No  ;  the  Pennsylvania  Company  in  Philadelphia  has  not 
any  advantages  that  are  not  afforded  to  the  New  York  Central 
in  the  City  of  New  York  ?     A.  I  think  it  has. 

Q.  Wherein  does  it  differ.;  we  are  anxious  to  know  ?  A.  I 
have  just  testified  from  Mr.  Cassett's  dispatch  that  they  own 
the  track — the  City  of  Philadelphia  owns  the  track  in  Market 
•street  and  give.s  the  Pennsylvania  Road  access  to  all  their 
Ireight  stations  and  the  express  station. 

Q.  And  charges  them  wheelage  for  it  ?  A.  And  charges 
them  mere  wheelage. 
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By  the  Chairman  : 

Q.  Has  that  any  special  interpretation  ?  A.  Not  that  I  know 
of. 

Mr.  Stebnr— It  charges  them  a  rental  for  the  tracks. 

By  Mr.  Sterne  : 

Q.  Do  you  know  what  it  is  ?     A.  No  ;  I  do  not. 

Q.  The  New  York  Central  Railroad  does  not,  to  your  knowl- 
edge, pay  anything  for  the  occupation  of  the  Fonvth  avenue, 
does  it  ?  A.  T  do  not  know  what  their  arrangements  are  as  to 
that. 

Q.  It  does  not  pay  anything  to  the  City  of  New  York  for 
the  occupation  of  the  Grand  Central  Depot  ?  A.  They  bought 
it  and  own  it. 

Q.  And  the  Philadelphia  Company  buys  and  owns  the 
property  it  has  at  West  Philadelphia  ?     A.  I  believe  so. 

Q.  If  you  do  not  buy  and  own  properly  which  you  use  in 
New  York,  and  that  property  belongs  to  the  City  of  New  York, 
is  there  any  reason  why  you  should  not  pay  interest  on  the 
real  or  supposed  value  of.  it  ?     A.  I  do  not  know  of  any. 

Q.  You  have  read,  as  it  were,  in  the  way  of  complaint,  the 
amount  that  is  paid  as  rental  for  dock  privileges  in  the  City  of 
New  York,  you  would  not  have  to  pay  that  rental  if  you  owned 
those  docks,  would  you  ?  A.  No ;  but  the  interest  on  what 
they  were  worth  is  less  than  the  amount  we  pay  ;  for  example, 
when  we  leased  Pier  8,  East  river,  there  was  somebody  there 
who  was  a  mere  decoy  duck,  and  as  we  bid  up  $100,  he  would 
bid  $100  over  us ;  he  ought  to  have  been  dumped  off  the  dock 
into  the  river,  instead  of  which  he  compelled  us  to  pay,  ] 
think,  double  the  price,  and  we  had  to  make  a  settlement  with 
this  man,  and  he  got  out  of  the  way ;  the  City  officer,  per- 
haps, knew  all  the  circumstances. 

Q.  That  was  an  evil  or  circumstance  to  which  either  the  City 
officer  or  any  bidder  is  liable  ?  A.  I  don't  think  it  could  have 
occurred  in  anv  other  city  in  this  country. 

Q.  Do  you  think  they  should  have  leased  those  docks  with- 
out submitting  them  to  public  auction  ?  A.  Perhaps  not,  but 
it  ought  to  be  legitimate  public  auction. 

Q.  But  you  paid  what  you  were  willing  to  pay  for  it,  and 
to  what  you  supposed  the  facilities  were  worth  ?  A.  No  ;  but 
because  we  could  not  get  any  other  place  and  had  to  pay  it ; 
our  station  had  been  located  there  for  a  great  many  years. 


8286 

Q.  Do  you  Dot  know  as  matter  of  fact  that  one-half  the 
docks  on  the  -North  river  and  one-third  of  the  docks  on  the 
East  river  are  in  private  hands,  and  you  could  have  bought  a 
dock  if  you  needed  it  ?  A.  I  don't  know  the  proportion ;  I 
know  many  of  them  are  ;  .we  had  been  located  there  for  twenty 
yeary,  and  we  believed  it  was  to  our  interest  to  continue. 

Q.  Do  you  know  whether  any  of  the  street  railways,  par- 
ticularly the  north  and  south,  or  any  of  the  steam  railways 
have  paid  anything  lor  entering  any  one  of  those  cities  ?  A.  I 
do  not  think  they  ever  have  paid  a  dollar ;  I  do  not  know. 

Q.  And  they  have  not  paid  anything  in  New  York  ?  A. 
That  I  do  not  know. 

Q.  Suppose  New  York  City  and  the  railways  of  other  cities 
stand  precisely  on  the  same  footing  in  that  respect,- and  that 
they  simply  pay  no  rental  in  other  cities,  because  railways 
there  have  put  their  money  to  a  very  proper  purpose  and 
bought  that  property,  what  grievance  is  there  against  New 
York  City  or  its  officers,  arising  from  the  fact  that  you  have  to 
pay  rent,  while  in  other  cities  the  railways  own  the  property 
they  occupy  ?  A.  For  the  reasons  stated  in  this  terminal  re- 
port— the  absolute  necessity  of  making  some  reforms  here  that 
New  York  does  not  make. 

Q.  What  are  they  ?     A.  They  are  described  in  the  report. 

Q.  You  are  a  practical  man  and  do  not  deal  in  theories,  but 
go  into  facts ;  give  me  the  specific  improvement  which  you 
think  the  City  of  New  York  ought  to  undertake,  and  which 
has  been  undertaken  and  performed  in  Philadelphia  or  Balti- 
more by  the  City  authorities  ?  A.  We  are^  compelled  to  pay 
one-half  the  improvement  of  the  Chambers  street  property 
for  all  our  widening ;  I  think,  decidedly,  the  City  of  New  York 
ought  to  do  that  work  entirely  themselves  ;  they  are  not  doing 
it,  but  are  charging  us  with  one-half,  and  then  propose  to 
charge  us  interest  on  the  increased  total  cost  of  improvement, 
one-half  of  which  we  had  already  paid. 

By  the  Chaikman  : 

Q.  They  hold  the  title?     A.  They  hold  the  title. 

By  Mr.  Steene  : 

Q.  Will  you  let  us  have  tliat  again  ;  I  think  there  must  be 
some   mistake   about   that?     A.  I   am   so   advised;  they  are 
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widening  West  street  at  Chambers  street  and  putting  up  cer- 
tain wharfs  and  docks  ;  they  require  that  we  shall  pay  part 
of  the  cost  of  the  dock  or  pier  imjirr,  veraents. 

Q.  How  can  thoy  require  you  ;  they  require  the  owner  ?  A. 
The  City  itself  is  the  owner,  but  they  require  the  Erie 
Railway  Company  to  pay  part,  and  then  when  they  are 
put  up  at  auction  again  we  will  undoubtedly  be  compelled  to 
pay  a  percentage  on  what  the  wholu  dock  is  worth — a  per- 
centage on  the  whole  improvement. 

Q.  Tou  claim  that  as  the  lessee  of  that  dock  you  are  com- 
pelled to  pay  one-half  of  the  widening  of  West  street?  A. 
Not  West  fitreet,  but  I  say  from  the  shore  line  out  into  the 
water. 

Q.  The  removal  of  the  bulkhead  ?  A.  No  ;  the  City  moves 
out  to  the  bulkhead  but  the  wharves  built  from  the  bulkhead 
out  into  the  river  is  what  they  compel  us  to  pay  part  of. 

Q.  For  the  slips  ?  A.  For  whatever  you  choose  ;  we  do  not 
improve  the  slips,  but  the  wharves  between  the  slips. 

Q.  Did  you  not  take  your  lease  with  the  condition  that  you 
would  make  those  improvements  ?  A.  I  know  that  we  did  not 
originally. 

Q.  I  mean  when  yon  took  your  lease  last?  A.  I  think  the 
stipulation  was  that  we  should  do  it. 

Q.  Then  it  entered  into  your  contract,  and  it  was  part  of 
the  condition  of  the  contract,  which  made  the  terms  of  the 
lease  less,  didn't  it  ?  A.  It  made  it  higher ;  I  think  we  paid 
more  tlian  we  ought  to  have  paid,  and  more  than  we  form- 
erly paid ;  but  it  is  only  the  City  doing  practically  what  was 
done  by  that  individual  at  Pier  8  East  river ;  but  they  did 
not  reduce  our  rent,  and  they  say  that  they  will  not  do  thtse 
things  unless  we  do  those. 

Q.  The  dock  requires  re-building,  does  it  not  ?  A.  I  think 
it  does. 

Q.  If  it  does,  and  you  have  contracted  to  pay  part  of  that 
expense,  what  have  you  got  to  complain  of  ?  A.  That  the 
City  owns  their  docks,  and  ought  to  re-build  their  own  rotten 
docks. 

Q.  They  give  you  a  lease  of  that  rotten  dock  at  a  rate  for  a 
rotten  dock,  don't  they  ?     A.  No ;  at  the  price  of  a  solid  dock. 

Q.  Have  you  compared  the  leases  where  the  docks  are  rot- 
ten to  see  how  they  compare  with  those  that  are  solid  ?     A.  I 
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only  know  that  from  the  statpiriouts  of  onr  officers  they  had 
not  succeeded  in  getting  any  reduction  of  the  rent. 

Q.  Therefore,  yon  do  not  know  wlietlier  yon  have  received 
any  reduction  or  not,  compared  with  other  docks  which  are 
solid?     A.  No. 

Q.  Do  you  know  whether  railroads  which  terminate  in 
other  cities  get  superior  advantages  to  yours  in  relation  to 
dock  property?  A.  I  think  that  the  difl'ereuce  is  that  in  other 
cities  the  railroads  build  their  own  docks,  and  keep  them  in 
repair  themselves  ;  here  we  are  dependent  upon  the  C'ity  ;  in 
other  words,  a  pier  at  Chambers  street,  150  hj  200,  would  cost 
us  to-day,  in  the  City  of  New  Yoi'k,  in  a  crowded  thorough- 
fare, three,  or  four  or  five,  or  ten  times  as  much  as  the  location 
of  a  similar  water  front  on  the  Schuylkill  or  at  Locust  Point. 

Q.  And  is  it  about  five  or  ten  times  the  value  ?  A.  Not  at 
all  for  us  ;  it  handles  fewer  tons  of  freight,  but  increases  the 
cost  to  us  of  everything  moved  over  it,  unavoidably,  as  com- 
pared with  Philadelphia  ;  and  to  that  extent  it  is  a  confirma- 
tion of  all  the  testimony  I  have  given  as  to  our  increased  ter- 
minal cost. 

Q.  You  are  in  that  respect  precisely  in  the  same  condition 
and  position  that  any  merchant  would  be  who  does  business 
and  has  a  warehouse  in  the  City  of  New  York,  who  is  com- 
pelled to  pay  twice  or  three  times  as  much  for  a  warehouse,  as 
compared  with  Baltimore  or  Philadelphia?  A.  No  ;  not  en- 
tirely, because  the  merchant  charges  the  cost  of  his  increased 
rent  on  his  goods,  and  we  c.innot  add  a  mill  to  ours. 

Mr.  Shipman — You  mean  he  can  add  to  the  value  of  his 
goods  ? 

The  Witness— Yes. 

Q.  You  said  yesterday  that  the  price  of  freight  advanced 
from  Chicago  ?     A.  Yes  ;  advanced  five  cents  in  wheat. 

Q.  And  you  advanced  because  the  increased  price  of  wheat 
would  bear  such  an  advance  ?     A.  Yes. 

Q.  And,  therefore,  you  can,  in  certain  conditions  of  the 
market,  increase  the  price  whatever  you  think  the  market  will 
bear  ?  A.  Not  that,  but  what  we  think  the  canals  and  lakes 
will  permit  us  to  charge. 

Q.  And  there  were  times  in  every  mercantile  career,  in  the 
last  five  years,  in  which  the  mercliaut,  notwithstanding  the 
fact  that  he  had  to  pay  a  higher  rental  for  a  Broadway  store. 
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made  a  loss  on  all  his  transactions?  A.  Yes,  and  went 
into  bankruptcy  as  the  Erie  Eailway  did,  andd  for  the  same 
causes. 

Q.  Therefore,  you  did  stand  in  pretty  much  the  same  condi- 
tion in  comparison  with  him  in  connection  with  the  large  rents 
you  pay  ?     A.  Somewhat.^ 

Q.  Tou  cannot  to-day,  any  nearer  than  yesterday,  give  me 
the  approximate  cost  of  your  east  bound  freight  per  ton  per 
mile,  separated  and  independent  of  your  passenger  traffic  and 
every  other  element,  except  the  cost  of  freight?  A.  It  is 
utterly  impossible  for  me  to  do  it. 

Q.  And  you  cannot  to-day,  any  more  than  yesterday,  tell 
me  how  much  the  bulk  of  the  traffic  that  is  carried  to  New 
York  by  the  New  York  roads  lessens  the  cost  to  them  com- 
pared with  the  traffic  carried  to  Philadelphia  and  Baltimore  by 
the  others?  A.  No  ;  for  I  think  the  Baltimore  &  Ohio  and  the 
Pennsylvania  Railroads  already  have  the  units  of  traffic  which 
makes  their  economies  as  low  as  possible  in  comparison  with 
ours ;  I  think  we  have  a  unit  of  ti'affic  on  through  business 
which  makes  our  economies  as  low  as  possible,  and  their 
through  traffic  is  as  many  tons  as  ours. 

Q.  I  am  asking  you  now  for  information  ;  do  you  really 
mean  to  be  understood  as  saying  doubling  your  traffic  east  bound 
would  double  your  expenses  east  bound  ?  A.  No  ;  I  have 
stated  as  distinctly  as  I  can  that  there  are  certain  fixed  ex- 
penses like  my  salary,  for  instance,  that  will  not  be  changed, 
but  that  probably  nine-tenths  of  the  costs  of  transportation  are 
fluctuating  expenses  attending  the  actual  transaction,  of  the 
passage  of  the  goods  themselves  ;  my  opinion  then  is,  the  in- 
crease of  quantity  would  have  very  little  effect  in  reducing 
such  expenses. 

Q.  Are  you  not  exaggerating  very  largely  the  fluctuating  ex- 
penses at  nine-tenths  ?  A.  Well,  perhaps  so  ;  I  am  willing  to 
make  it  fifty  per  cent.,  for  the  illustration. 

■Q.  If  that  be  true— fifty  per  cent. — you  must  be  in  the 
wrong  that  the  increased  traffic  does  not  necessarily  produce 
great  economy  which  you  fail  to  account  for  in  making  these 
comparisons  between  southern  and  northern  roads?  A.  No; 
their  business  is  increased,  and  that  is  your  claim  ;  if  the  busi- 
ness was  all  taken  away  from  the  Baltimore  &  Ohio  Eailroad 
and  put  upon  the  Erie,  my  judgment  is  that  the  terminal  fa- 
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cilities  being  inadequate  to  it,  and  taking  the  aggregate  of  new 
cars,  locomotives,  and  terminal  facilities  to  be  provided,  that 
it  would  be  years  at  least  before  the  Erie  Railroad  Com- 
pany could  carry  the  total  of  uew  business  as  cheap  as  we 
could  the  present  volume  or  a  slight  inciease ;  therefore,  and 
during  that  time  it,  would  cost  us  largely  more  than  the  pres- 
ent cost,  per  ton  per  mile. 

By  the  Chairman  : 

Q  Is  not  that  a  very  strong  reason  why  railroads  should  not 
reach  out  and  carry  through  western  freight  at  these  cut  rates  ? 
A.  I  think  it  is. 

By  Mr.  Sterne  : 

Q.  Is  it  not  equally  a  mistake  on  the  part  of  the  railway  to 
invest  its  moneys  in  all  sorts  of  enterprises  instead  of  increas- 
ing its  terminal  facilities  and  its  rolling  stock  ?  A.  Such  as 
what  ? 

Q.  Such  as  coal  lands  ?  A.  I  regard  it  as  one  of  the  blun- 
ders which  started  some  of  the  misfortunes  of  the  Erie  Kail- 
way  that  tliey  invested  in  coal  lands. 

Mr.  Shipman — They  never  bought  coal  lands. 

Ml.  Sterne — They  bought  the  stock,  which  is  worse. 

Q.  Is  it  not  likewise  a  blunder  for  them  to  invest  $600,000 
or  S700,000  in  the  particular  stock  of  another  road  ;  to  have 
millions  of  dollars  in  vested  in  all  sorts  of  stocks  in  other 
roads,  instead  of  increasing  its  terminal  facilities?  A.  It  de- 
pends very  much  upon  where  those  roads  are  located — what 
the  character  of  their  business  is,  what  rates  they  are  able  to 
get  for  it — what  influence  that  might  have  upon  all  the  busi- 
ness, if  tJiey  do  not  take  it,  and  the  rivalries  for  its  purchase, 
so  that  it  would  be  impossible  to  answer  such  a  hypothetical 
question. 

By  Mr.  Shipman  : 

Q.  Some  of  these  stocks  are  indispensable  to  the  necessities 
of  the  Erie  Eoad  ?     A.  Tes. 

Q.  And  hence  the  benefit  to  the  shipper  is  greater?     A 
Yes. 
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By  Mr.  Sierne-: 

Q.  What  is  your  opinion  in  relatiotf  to  the  Erie  Kailway 
having  a  dry  clock  company  at  Buffalo  ?  A.  It  has  no  dry 
dock  company. 

y.  Well,  the  stock  of  the  company?  A.  It  fell  heir  to  it, 
and  with  its  large  interest  in  the  steamboat  company  and  busi- 
ness, and  the  necessity  of  being  able  to  repair  steamboats 
properly,  I  think  it  is  a  useful  adjunct,  and  I  think  it  is  one  of 
those  proper  outside  enterprises — as  much  so  as  an  elevator 
would  be  for  the  handling  of  grain,  because  it  is,  in  fact,  one  of 
a  system  of  terminal  facilities  ;  in  other  words,  a  dry  dock  at 
Buffalo  is  a  terminal  facility  for  a  steamboat,  just  as  an  engine 
house  or  repair  shop  is  for  an  engine. 

Q.  Yes,  but  you  do  not  use  your  engine  house  for  the  stor- 
age of  other  people's  engines  ?  A.  We  do  very  often  ;  we  have 
even  stored  the  engines  of  the  Northern  Railroad  and  the 
Lehigh  Valley  Railroad  at  Buffalo. 

Q.  Yes,  buf  that  engine  carried  trains  over  your  road  ?  A. 
Yes,  and  the  Union  Steamboat  Company  sends  its  freight  over 
our  road. 

Q.  You  stated  yesterday,  I  think,  that  these  contracts  which 
now  exist  between  the  railways  are  likely  to  last  ?  A.  I  think 
so. 

Q.  Suppose  they  do  not,  what  security  has  this  community 
against  precisely  the  like  conditions  that  it  had  before  ?  A.  I 
do  not  know  of  any,  until  railroads  do  get  permanent  good 
sense. 

Q.  And  does  not  every  additional  mile  of  railroad  built 
westward  add  to  the  complications  ?     A.  Not  now. 

Q.  That  while  it  is  true,  for  instance,  that  now  you  have  a 
certain  number  of  railroads  that  reach  to  the  Missouri  river 
in  your  pool,  the  railroads  that  are  now  being  constructed  and 
in  process  of  resuscitation  west  of  the  Missouri  river  will  add 
to  your  complications,  and  bring  abcut  the  same  condition  of 
cutting  of  east  bound  rates  that  you  had  formerly  from  the 
Ohio  river  and  the  Mississippi  ?  A.  No,  for  the  reason  that 
when  those  roads  were  built  we  had  no  pools  anywhei'e  ;  now, 
we  are  all  pooled  from  St.  Louis  and  from  Chicago,  and  when 
they  come  there  they  strike  against  a  Chinese  wall  of  pools  and 
cannot  come  east  of  these  with  their  disorganizations. 
109 
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By  the  Chatrman  : 

Q.  Is  there  not  a  demand  for  concessions  at  the  present  time 
by  the  St.  Louis  Kailroad,  and  a  thieatened  discrimination  un- 
less they  are  made  ?     A.  Not  to  my  knowledge. 

The  Chaieman— It  is  so  stated  publicly  in  the  papers  of  this 
morning. 

The  Witness — I  have  not  seen  that ;  I  did  not  know  it. 

The  Committee  here  took  a  recess. 


Afteknoon  Session. 

Mr.  Shipman — I  have  some  papers  here  that  I  wish  to  put  in 
evidence,  and  they  will  come  in  most  appropriately  in  connec- 
tion with  the  recent  testimony  of  Mr.  Blanchard  ;  I  asked  Mr. 
Blanchard  to  furnish  me  the  prices  of  a  barrel  of  flour,  a 
bushel  of  corn,  and  a  Imshel  of  wheat  in  the  City  of  New 
York,  from  1850  down  to  the  present  time  ;  I  have  that  infor- 
mation from  1862,  only,  down  to  the  present  time  ;  because  the 
organization  of  the  Produce  Exchange,  to  which  we  had  to 
apply  for  this  information,  goes  back  only  to  1862  ;  these  fig- 
ures show  the  New  York  market  prices  for  the  articles  men- 
tioned for  the  period  stated ;  and  with  regard  to  the  last  year 
I  have  the  figures  for  every  separate  month  ;  I  propose  to  put 
these  in  at  this  point. 

The  following  are  the  figures  : 

Average  price  of  a  ban-el  of  flour,  hunhei  of  corn,  and  a   bushel  of 
wheat,  1862  to  1878,  inclusive. 

Flour.  Corn.  Wheat. 

1862 f5.49^V  ^  60|         

1863 6.l4f|  88|i  $].53|i 

1S64 .  8.62t^  l.olil  1.97tV 

1H65 8.05H  119tJ^  1.69^V 

1866 8.93^  90||  2.07| 

1867 10.74ff  1.22|  2.41t5^ 

1868 y.l.SjV  1.191  2.14f 

1869 6.61f^  I.OIU  1.51U 
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Flour.  Corn.  Wheat. 

1870 5.55  1.00H  1.29| 

1871 6.62|  76|  1.51| 

1872 6.861  @7.19H       67  A  1-61| 

1873 6.71§  @7.10^         64.^-  1.55^ 

1874 ....  5.77TV@6.03f ^       87f  ©89^^        1-35 

1875   5.24*  @5.49|  81-r%@34|  1.23xV@l-244 

1876 5.021  @5.24  4        60TV@6oi        1.21     @1.21| 

1877 6.051  @6.43J         59^  @60^  1.49|  @1.50| 

1878 ....  ....  1.15|  @1.18 

Prices  of  Common  Extra  State  Flour  at  New  York,  1878. 

January  . .' $5.00  @     $5.60 

February 5.00  @      5.30 

March 4.80  @      5.25 

April 5.00  @       5.25 

May         4.20  @      5.15 

June 3.90  @      4.40 

July 3.95  @       4.25 

August  4.05  @      4.25 

September 4.00  @      4.25 

October 3.65  @       4.20 

NoTember 3.85  @       4.90 

December   3.70  @      4.00 


12)$51.10     12)$56.80 


Average  for  1878 $4.25|-         $4.73^ 

I  will  put  in  Mr.  Blanchard's  request,  which  is  very  brief, 
addressed  to  Mr.  Grant,  of  the  Produce  Exchange,  and  Mr. 
Grant's  reply  in  connection  with  those  tables. 

The  following  are  copies  : 

New  Yobk,  Lake  Erie  &  Western  Eailkoad  Telegraph. 

New  York,  Oct.  16,  1879. 

S.  H.  Grant,  Sup't  N.  1.  Produce  Exchange,  City : 

Please  give  me  as  soon  as  practicable  the  average  price  of  a 
barrel  of  flour,  a  bushel  of  wheat,  and  a  bushel  of  corn,  for 
each  year  from  1850  to  1879,  inclusive,  and  oblige, 

(Signed)  G.  E.  BLANCHAKD. 
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New  Toek  Pboduoe  Exchange!. 

New  Yobk,  Oct.  17,  1879. 
Geo.  E.  Blanchaed,  Esq. : 

Vice-President  New  York,  Lake  Erie  & 
Western  Bailroad  Company: 
Dear  Sir — In  reply  to  your  inquiry,  I  would  say  that  our 
figures  only  go  back  to  1862   (when  we  commenced  our  cor- 
porate existence.) 

Flour — You  will  find  given  1862-1878  in  our  Annual  Keport 
for  1876-7,  on  page  291,  and  in  Annual  Eeport  for  1878,  page 
339. 

Corn — Is  given  in  same  volumes,  on  the  follqwing  pages  (292, 
and  340-345.) 

Wheat — Is  given  in  Annual  Eeport  for  1878,  page  353.  The 
grade  there  quoted  is  "  Milwaukee  Club,"  which  corresponds 
most  nearly  to  our  present  No.  1  Milwaukee,  or  our  own  grade 
of  No.  1  Northwest. 

Mr.  Walker  says  by  deducting  one  cent  per  bushel,  you 
would  make  it  about  correspond  to  No.  2  Chicago,  or  No.  2 
Spring  of  our  own  grade.  A  straight  No.  2  Chicago  quotation 
would  be  much  better,  but  I  should  not  know  where  to  find  it. 

Very  respectfully  yours, 

S.  H.  GEANT, 

Sup't. 

George.  R.  Blanchard's  examination  continued  : 

The  Witness — I  was  asked  by  you  yesterday,  Mr.  Chairman, 
if  I  would  state  the  amount  of  west  bound  business  which 
would  be  carried  by  each  one  of  the  trunk  lines,  as  the  total 
of  their  proportions  of  the  pools  out  of  the  various  cities — the 
aggregate  proportions. 

The  Chaieman — Out  of  the  various  seaboard  cities? 

The  Witness — The  aggregate  proportions,  yes.  The  state- 
ment of  the  total  tonnage  of  the  year  1878  has  been  already 
submitted  to  the  Committee ;  the  New  York  Central's  propor- 
tion of  New  York,  Boston  &  Philadelphia,  would  amount  to 
397,383  tons,  or  31.17  per  cent,  of  the  whole  ;  the  Erie  Com- 
pany would  amount  to  272,144  tons,  or  21.35  per  cent,  of  the 
whole ;  the  Pennsylvania  Eailroad  would  amount  to  379,733 
tons,  or  29.79  per  cent,  of  the  whole ;  the  Baltimore  &  Ohio 
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Would  be  189,468  tons,  or  14.86  per  cent,  of  the  whole ;  th^ 
Vermont  Central  &  Grand  Trunk  36,071  tons,  or  2.83  per  cent.  ; 
it  therefore,  shows  that  the  Pennsylvania  Eailroad  carried  107,- 
589  tons  more  west  bound  through  business  than  the  Eiie  Rail- 
road did,  confirming  my  general  estimate  of  yesterday. 

The  Chaieman — The  New  York  Central  carried  more  tb  an 
any  of  the  others  ? 

The  Witness — The  New  York  Central  carried  more  than  any 
of  the  others  by  reason  of  their  large  New  England  propor- 
tion. 

The  following  is  a  copy  of  the  paper  referred  to  : 
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By  Mr.  Shipman  : 

Q.  Now,  is  that  all  on  this  point?     A.  That  is  all,  I  believe. 

Q.  Mr.  Sterne  asked  you  yesterday  if,  when  you  were  freight 
agent  of  the  Baltimore  &  Ohio  Eoad,  you  did  not  fight  for 
Baltimore,  and  you  said,  yes  ;  I  will  ask  you  if  you  fought  any 
harder  for  Baltimore  than  you  have  since  you  have  been  here, 
for  New  York?  A.  I  thought  I  answered  that  question  ;  I  did 
not  know  how  to  fight  as  well  then  as  I  do  now,  and  I  did  not 
fight  for  Baltimore  as  well  as  I  have  for  New  York  ;  I  will  state 
that  the  Baltimore  &  Ohio  had  not  then  extended  its  westward 
lines,  and  while  I  was  at  Baltimore  I  was  only  fighting  with  and 
for  one  company  ;  after  I  came  to  New  York  and  issue  was  made 
by  the  New  York  Central  and  the  Erie  Companies,  and  we  fought 
it  together,  and  to  that  extent  we  fought  harder  and  fought 
longer,  and  I  knew  better  how  to  fight,  and,  in  my  judgment, 
we  accomplished  better  results  for  New  York  than  we  had  ever 
done  for  Baltimore  at  that  time. 

Q.  Mr.  Steine  has  asked  why  you  could  not  buy  your  own 
docks ;  could  you,  by  the  purchase  of  property  at  the  prices 
that  you  would  have  to  give  in  this  expensive  City,  where  land 
and  dockage  is  necessarily  very  high,  even  if  you  paid  at  a 
fair  price — could  you  make  any  economy  by  which  you  could  re- 
duce your  rates  at  all,  or  appreciably,  on  that  ground,  if  you 
should  buy  at  those  enormous  prices?  A.  None  whatever,  in 
my  judgment. 

Q.  Land  at  Locust  Point,  and  the  other  terminal  points  of 
the  Baltimore  &  Ohio,  if  there  are  any  others,  and  the  termi- 
nal points  of  the  Pennsylvania,  if  I  understand  you,  you  have 
already  explained  as  being  land  easily  accessible,  and  attaina- 
ble, without  much  cost?     A.  Yes. 

Q.  Which  enabled  them  to  concentrate  their  delivery  at 
these  points  ?     A.  Yes. 

Q.  While  yours  is  difi'used  all  over  the  harbor  ?     A.  Yes. 

Q.  I  believe  that  is  all  of  that  subject.  Now,  I  want  you 
to  explain  to  the  Committee  fully  everything  connected 
with  this  stock  yard,  first  giving  a  list  of  the  stock  yards 
of  the  Erie  Railway  Company  at  Oak  Chff  and  other  places, 
and  when  you  are  through  with  that,  explain  the  operation  of 
these  stock  yards,  and  their  necessity ;  I  want  you  to  explain 
to  the  Committee  the  practical  operation  of  the  MacPherson 
contract,  which  they  have  already  before  them  as  ah  item  of 
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evidence.  A.  The  Erie  Kailway  Company  has  stock  yards 
at  Buffalo,  at  Deposit,  and  at  Salamanca  ;  I  say  it  has  stock 
yards — it  has  access  to  stock  yards ;  the  stock  yards  at  Sala- 
manca are  upon  the  tracts  of  and  controlled  by  the  Atlantic 
&  Great  Western  Eailroad ;  the  stock  yards  at  Buffalo  and 
Deposit  and  Oak  Cliff  were  constructed  by  the  National  Stock 
Yard  Company,  under  the  administration  of  the  Erie  Road  then 
m  i^ower  in  1870,  on  the  first  of  February  of  that  yeai'. 

The  Chairman — Where  is  Deposit  ? 

The  Witness — Deposit  is  a  station  on  our  line  about  midway 
of  the  road,  where  its  stock  is  taken  out  and  rested.  This  con- 
tract with  the  National  Stock  Yard  Company  I  found  in  opera- 
tion  

Mr.  Shipman  (interrupting) — Of  what  date  is  it  ? 

The  Witness  (continuing) — This  contract  of  the  first  of  Feb- 
ruary, lh70, 1  found  in  operation  when  I  came  to  the  Erie 
Railroad  iu  October,  1872,  and  I  had  nothing  to  do  but  to 
carry  out  its  terms  and  provisions  ;  the  contract,  I  believe,  has 
been  put  in  evidence  ;  and  in  the  first  clause  of  it  occurs  the  same 
phraseology  as  in  the  MacPherson  contract,  that  stock  con- 
signed to  any  point  east  of  Rutherford  Park  station,  &c. ;  I. be- 
lieve I  explained  to  the  Committee  that  that  was  because  Riither- 
ford  Park  was  the  first  station  west  of  what  was  known  as  the 
Newark  Meadows,  and  was  simply  used  to  designate  points 
that  the  contract  should  cover  ;  the  railroad  company  had 
agreed  to  let  or  lease  to  the  Stock  Yard  Company  any  stock 
yard  then  in  existence  ;  that  covered  the  stock  yards  at  Deposit 
and  Buffalo ;  the  Stock  Yard  Company  Hgreed  to  unload  our 
stock ;  it  provided  for  the  yardage  in  that  it  required  that  the 
Stock  Yard  Company  should  not  charge  the  owners  or  con- 
signee for  the  keeping  or  feeding  or  delivering  of  such  live 
stock  at  rates  above  those  charged  by  proprietors  of  other 
stock  yards  in  and  about  the  City  of  New  York ;  the  rail- 
road company  agreed  to  pay  the  Stock  Yard  Company  a 
dollar  for  each  car  of  live  stock  unloaded.  While  the 
stock  yards  on  the  line  of  the  road  were  new  west  of 
Jersey  City,  the  Stock  Yard  Company  was  organized  to  trans- 
fer the  old  stock  yards  from  what  was  known  as  Bergen  Junc- 
tion, at  the  west  side  of  the  present  Bergen  Tunnel  of  the  Erie 
Road  down  to  the  water  front  of  Jersey  City,  and  in  order  to  get 
a  sufficient  amount  of  ground  they  purchased  this  property  at 
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Oak  Cliff,  and  on  that  put  up  these  yards  ;  I  believed  at  that 
-  time,. and  still  believe,  that  the  management  of  those  yards  when 
I  came  on  the  road  wms  of  the  most  inefiBcient  character;  we 
^  had  constant  complaints  from  patrons  of  the  road,  and  our  busi- 
ness was  continually  falling  off  until  in  1874  the  result  of  the 
expenditures  of  the  Stock  Yard  Company  was  to  bring  the  Erie 
Railway  Company  in  debt  about  $9,000  ;  one  defalcation  of  one 
of  the  agents  of  this  badly  managed  institution  amounts  to 
$'26,8i2  net,  the  original  amount  having  been  very  much  larger 
than  that,  and  to  satisfy  which,  I  believe,  he  hal  transiferred 
some  real  estate  which  had  been  sold.  In  1875  this  condition 
of  affairs  under  the  same  administration  of  the  stock  yards  had 
become  worse,  if  anything;  the  actual  receipts  of  the  National 
Stock  Yard  Company  for  yardage  during  1875  were  838,964.41, 
and  the  expenses  of  that  year  were  $46,019.16,  being  a  still 
further  deficit  of  $7,054.75;  this  was  a  deficit  in  the  actual  ope- 
ration of  the  yards,  not  taking  into  account  the  very  large  loss 
of  freight  revenue  to  the  railroad  company  that  proceeded  from 
this  same  character  of  management. 

The  Chairman — Do  ycu  mean  to  say  that  the  managers  of 
the  yard  were  making  no  profits  ?  A.  The  managers  of  the 
yards  made  no  profits. 

Mr.  Sterne — Is  that  the  Oak  Cliff  yards  ?     A.    Yes,  sir. 

Mr.  Shipman — If  you  knew  the  manager  of  the  yards  (to  the 
witness),  Robinson,  was  it  not  ? 

The  Witness — Yes  ;  Charles  Robinson. 

Mr.  Shipman  (continuing) — You  would  not  be  surprised? 

The  Witness— Now,  on  account  of  the  loss  of  $9,000  in  lb74 
in  our  stock  yard  business,  and  the  loss  of  $7,054  in  1875,  in 
our  stock  j-ard  business,  we  naturally  looked  about  to  see  how 
we  could  improve  this  state  of  affairs  which  was  injuring,  in  our 
judgment,  every   live  stock  interest  connected  with  the  Erie 

Railroad. 

Mr.  Shipman — The  slock  oioners  as  well  as  the  railroad  ?     . 

The  Witness— The  stock  owners  as  well  as  the  railroad  ;  I 
reported  to  the  President  of  the  Erie  Railway  Company,  that 
in  my  judgment,  its  management  was  so  inefficient  that  there 
should  be  a  radical  change  at  the  next  election  of  the  National 
Stock  Yard  Company,  if  the  Erie  Railway  Company  held  a 
suflScient  amount  of  its  stock  to  bring  about  that  change  ;  the 
result  was  that  we  had  tenders  from  three  differeut  people, 
110 
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and  the  ■coll^;raGt■with  Mr.  MacPHerson  was  the  result  of  the 
'  cousiderafidn  of  those  tenders;  that  contract  with  Mr.  Mac- 
'  PhersoQ  is  dated  th^  28th  day  of  January,  1876. 

Mr.  Sterne — Let  me  ask  you,  before  you  proceed,  did  you, 
"whilst  I  was  away,  give  a  history  of  the  origin  of  that  stock 
'yard  ? 

The  Witness — T  did  not ;  I  am  only  speaking  of  it 

Mr.  Stekne— As  you  found  it  ? 
The  Witness — As  I  found  it. 
''  'Mr.  Steene— -Were  these  tenders  by  reason  of  any  advertise- 
ment? 
-''-The  Witness — No;  not  by  ad^ertisement,  but  by  discussion 
-  with  live  stock  people  ;  in  this  same  joint  letter  to  President 
'  Jewett,  which  I  have  before  referred  to,  at  page  26,  I  made 
'  this  statement,  which-  will,  perhaps,  more  fally  than  in  any 
~  other  way,  cover  the  ground  I  now  desire  to  cover. 

•  "Prior  to  the  said  contract,  its  proposed  terms  were  care- 
'  fully  compared  with  reliable  information,  and  the  text  of  simi- 
lar agreements  of  rivals  at  New  York  and  connecting  railways 
'  elsewhere,  and  we  were  then,  and  are  now  informed  and  be- 
'  lieve,  that  the  contracts  of  other  railways  and  stock  yards  at 
New  York,  Jersey  City,  Philadelphia  and  Boston,  which  are 
terminal  yards,  where  live  stock  is  offered  for  sale,  and  deliv- 
'■  ered  to  consignees  without  being  reloaded  in  cars,  as  welLas 
the  contracts  of  the  "Union  Stock  Yard  Companies,  at  Chicago, 
the   National  Stock  Yard   Company,  at  East  St.  Louis,  the 
TJnited  Stock  Yard  Company  at  Cincinnati,  and  the  "Dnion 
Eailroad  Transfer  and  Stock  Yard  .Company,  at  Indianapolis, 
at  all  of  which  live  stock  is  unloaded,  sold,  and  again  reloaded 
into  cars,  are  each  and  all  upon  terms  not  more  profitable  or 
more  care'ully  guarded  than  the  contract  with  McPherson. 

"Prior  to  that  time  the  inetficient  management  of  the  Na- 
tional Stock  Yard  Company  had,  for  a  series  of  years,  caused 
annual  loss  to  this  estate,  in  lieu  of  the  present  guaranteed  in- 
come, and  our  live  stock  traffic  and  the  revenues  of  ihe  Na- 
tional Stock  Yard  Company  had  also  been  reduced  from  the 
same  cause.  Its  sales  markets  were  small,  poorly  attended, 
and  realized  to  our  patrons  and  the  yards  less  returns  than  at 
any  other  sales  yards  in  or  adjacent  to  New  York.  After  we 
acquired  .their  control  the  desire  to  correct  and  improve  these 
,  results  was.made  generally,  known,  and  proposals  solicited  ioi 
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their  lease  or  other  management.  The  aggregate  -pj^icetli^ 
lessee  finally  agreed  to  pay  (|65,000,  in  addition  to  the  Fo^ijeth 
Street  Yards),  was,  and  is  largely  in  excess  of  the  proposals  o| 
other  parties  therefor  ;  the  only  other  tenders  having  been  bnq 
of  $36,000  and  one  of  $60,000  per  annum,  the  first  excluding 
and  the  latter  including  the  Fortieth  Street  Yards."  ,     , 

I  desire  to  state  in  this  connection  that  the  tender  of  fiOjOOO 
was  a  conditional  tender  made  by  Nelson  Morris,  who  on  tlie 
first  of  July  preceding,  1875,  had  become  the  "  evener  "  of  the 
railroad.     The  conditions  he  stipulated  were  declined. 

Mr.  Steene — What  do  you  meanby  "  conditional"?       .      , 

The  Witness — Conditional  upon  the  company's  doing  a  Jot 
of  repairs,  and  spending  a  very  large  amount  of  money,  and 
giving  him  the  Fortieth  Street  Yards  and  all  the  hog  yardage; 
and  making  arrangements  to  cover  the  receipts  and  enlarge- 
ment, &c. 

(Continues  reading.)  "  But  one-half  the  interest  in  the  For- 
tieth Street  Yards  was  controlled  by  the  National  Company 
prior  to,  at  the  time  of,  or  since  the  contract  with  McPherson. 
The  Union  Stock  Yard  Company,  connected  with  the  N-ew 
York  Central,  paid  for  the  remaining  half  interest,  and  received 
the  profit,  if  any,  thereunder.  The  lessee  is  therefore  entitled 
to  only  one-half  the  profits,  if  any,  at  Fortieth  street,  and  wag, 
and  is,  required  to  assume  and  pay  all  the  obligations  of,  the 
National  Company  for  its  interest  therein,  including  rentals, 
repairs,  maintainance,  enlargements,  labor,  <fec.,  thereat.  The 
guaranty  of  the  lessee  covers  all  the  yards  upon  the  hue,  and 
he  determines  at  what  point  or  points  to  collect  yardage;  but 
he  has  none  other  than  the  rights  to  collect  the  same  which 
were  formerly  granted  to  and  exercised  by  the  National  Com- 
pany, and  which  are  the  same  as  those  gi'anted  to  and  custom- 
ary with  all  similar  stock  yard  companies.     ,  , 

"  The  yardage  charges  paid  to  the  stock  yards  by  this  raiU 
way  occur  at  New  York  and  Jersey  City  only,  and  are  tbei;i 
charged  as  agreed  and  customary  by  and  between  the  New 
York  Central,  Pennsylvania,  and  this  railway,  and  in  co-opera- 
tion and  by  agreement  with  connections  of  the  trunk  lines  tw 
Chicago,  St.  Louis,  Indianapolis,  Louisville,  CincinDati,  Co- 
lumbus, Detroit,  &c ,  and  intermediate  points.  The  agieed 
public  and  fixed  yardage  rates  upon  hogs  and  sheep  only  (iiqt 
cattle  in  any  event)  are  always  added  to  the  rates  of  transpor- 
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talion  which  would  otherwise  be  ohai-ged,  and  when  western 
companies  divide  the  through  rates,  this  allowance  is  specific 
cally  given  to  all  the  trunk  lines,  over  their  usual  shares. 
Owners  or  consignees,  therefore,  pay  the  yardage,  and  not  the 
railways,  except  as  Trustees,  and  all  other  yardage,  and  all 
charges  upon  cattle  as  well  as  upon  much  small  stock,  are  col- 
lected by  the  lessee  from  the  owners  or  consignee  of  animals 
yarded,  weighed,  sold,  fed,  watered  and  delivered. 

"  Live  stock  cars  could  be  unloaded  and  cleaned  more  econo- 
mically at  the  prices  agreed  to  be  paid  to  the  lessees  of  the 
stock  yards  than  to  hire  laborers  therefor,  becaiise  the  unload- 
ing and  cleaning  is  done  by  the  same  men  at  points  where  we 
had  no  other  laborers ;  and  our  current  statements  indicate 
that  the  remote  location  of  the  Oak  Cliff  yards  from  the  resorts 
and  homes  of  laborers,  added  to  the  necessities  for  unloading 
stock  promptly  at  all  hours,  has  caused  a  loss  to  the  lessee,  at 
the  prices  agreed  to  be  paid  therefor,  which  price  also  includes 
responsibility  for  damage  to  animals  while  being  so  unloaded, 
and  also  includes  unloading  and  reloading  at  Deposit,  and 
driving  animals  destined  to  New  York  on  board  the  transfer 
barges  at  Oak  Cliff.  The  cleaning  is  necessary,  to  prevent 
damage  to  return  freights,  and  to  preserve  cars  from  rot ;  and 
only  the  price  provided  in  former  contracts  between  the 
National  Company  and  this  railway  is  paid." 

The  question  has  been  asked  before  this  Committee,  several 
times,  in  relation  to  the  subject  of  manure,  and  this  same 
charge  was  made  in  this  same  Potter  complaint.  I  therefore 
read  on. 

Mr  Shipman — It  is  an  appropriate  subject  in  connection  with 
that  complaint. 

The  Witness  (continuing  to  read)—"  No  proposals  have,  to 
our  knowledge,  been  received,  nor  do  we  know  parties  who 
will  pay  $5  per  car  for  the  manure  taken  from  the  cars,  in  ad- 
dition to  unloading  and  cleaning  them,  as  they  arrive,  and  we 
believe  such  allegation  to  be  false.  No  manure  of  appreciable 
value  or  quantity  is  taken  from  sheep  or  calf  cars.  It  takes 
the  cleanings  of  forty  cattle  and  horse  cars  to  make  one  car  of 
manure,  or  of  100  hog  cars  to  make  one  car  of  manure,  which 
would  make  the  manure  cost  from  $  100  to  $200  per  car  load, 
beside  the  labor  of  unloading,  if  paid  for  at  the  rate  named  in 
the  complaint.  The  manure  was  reshipped  over,  and  paid  this 
railway  local  rates  beyond  those  formerly  charged. 
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"  The  net  revenue  derived  from  the  manure  unloaded  from 
4,593  cars  at  Oak  Clifif,  for  the  oalander  year  1877,  was  but 
$677.50,  after  paying  our  rates  of  transportation  ;  and  still 
farther,  the  manure  is  sold  for  our  account,  and  does. not  belong 
to  the  lessee." 

That  effectually  disposes  of  the  manure. statement,  I  hope. 
Now,  the  contract  itself,  it  has  probably  been  observed, 
guarantees  to  the  Erie  Eailway  Company  its  proportion  of 
live  stock.  It  was  not  entered  into  until  some  time^six  or 
more  months — after  the  "  evening  "  contract.  This  contract 
increased  the  number  of  yards  at  which  we  could  deliver, 
from  the  one  inefficient,  badly  managed  and  neglected  yard  at 
Oak  Cliff,  so  that  the  local  and  through  shippers  by  way 
of  the  Erie  Eailway  had  the  advantage  of  the  Sixty-fifth 
street  yards  of  the  New  York  Central,  and  before  the  time  of 
this  lease,  a  connecting  track  had  been  laid  from  Jersey  City 
into  the  Harsimus  yard.  The  result  was  that  every  forwarder  of 
live  stock,  cattle  particularly,  had  three  yards  where  he  could 
deliver  his  stock  at  the  same  cost  to  him,  and  if  there  was  a 
better  market  at  one  point  than  another  he  could  get  it.  That 
was  one  of  the  objects  discussed  at  the  time  we  made  this 
agreement.  We  believe  that,  in  every  way,  this  contract  has 
been  very  largely  to  the  interest  of  the  Erie  Eailway.  The 
first  year's  new  revenue  from  the  old  yard,  165,000,  plus  the 
average  depreciation  of  the  two  preceding  years,  has  in- 
creased the  revenue  of  the  Erie  Eailway  by  $73,000  per 
year.  Now,  at  the  time  we  made  this  contract,  all  the 
questions  involved,  of  course,  in  doing  all  the  stock  busi- 
ness of  the  Erie  Eailway,  could  not  be  foreseen,  as  it 
produced  a  new  condition  of  affairs.  For  example,  at 
Buffalo  it  had  been  customary  for  the  Erie  Eailway  Company's 
officers  and  men  to  load  the  stock,  but  when  Mr.  McPherson 
leased  the  Buffalo  yards — this  price  including  the  lease  of 
those  yards— it  is  very  plain  to  be  seen  that  a  lessee  in 
charge,  or  the  agent  of  the  lessee,  might  at  times  come  in  con- 
flict with  the  agents  of  the  Eailroad  Companies  in  the  same 
yards ;  it  was,  therefore,  believed  that  it  would  be  better 
for  the  agents  of  the  stock  yards  to  drive  the  stock  over 
from  the  New  York  Central  Yards,  and  to  load  it  into  our 
cars ;  and  the  proposition  was  made  by  the  agents  of 
McPherson  that  they  do  that  business  instead  of  its  being 
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done  by  the  Erie.Bailroad  ;  we,  asked  our  agent  at  Buffalo 
what  those  services  cost  him,  and  he  made  a  report  to 
us  indicating  that  the  aggregate  cost  to  him  was  $310  per 
month  at  that  time;  I,  thereupon,  offered  to  pay  the  Mc-. 
Pherson  party  $300  per  month  if  they  would  perform  the  same 
service  ;  they  accepted  the  proposition  and  did  it ;  that  was  in 
the  month  of  May,  1876,  nothing  having  been  paid  from  Janu- 
ary to  May  ;  in  July,  1876,  upon  a  re-examination  of  the  case, 
I  reduced  that  charge  from  $300  to  $250  per  month,  and  on 
the  19th  November,  1878,  wrote  Mr.  McPherson  this  further 
letter : 

"New  York,  Lake  Ekie  and  Westeen  R  E.  Co., 
Office  of  Assistant  to  the  President, 

New  York,  November  I'J,  1878. 
J.  R.  McPherson,  Esq.,  President,  etc. 

Dear  Sir, — We  have  been  paying  you  $250  per  month  for 
labor  in  receiving,  loading,  etc.,  live  stock  at  East  Buffalo 
yards. 

This  is  an  excessive  charge,  and  we  request  that  you  make 
a  reduction  in  this  rate  tn  $150  per  month,  which  is  all  we 
think  the  service  is  worth. 

Yours  very  truly, 
(Signed)  ,G.  R.  Blanchaed, 

Assistant,  etc." 

■  Mr.  McPherson  protested  that  the  sum  was  inadequate ; 
that  it  was  just  one-half  what  the  cost  was  when  he  took  the 
yard,  and  I  agreed  to  compromise  with  him  from  the  1st 
of  January,  1879,  at  $175  per  montli,  which  is  the  amount 
now  being  paid  ;  that  explains  the  whole  payment  to  them  at 
Buffalo.  Now,  the  unloading  of  this  live  stock  from  the  1st  of 
April,  1876,  to  July,  1877,  amounted  to  $25,559,  being  one  dol- 
lar per  car  in  accordance  with  the  terms  of  the  contract.  At 
the  time  this  arrangement  was  made,  the  yardage  was  not  pro- 
vided for  entirely  in  this  contract,  because  the  stock  yard  com- 
pany at  Fortieth  street,  prior  to  that  time,  collected  itsown  yard* 
age ;  it  was  thought  best  to  agree  to  give  them  the  receipts,  of 
the  yardage,  whatever  they  might  be,  they  paying  us  this 
amount  of  money  ;  the  manner  in  whicii  this  yardage  came  to 
be  added  to  the  rates,  and  the  dates  when  it  was  paid,  I  have 
here,  among  other  information  ;  we  first  commenced  to  add  to 
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it  on  the  13th  of  December,  1875,  the  reason  being  this :  sOme 
parties  at  Fortieth  street  owned  yards  of  theirown;  somedidnot, 
a  very  small  proportion  of  the  receivers  own  their  yards,  and 
were  compelled,  at  the  same  time,  to  use  in  part  the  yards  of 
the  stock  yard  company  ;  the  different  railroad  companies 
were  in  constant  difficulty  with  the  receive: s  of  these  hogs, 
claiming  that  if  we  let  Mr.  A.,  who  had  yards,  get  his 
stock  without  yardage,  that  he  had  an  advantage  of  yard- 
age over  a  man  who  did  not  have  a  yard;  so  that  it  was  de- 
cided to  reverse  the  rule,  and  charge  yardage  on  everything  in 
the  rate. 

By  the  Ohaikman  : 

Q.  Whether  it  went  through  anj'  of  the  yards  at  the 
terminal  potnt  or  not  ?  A.  Yes  ;  but  it  did,  in  fact,  have 
some  relation  to  the  yards  on  all  the  stock,  as  for  example 
this  price  covered  the  yardage  at  Oak  Cliff,  as  well  as  at 
Fortieth  street,  and  the  stock  arriving  at  that  point — at  the 
Oak  Cliff  yards — had  to  cross  the  river  on  the  same  barge 
containing  stock  to  these  other  yards,  so  that  if  they  did  not 
pay  yardage  which  was  a  part  of  the  charges  for  all  these  ser- 
,  vices,  they  would  get  a  part  of  the  services  for  nothing — the 
Oak  Cliff  yardage  and  the  transfer  charges  altogether. 

The  Chaikman — But  there  are  circumstances  where  people 
shipping  cattle  go  there  and  are  ready  to  take  there  cattle 
right  out  of  the  car  ? 

The  Witness — I  am  not  speaking  of  that,  I  am  only  speak- 
ing of  the  yardage  ;  we  had  nothing  to  do  with  that. 

The  Chaieman — In  such  cases  as  that  would  they  ot  ben 
compelled  to  pay  yardage  just  the  same? 

The  Witness — Yes,  because  we  make  deliveries  of  cattle 
only  at  the  stock  yards;  we  have  no  facilities  for  unload- 
ing cattle  anywhere  else.  Now,  these  rates  of  yardage  which 
were  added,  were  five  cents  a  head  on  sheep,  eight  cents  on 
hcgs,  and  ten  cents  on  calves;  the  rate  on  cattle,  forty-five 
cents  per  head,  is  only  collected  by  the  yardage  companies 
themselves,  and  we  have  no  arrangement  for  it. 

The  Chaibman — Have  you  no  arrangement  whereby  it  is 
limited  ? 

The  Witness— No,  except  by  the  agreement  to  make  it  as 
low  as  any  other  yard. 
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Mr.  Stebne — But  you  know  tliey  are  pooled? 

The  Witness— I  believe  so  ;  I  don't  l»now  it,  but  I  under- 
stand so. 

Mr.  Sterne-  Therefore,  that  limitation  would  be  practically 
null?. 
'    The  Witness — Practically,  at  New  York,  null. 

The  Chaieman — Can  these  yards  combine  to  raise  the  rate  on 
cattle  from  forty-five  cents  to  a  dollar? 

The  Witness — I  do  not  think  they  could  ;  the  railroad  com- 
panies would  resist  it,  as  in  comparison  with  the  yards  at  Balti- 
more, Philadelphia,  Boston,  Chicago,  and  elsewhere ;  we  insis; 
always  they  shall  have  some  relation  to  these  charges.' 

By  Mr.  Sterne  : 

Q.  Wben  yon  say  "  insist,"  is  it  embodied  in  your  contract? 
■  A.  No,  we  could  not  embody  every  detail  in  our  contract. 

Q.  No,  of  course  not,  biit  your  contract  requires  that  their 
yardage  shall  be  about  the  same  as  other  yards  at  and  about 
the  harbor  of  New  York,  does  it  not  ?  A.  Yes,  sir ;  I  have 
beeii  asked  for  the  amount  piiid  for  this  yardage  ;  the  toi;al 
amount  in  the  year  1878,  paid  to  the  National  Stock  Yard — 
Mr.  McPherson  Continuing  the  title— was  $40,489.29,  and  the 
Central,  $19,419.62,  being  $59,908.91,  in  total ;  that  is  the  amount 
paid -by  us  after  it  had  been  allowed  to  us  by 'Western  railroads 
in  the  division  oi  the  rate,  and  no  part  of  this  was  charged  back 
to  us  because  we  had  first  received  it  all  from  them ;  they  had 
increased  our  proportion  of  the  rate  by  enough  to  pay  their 
proportion  of  this  yardage  here  in  the  City  of  New  York. 

Q.  That  is  the  yardage  you  paid  out  to  Mr.  McPherson  ? 
A.  That  is  the  yardage  we  paid  out  of  our  collections  from 
.shippers  to  Mr.  McPherson. 

Q.  Does  that  include  feediug?  A.  Nothing  but  the  yard- 
age. 

By  Mr.  Wadsworth  : 

Q.  And  only  on  hogs  and  sheep  ?  A.  Only  on  hogs,  sheep 
and  calves ;  I  believe  that  is  all  on  that  subject. 

By  Mr.  Ste-ene  : 

Q.  Within  what  period  of  time  was  that  $59,000  paid  out? 
A.  The  calendar  year  of  1878. 
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Q.  Your  whole  rental  is  $60,000  a  year  ?  A.  $65,000 ;  and 
the  Fortieth  street  yards. 

Q.  What  do  you  mean  ?  A.  They  paid  for  the  Fortieth 
street  yard  in  addition  $65,000. 

Q.  They  did  not  pay  anything  to  you,  did  they?  A.  Yes, 
sir. 

Q.  How  much  ?  A.  I  don't  know  how  much  ;  I  believe  it  is 
a  matter  of  dispute, 

Q.  How  much  do  you  think  it  is?  A.  I  think  it  ought  to 
be  $12,000. 

Q.  Mr.  McPherson  owns  or  has  a  lease  of  the  Harismus 
yard,  has  he  not?     A.  No. 

Q.  He  is  a  large  stockholder  of  the  company  that  does  ? 
A.  I  don't  know  how  larj^e  ;  I  know  that  he  does  not  control 
them. 

Q.  You  know  he  has  the  control  of  them  ?  A.  He  has  not 
the  control  of  them. 

Q.  You  know  he  has  a  large  interest  ?     A.  I  do  not  know. 

Q.  Do  you  not  know  that  by  the  system  of  pooling,  through 
his  interest  in  the  Harsimus  yard,  it  does  not  matter  to  him, 
whether  the  Oak  Cliff  yards  are  occupied  or  not?  A.  If  it 
does  not  matter  to  liim,  it  matters  to  us,  and  we  require  that 
they  shall  be  kept  open,  he  cannot  close  them. 

Q.  They  are  occupied  to  a  very  limited  extent  compared  to 
their  capacity  ?  A.  They  had  about  six  thousand  car  loads 
pass  through  them  last  year. 

Q.  What  is  the  capacity  of  the  yard  ?  A.  That  depends 
upon  the  rapidity  with  which  the  stock  is  taken  out  after  it  is 
put  in. 

Q.  What  is  the  capacity  of  the  yards  for  unloading  and  yard- 
ing stock  per  year  ?  A.  I  can't  answer  ;  I  do  not  know. 

Q.  You  undertook  to  state,  however, that  these  yards  afforded 
greater  facilities  than  any  other  yards  of  equal  capacity  at  the 
time  they  were  constructed,  anywhere  on  this  continent  ?  A. 
They  have,  I  think — not  on  this  continent ;  I  said  on  the  sea- 
board. 

Q.  Did  you  not  compare  them  as  to  capacity  with  other 
yards  ?  A.  Only  in  that  general  way  ;  they  were  larger  ;  had 
more  acres  in  them. 

Q.  You  say  you  do  not  deliver  except  at  the  yards  ?    A. 
That  is  all. 
Ill 
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•Q.  "Why  can  you  not  deliver  to  a  man  who  wants  his  cattle 
forthwith,  when  they  arrive,  and  he  is  ready  to  receive  them  ? 
A.  Because  we  had  no  unloading  chutes  or  facilities. 

Q.  How  did  you  deliver  before  the  yard  was  in  existence  ? 
A.  We  delivei'ed  at  other  yards,  at  Bergen  Junction,  near  Jer- 
sey City,  and  he  had  to  drive  them  through  the  streets  of  Jersey 
City. 

Q.  Are  not  the  cattle  now  driven  through  the  streets  of  New 
York  after  they  leave  the  yard  ?  A.  I  think  they  are,  to  great 
detriment  and  danger  of  personal  safety. 

Q.  Therefore,  the  existence  of  the  yards  does  not  prevent 
them  being  driven  through  the  streets  ?  A.  It  prevents  them 
being  driven  from  Bergen  Junction  to  Jersey  City  ;  that  much 
driving  is  stopped. 

Q.  It  does  not  prevent  them  being  driven  through  the  streets 
of  New  York?     A.  No,  that  is  not  a  matter  we  can  regulate. 

Q.  I  was  not  here  when  you  started  upon  your  testimony  in 
relation  to  thesa  yards ;  you  stated  to  me  that  you  did  not  un- 
dertake to  go  into  the  history  of  those  yards  ;  do  you  know 
how  much  of  the  stock  of  the  yard  is  owned  by  the  Erie  Rail- 
road Company  now?     A.  I  do  not. 

Q.  If  it  is  still  an  independent  organization — the  stock  yard 
— how  did  you  assume  to  tako  control  of  it  and  make  rates  ? 
A,  Because  I  know  that  our  company  generally  owned  the 
majority  ;  but  what  proportion  of  the  whole,  I  do  not  know. 

Q.  Since  when  has  it  owned  a  majority  ?  A.  That  I  cannot 
tell  you. 

By  the  Chairman  : 

Q.  Do  you  know  what  the  rates  of  yardage  are  at  Philadel- 
])hia,  Boston  and  Baltimore?  A.  I  do  not  definitely;  I  will 
get  it  for  you  if  you  would  like  me  to  do  so. 

Q.  No  ;  but  do  you  know  comparatively  ?  A.  I  think  the 
rates  here  are  a  very  little  higher. 

Mr.  Wadsworth— Is  there  aoy  yardage  at  Baltimore  and 
Philadelphia  ;  is  not  all  the  yardage  comprised  in  the  price  of 
hay  and  ten  cents  for  weighing  cattle  ?  A.  The  Philadelphia 
yards  charge  yaidage,  and  the  Boston  yards ;  I  think  the  Bal- 
timore yards  make  their  yardage  in  the  prices  you  suggest. 

Q.  If  I  understand  you,  you  pa,id  substantially  |69,000  foy 
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the  calendar  year  1878,  for  the   terminal  handling   of  hogs, 
sheep  and  calves  ?     A.  Hogs,  sheep  and  calves. 

Q.  Can  you  tell  us,  in  that  connection,  the  number  handled  ? 
A.  I  have  given  you  the  prices  ;  it  is  only  by  dividing  the 
total  by  the  average  price  that  you  could  tell ;  we  have  it  in 
the  shape  of  monthly  vouchers  that  are  certified  to,  at  so 
much  on  each  kind. 

Q.  In  your  judgment,  is  that  a  reasonable  charge?  A.  I 
should  think  that  the  charge  could  be  reduced  one,  and  perhaps 
two  cents  a  head  on  hogs,  and  that  it  should  be  done ;  and  in 
that  connection  I  wish  to  say  that  the  railroad  companies  have 
reduced  the  rates  of  freight  upon  hogs  very  largely ;  in  1875  the 
rate  <m  hogs  from  Chicago  was  sixty  cents  per  hundred  pounds, 
and  a  reduction  in  the  rates  has  now  been  made,  so  that  the 
price  of  transportation  of  live  hogs  is  always  ten  cents' per  hun- 
dred pounds,  including  this  yardage,  more  than  current  rates 
upon  the  hogs  that  are  put  in  barrels  and  boxes  at  that  time,  as 
the  rate  may  go  up  or  may  come  down.  It  was  done  for  the 
protection  of  the  interests  of  the  exporters  of  cut  meats  at 
NewTork,  who  desired  to  cut  it  here  ;  for  example,  when  the 
rates  on  box  provisions  from  Chicago  to  New  York  were  twenty 
cents  and  upon  a  live  hog  were  sixty  cents,  there  was  a  margin 
of  forty  cents,  which  the  New  York  people  represented  pre- 
vented their  cutting  the  hogs  here  and  sending  them  from  here 
in  box  form  to  Europe,  and  a  delegation  of  the  New  York  hog 
men  came  to  Saratoga  last  summer,  and  I  presented  their  case 
before  the  general  meeting  held  there  in  August,  and  took 
strong  ground  in  favor  of  conceding  that  point,  and  it  was  con- 
ceded in  the  manner  that  I  speak  of,  and  they  at  that  time 
announced  themselves  as  satisfied  with  the  general  settlement 
of  the  whole  question. 

Q.  You  think  that  no  other  class  of  animals  than  hogs  would 
bear  a  reduction?  A.  I  only  know  generally;  we  have  a 
very  small  business  in  sheep  and  calves,  relatively,  and  I  only 
know  generally,  that  there  are  more  difficulties  as  to  the  driving 
and  handling  of  them ;  and  that  all  the  sheep  are  yarded  ;  that 
nobody  else  has  yards  for  sheep  ;  that  the  sheep  slaughterers 
use  these  yards  constantly,  while  some  of  the  hog  men  do  not; 
I  therefore  think  the  rate  for  yardage  on  sheep  is,  perhaps, 
what  it  probably  should  be.  • 
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By  Mr.  Wadsworth  : 

Q.  Do  you  not  think  that  forty-five  cents  a  head  for  yardage 
and  weighing,  and  150  per  ton  for  hay,  is  rather  an  exorbitant 
charge  ?     A.  I  think  it  is. 

By  Mr.  Sterne  : 

Q.  Do  you  not  think  that  the  railroads  have  made  a  mistake 
in  thus  subjecting  their  patrons  to  extortionate  charges  of  this 
sort  through  the  instrumentality  of  their  yards?  A.  They 
didn't  subject  them  to  them  ;  the  pool  was  made  afterwards. 

Q.  Was  not  the  pool,  or  rather  the  contracts,  between  these 
several  yards,  to  your  personal  knowledge,  in  existence  before 
the  lease  was  made  ?  A.  No,  sir ;  not  to  my  knowledge  ;  they 
might  have  been  discussed. 

Q.  'When  Mr.  MacPherson  made  his  bid,  did  you  not  under- 
stand that  he  was  making  his  bid  because  he  had  a  large  in- 
terest in  the  Harsimus  yard  ?  A.  I  did  not  know  that  the  bid 
had  been  made  or  that  the  contract  was  under  discussion  until 
within  a  week  of  the  day  it  was  signed. 

Q.  I  have  not  the  exhibit  at  hand  here,  but  there  is  a  pro- 
vision there  which  stipulates  especially  that  he  is  not  to  aban- 
don the  yards  wholly  ;  did  not  that  look  to  the  fact,  to  your 
knowledge,  that  these  cattle  were  to  be  delivered  at  the  Penn- 
sylvania yards  or  at  the  New  York  yards,  indiscriminately,  or 
as  the  shippers  might  direct  'i  A.  1  do  not  know  ;  as  I  say  I 
did  not  see  the  contract ;  I  never  saw  the  contract  until  after 
it  was  signed. 

Q.  If  there  is  such  a  provision  in  that  contract  would  not 
that  indicate  to  you,  as  an  expert  in  railway  matters,  necessa- 
rily, that  there  is  a  pool  which  makes  it  a  matter  of  indiffer- 
ence to  you  lessee  whether  he  gets  his  stock  or  whether  it 
goes  to  some  other  yards  ?  A.  I  should  think  it  would  ;  the 
inference  is  very  strong  from  that  that  some  understanding 
has  been  arrived  at. 

Q.  Therefore,  when  the  Erie  Railway  Company  entered 
into  that  contract  with  McPherson,  it  became  a  party  to  an 
arrangement  by  which  it  subjected  the  cattle  dealers  of  New 
York  to  a  pool  making  extravagant  charges?  A.  I  do  not 
think  so  ;  I  have  not  testified  to  that  effect. 

Q.  You  have  just  testified,  in  answer  to  a  question  put  to 
you,  that  you  thought  the  charge  of  fifty  dollars  per  ton  for  hay 
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and  lorty-fiye  cents  a  head  for  yardage  aud  weighing  was  an 
extravagant  thing ;  now,  that  charge  is  made  possibly  because 
the  Eailway  Company  has  seeu  fit  to  lease  its  terminal  facili- 
ties to  a  private  individual  ?     A.  Perhaps  so. 

Q.  Is  there  any  good  reason  other  than  the  one  you  have 
mentioned — that  you  made  no  money  on  your  terminal  facili- 
ties here  in  New  York— why  you  should  place  your  terminal 
facilities  in  the  hands  of  a  private  corporation  or  private  indi- 
vidual ?  A.  I  think  so ;  I  think  we  have  accomplished  more 
for  the  trade  by  giving  them  the  benefit  of  these  three  yards, 
than  if  we  had  limited  them  to  one,  and  that  one  our  own. 

Q.  The  three  yards  are  made  possible  only.by  the  combina- 
tion ?     A.  Yes,  sir. 

Q.  That  is  to  say,  by  the  pooling  of  the  yards  themselves  ? 
A.  I  should  judge  so. 

Q.  Therefore,  when  you  determined  that  it  was  a  wise  thing 
to  do,  you  did  it  in  view  of  the  fact  that  the  pool  was  already 
formed?  A.  I  have  said  repeatedly  that  I  did  not  know  any- 
thing about  the  contract  until  long  after  the  contract  was 
signed,  and  therefore,  did  not  go  into  it  with  any  such  view  in 
iny  mind. 

Q.  Then  your  answer  now  is  rather  an  ex  post  facto  judg- 
ment than  a  judgment  that  influenced  you  ?  A.  I  think  it  was 
wise  and  for  the  benefit  of  the  shippers  along  the  line  of  the 
road,  for  that  reason. 

Q.  McPherson  himself  is  a  dealer  in  cattle  ?  A.  I  do  not 
know  it  of  my  own  knowledge. 

Q.  Do  you  not  know  that  he  is  a  large  shipper  of  cattle  ? 
A.  I  do  not ;  he  has  a  brother  who  is  a  partner  in  the  firm 
of  Coney  &  McPherson,  and  I  do  not  know  that  Senator  Mc- 
Pherson is  a  dealer. 

Q.  The  house  of  Coney  &  McPherson  are  cattle  dealers? 
A.  I  think  so. 

Q.  Had  McPherson  anything  to  do  with  the  "  evening  " 
business?     A.  None  whatever. 

Q.  How  does  it  come  that  Senator  McPherson  became  a 
bidder — or  what  interest  had  he  in  the  cattle  business  by  which 
he  came  to  take  possession  of  the  terminal  points  ?  A.  You 
will  have  to  ask  him ;  I  do  not  know. 

Q.  You  do  not  know?     A.  No;  I  do  not  know. 
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Q.  You  have  had  no  conversation  with  him?  A.  None 
whatever. 

Q.  And  had  he  no  relation  to  the  cattle  business  before  that 
time  iQ  any  shape  or  form  ?  A.  I  think  before  he  entered 
upoa  the  contest  for  the  New  Jersey  senatorship  that  he  had 
some  cattle  interests,  and  had  in  prior  years  been  a  very  large 
shipper  of  cattle  by  way  of  the  Erie  Eoad ;  I  think,  too,  that 
at  the  time  the  Erie  Company,  under  the  prior  administration, 
had  the  Bergen  yards,  he  was  the  sole  or  part  lessee  and  owner 
of  these  yards. 

Q.  Was  he  himself  a  stockholder  in  this  National  Stock 
Yard  Compau'y?     A.  I  don't  know. 

Mr.  Wadswoeth — Do  you  bill  cattle  as  cheap  from  Buffalo 
to  Sixtieth  street  as  you  do  to  Communipaw? 

The  Witness — Yes,  sir. 

Mr.  Wadswoeth — I  thought  there  was  an  extra  charge? 

The  Witness — No ;  not  to  my  knowledge. 

The  Chaieman — Tell  us  about  the  charge  on  through  rates 
and  letting  them  stop  off  to  be  fed  and  then  come  on  on  the 
same  rate. 

The  Witness — We  do  not  do  that. 

The  Chaieman — It  is  not  exactly  that,  but  it  is  substantially 
that. 

The  Witness — You  mean  stopping  at  local  stations  on  the 
road? 

The  Chairman— Yes. 

The  Witness — We  do  it  for  a  small  charge ;  I  have  asked 
for  information  upon  that  subject  only  yesterday,  and  also 
this  morning,  from  the  freight  office,  as  to  the  actual  difference 
in  rates ;  I  cannot  give  it  to  you  precisely. 

Mr.  Steene — This  D.  G.  McPherson — does  he  get  any  pay- 
ments from  the  Erie  Eailroad>  Company,  by  reason  of  serving 
in  any  capacity  ?     A.  I  do  not  know  him  at  all. 

Mr.  Sterne — The  brother  of  Senator  McPherson  ? 

The  Witness — None  at  all,  of  my  own  knowledge. 

Mr.  Steene — I  am  informed  that  the  Receiver's  accounts  show 
considerable  payments  to  D.  G.  McPherson  ? 

The  Witness — If  they  do,  and  were  for  commissions,  they 
passed  through  some  other  hands  than  mine  ;  he  may  have 
had  drawbacks.  < 
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By  the  Chairman  : 

Q.  Do  yon  ship  cattle  from  the  west  to  certain  points  in  this 
state,  and  then  bring  thorn  from  that  point  to  New  York,  to 
the  market,  much  cheaper  than  you  bring  them  from  local 
points  here  ? 

The  Witness — Do  you  mean  we  ship  from  Chicago  to  Addi- 
son, if  you  please,  and  then  re-ship  to  New  York  cheaper  than 
we  ship  to  New  York  direct  ? 

The  Chairman — Yes  ;  from  Addison. 

The  Witness — Cheaper  from  where  ? 

The  Chairman — From  Chicago. 

The  Witness — Not  to  my  own  knowledge  ;  no. 

Q.  Have  you  not,  within  the  last  few  years,  shipped  -from 
Chicago  to  New  York  cheaper  than  you  would  from  intermedi- 
ate stations?  A.  1  think,  that  for  a  time,  during  one  of  those 
contests  which  I  have  before  referred  to,  just  prior  to  the  for- 
mation of  the  "  evening  "  arrangement,  and  once  when  it  was 
about  being  broken  up,  and  the  new  arrangement  of  last  June 
formed,  which  will  be  explained  under  the  head  of  "  eveners  " 
that  there  were  times  when  that  could  be  done. 

Q.  Do  you  not  uniformly  ship  cattle  from  Chicago  to  New 
York  on  a  through  rate,  permitting  them  to  stop  oif  on  inter- 
mediate stations,  and  after  grazing  awhile  bring  that  same  load 
of  cattle  on  to  New  York  much  cheaper  than  Irom  the  same 
point  to  New  York,  that  is,  the  proportion  of  the  distance? 

The  Witness—  That  is,  the  sum  of  the  two  local  rates  would 
be  less  than  through  rate  at  the  time  ? 

The  Chairman — Yes. 

The  Witness — Not  to  my  knowledge. 

Mr.  Stekne — It  is  not  the  two  local  rates ;  it  is  the  through 
rate  made  with  the  right  of  intermediate  stopping. 

The  Witness — The  only  stoppage  that  I  know  of  is  permitted 
at  Buffalo  on  the  route,  where  the  stock  often  changes  hands, 
and  then  comes  on  to  New  York. 

The  Chairman— I  understand  that  they  stop  them  at  an  inter- 
mediate point,  and  charge  five  dollars  in  addition  to  the  through 
rates  from  Chicago  to  New  York. 

The  Witness — I  know  of  no  such  case  on  our  road  at  all.  It 
may  exist,  but  I  do  not  know  it,  '  I  speak  only  in  a  negative 
way. 

Mr,  Steene — We  have  testimony  to  that  effect. 
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Mr.  Shipman — I  will  call  bis  attention  to  that — Eochester 
testimony. 

The  Witness — 1  will  be  very  glad  to  get  it,  Mr.  Chairman  ;  the 
intention  is  to  make  a  charge  of  from  five  dollars  to  ten  dollars 
for  a  stoppage  at  the  local  stations  ;  that  is,  our  rates  from  Buf- 
falo to  Addison,  plus  the  rates  from  Addison  to  New  York  when 
they  are  ready  to  be  brought  forward,  should  be  that  much 
higher  than  from  Buffalo  direct  to  New  York ;  but  that  it  is 
lower  to  New  York  I  have  not  known. 

The  Chaieman — I  did  not  mean  to  say  that  the  through  rate 
was  lower. 

The  Witness — That  is  what  I  understood  you. 

The  Chairman — The  proportion  of  the  through  rate  was 
altogether  higher  than  to  local  shippers  ? 

The  Witness — Let  me  see  if  I  understand  you  ;  if  stock  is 
shipped  to-day  from  Chicago  to  New  York  at  the  rate,  sixty 
cents,  and  our  proportion  is  thirty  of  that  east  of  Buffalo,  on 
the  direct  shipment,  do  you  understand  then  that  we  carry  at 
more  or  less  than  that  thirty  for  the  two  local  shipments  com- 
bined ? 

The  Chairman — I  understand  that  you  bring  them  right  along 
to  Addison  and  let  the  cattle  be  unloaded  there  and  remain 
three  months,  and  bring  them  on  to  New  York  for  thirty-five 
cents,  whereas  you  charge  a  man  from  Addison  on  here,  on  an 
original  shipment  of  cattle  from  that  point,  perhaps  fifty  or 
sixty  cents. 

The  Witness — Oh,  I  think  I  understand  you  now  ;  that  the 
local  charge  to  the  man  who  has  raised  his  cattle  at  that  point 
is  higher  than  if  he  brought  his  cattle  from  Buffalo,  grazed 
them,  and  then  re-shipped  them  ? 

The  Chairman — Yes. 

The  Witness — I  do  not  think  that  we  have  a  rate  that  is  very 
largely  different;  I  cannot  answer  that;  the  sum  of  the 
two  charges  certainly  ought,  in  every  case,  to  be  somewhat  in 
excess  of  the  rate  charged  to  the  local  shipper ;  and  if  it  is  not, 
I  think  it  is  wrong  and  ought  to  be  corrected. 

The  Chairman — The  sum  of  the  two  rates  ;  yes,  clearly. 
By  Mr.  Sterne  : 

Q.  The  question  is  not  whether  the  sum  of  the  two  rates 
is  larger  or  not,  but  whether  you  do  not  in  that  way  carry 
cattle  from  Addison  to  New  York  for  considerably  less,  if  they 
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have  been  brought  there  from  the  west,  and  laid  over  to  graze, 
than  you  charge  for  cattle  raised  in  the  vicinity  of  Addison  ? 
A.  I  think  I  understand  the  question  now  to  be,  if  to-day  10 
car  loads  of  cattle  be  brought  to  Addison  to  be  shipped  to 
New  York,  5  of  them  born  and  grown  there,  that  we  charge 
$50,  for  example ;  but  the  cattle  that  come  from  Buffalo  that 
are  unloaded  and  grazed  there,  we  charge  $40 ;  is  that  the 
idea? 

Mr.  Sterne — Yes. 

The  Witness — I  do  not  know  of  such  a  case,  but  it  may  be 
so. 

By  Mr.  Shipman  : 

Q.  A  great  deal  has  been  said  here,  but  not  very  clearly  to 
my  mind,  on  the  subject  of  the  "  evening"  system  ;  I  want 
you  to  explain  how  that  originated,  what  its  effect  was,  when 
it  terminated,  and  everything  that  has  anj  bearing  on  the 
facts  in  connection  with  it?  A.  It  probably  was  a  matter  of 
such  public  repute  that  the  Committee  are  aware  of  the  con- 
stantly iterated  charge  that  stock  was  carried  on  the  Erie 
Railroad  during  whdt  was  known  as  the  Alexander  fight  at 
about  one  dollar  per  car,  from  Buffalo  to  New  York;  and  the  re- 
sults of  that  contest  were  never  permanently  settled  among 
the  railroads  until  they  adopted  what  was  known  as  the 
"  evening"  or  equalizing  plan ;  the  stock  yard  business  was 
complicated  by  a  great  many  matters 

Q.  The  "  stock  evening"  ?  A.  The  stock  business  was 
complicated  by  a  great  many  matters  ;  first,  western  interests 
in  various  stock  yards  as  a  matter  of  public  repute,  for  ex- 
ample, the  legal  difficulties  in  the  settlement  of  the  Pittsburgh 
yard,  which  have  been  in  suit  for  some  time.  I.'he  shipment  of  live 
stock  was  found  to  be  difl'erent  from  any  other  class  of  freight 
in  this,  that  when  it  was  started  from  Chicago,  the  owner 
could  sell  at  Pittsburgh  to  another  man,  and  let  it  go  through 
on  the  same  rates  at  which  it  was  contracted,  or  he  could  do 
the  same  thing  at  the  Bellair  yards,  on  the  Baltimore  &  Ohio 
Eoad,  and  he  could  do  it  at  Buffalo  ;  and  in  addition  to  that 
he  could  do  it  still  further  back  at  Toledo  and  Detroit;  then 
as  you  proceed  east,  the  market  at  Baltimore  permitted  an- 
other sale,  the  one  at  Philadelphia  another  one,  the  market  at 
Albany  another  one,  so  that  the  ownership  of  thisj'stook 
112 
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was  continnally  changing,  and  the  shippers  of  stock  would 
mix  their  stock  in  all  kinds  of  ways  to  evade  the  local  rates  of 
the  railroads ;  for  example,  if  the  proportion  on  the  Chicago 
stock  was  30  cents  a  hundred  pounds  from  Buffalo  to  Boston, 
and  the  local  rate  35  cents  per  hundred  pounds  (being  but  a 
little  difference),  the  party  would  arrive  at  Buffalo  and  sell  his 
whole  transaction,  freight,  bill,  animals,  and  all ;  the  stock 
might  have  come  from  Marion,  Ohio,  and  a  portion  be  sold  to 
the  Buffalo  consumer,  and  the  Marion  stock  put  in  to  make  it 
good  on  the  through  shipment  to  Boston  ;  because,  unlike  a 
box  of  dry  goods  or  a  barrel  of  flour,  you  cannot  check  the 
identical  steer  ;  the  result  was  that  the  shippers  were  constanty 
doing  all  they  could  to  defeat  the  differences  between  local 
and  through  rates.  When  they  got  to  Albany,  the  sales 
of  these  freight  bills  took  effect  in  the  same  way  precisely,  and 
they  would  take  stock  that  perhaps  came  from  Eochester 
or  some  station  on  the  road  and  put  it  in  and  represented-, 
to  the  railroads  as  though  that  steer  had  started  from  Chi- 
cago or  somewhere  in  Illinois ;  and  in  that  way  a  full  car 
load  may  have  been  made  up  of  five  or  six  transactions 
between  Chicago  and  Boston.  This  complicated  what  was 
otherwise  a  relatively  easy  settlement  of  tins  question ;  it  was 
still  further  complicated  by  the  difficulty  at  Harrisburg,  for 
instance;  the  Pennsylvania  Railroad  sent  stock  to  Baltimore, 
Philadelphia  and  New  York  ;  at  Albany,  the  New  York  Central 
would  send  it  to  Boston  or  New  York  ;  at  Buffalo,  at  that  time, 
the  Erie  Railroad  had  but  one  line  that  was  open  to  New  York, 
although  about  the  time  of  the  Albany  &  Susquehanna  diffi- 
culties the  Erie  took  some  stock  to  Albany.  Now,  there  were 
various  arrangements  made  to  try  to  put  a  stop  to  that  diffi- 
culty in  itself,  and  also  to  endeaver  to  settle  the  question  of 
live  stock  rates  among  the  railroads. 

The  Chaikman— You  thought  to  put  a  stop  to  that  difficulty 
by  stopping  people  shipping  local  freight  on  through  ship- 
ments ? 

The  Witness—On  through  shipments— on  through  bills  of 
lading — never  with  any  very  good  results ;  and  every  attempt 
on  the  part  of  the  railroad  companies  to  regulate  that  matter 
was  defeated  by  this  unavoidable  ability  to  substitute  one  lot  of 
cattle  for  another  one  represented  by  the  original  bill. 
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By  Mr.  Steene  : 

Q.  "What  harm   did  that  do  to  the  railroad?     A.  I  don't 
know  that  it  was  any,  except  that  it  always  broke  the  local, 
and,  in  time,  the  through  rates  ;  in  addition  to  that,  the  difficul- 
ty was  encountered  of  stock  being  taken,  for  example,  at  Chi- 
cago, intending  to  stop  at  Baltimore,  but  upon  the  arrival  of  it 
at  Baltimore,  as  was  the  case  with  me  repeatedly,  a  man  would 
come  into  the  office  and  say,  "  I  have  got  a  very   bad  market 
here  to-day,  and  I  would  like  to  go  through  to  New  York." 
Now,  a  rate  originally  to  Baltimore,  added  to  the  the  local  rates 
from  Baltimore  to  New  York  would  be  in  excess  of  the  price 
by  the  way  of  the  northern  lines  from  Chicago  to  New  York 
direct ;  and  he  would  ask  me  to  fix  matters  up  with  the  Western 
roads,  and  let  him  through  to  New  York,  to  get  the  advantage 
of  the  market,  whatever  might  be  the  through  freight  rates 
that  day  ;  in  a  great  many  cases,  that  was  done  by  the  south- 
ern routes.  It  was  also  a  fact  that  this  live  stock  was  a  business 
that  moved  itself — went  around  on  its  own  feet  and  legs,  and 
could  be  driven  here  and  there,  and  being  so  driven  from  one  rail- 
road to  the  other,  it  was  liable  to  constant  attempts  at  concen- 
tration. For  example,  all  of  the  shippers  of  the  Michigan  Central 
and  Lake  Shore  or  Fort  Wayne  Koads  being  notified  in  Chicago 
to-day,  that  the  rates  had  advanced,  they  would  say,  "  we  won't 
pay  them  ;"  therefore,  it  would  be  found  that  everybody  called 
for  cars  on   the  Fort  Wayne  Road  on  one  day,  and  the  stock 
would  all  be  driven  over  to  their  portion  of  the  yards  at  Chi- 
cago, and  delivered  to  that  road;  the  effect  intended  to  be  pro- 
duced by  such  shipppers — that  he  had  got  a  I'educed  price,  or  a 
drawback,  was,  at  last  believed,  and  the  result  would  be  that, 
in  order  to  counteract  that  rate  or  belief,  the  Lake  Shore  would 
compromise  ;  if  the  Lake  Shore  held  out,  the  New  York  Cen- 
tral, finding  they  had  lost  their  Chicago  live  stock  business, 
would  be  instantly  telegraphing  to  ask  the  reason  of  it ;  and 
Erie  would  similaily  telegraph  to  know  why  the  body  of  the 
stock  was  arriving  at  New  York  by  the  Pennsylvania  Rail- 
road ;      and     the    railway     interest     was     constantly    being 
prodded  and  spiked  by  the  people  who  were  in  the  habit  of 
acting  as  commission   merchants  at  the  terminal  yards ;  for 
example,  if  Coney  &  McPherson  were  at  work  to-day,  with  all 
their  apphances,  at  Jersey  City,  and  they  found  that  the  whole 
of  the  stock  went  to  the  4:0th  street  yards,  they  would  tel- 
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egrapli  at  once  to  know  what  was  the  matter ;  this  butcher 
and  that  butcher  would  go  to  his  old  and  regular  market 
at  Harsimus,  and  find  that  there  were  no  cattle  ;  he  would  be 
compelled  to  run  around  until  he  found  the  cattle ;  so  that 
there  was  a  constant  trouble  of  that  kind ;  there  was  no  kind 
of  regularity  and  stability  about  it,  for,  as  I  say,  the  cattle 
could  be  driven  from  one  place  to  another,  and  it  was  unlike 
a  barrel  of  flour  or  a  bos  of  provisions.  For  these  reasons,  the 
earliest  of  the  pools  was  made  by  the  railroad  companies  in 
the  formation  of  an  "  evening  "  system  ;  there  was  no  agrefe- 
ment  reduced  to  writing,  but  I  kept  a  memorandum  of  the  ar- 
rangement at  that  time ;  Chicago  was  the  great  centre  for  this 
live  stock,  and  therefore  it  was  essential,  in  order  to 
put  a  stop  to  the  difficulty  at  its  principal  source,  to  make  a 
division  at  the  starting  point ;  and  on  the  '21st  of  June,  1875,  the 
Fort  Wayne,  the  Lake  Shore  and  the  Michigan  Central  Rail- 
road agreed  to  take  stock  at  Chicago  in  these  proportions  :  36 
per  cent,  to  the  Lake  Shore,  and  32  per  cent,  to  the  Fort 
Wayne  &  Michigan  Central  each ;  the  trunk  lines  also  agreed 
on  the  same  rate  upon  all  cattle  to  "  Buffalo,  Dunkirk,  Sala- 
"  nianca,  International  and  Suspension  Bridges,  Pittsburgh  and 
"  Erie,  from  and  through  those  points,  to  and  through  New  York, 
"  including  all  cattle  billed  from  Pittsburgh  or  Erie  to  Phila- 
"  delphia,  and  then  re-billed  to  New  York,  or  billed  to  New 
"  York,  sold  at  Philadelphia  and  replaced  with  other  cattle  on 
"  same  through  rate,  or  billed  from  any  of  the  points  named  to 
"New  York  direct,  to  Albany  or  New  England,  destination  of 
"  which  is  changed  to  New  York  pr  billed  to  New  York,  sold 
"  at  Albany  and  replaced  with  other  cattle  on  same  through 
"  rate  or  any  other  to  divide  between  the  trunk  lines." 

That  undertook  for  the  first  time  to  control  this  question ;  then 
it  was  simply  a  division  at  Chicago  ;  we  then  agreed  that  the 
Erie  Company  should  have  25  per  cent.,  the  New  York  Central 
and  Pennsylvania  roads  each  ST^-  per  cent,  of  the  cattle  arriv- 
ing in  New  York.  Now,  while  it  was  perfectly  easy  for  us  to 
agree  that  these  should  be  the  percentages,  this  habit  of  sell- 
ing cattle  at  Buffalo,  and  at  Pittsburgh,  and  at  Bellaire,  and 
Albany  and  Philadelphia,  made  it  impossible  for  us  to  carry 
out  our  agreement,  unless  we  had  some  machinery  for 
carrying  it  out ;  if  it  had  been  flour  or  grain,  the  Lake  Shore 
Eoad  could  have  given  the  Erie  Eoad  enough  tonnage  to  make 
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it  exactly  25  per  cent;  the  railroad  companies  themselves  could 
do  it ;  but  being  cattle,  and  the  owners  selling  at  Buffalo,  and 
coming  to  us  and  saying  :  "  Here,  we  want  these  to  go  by  the 
Erie ;  we  don't  care  what  your  percentages  are,  we  want  them 
to  go  by  the  Erie  Road ;"  the  railroad  companies  cast  about 
to  see  if  they  could  get  responsible  people  who  would  do  this 
for  them.  A  discussion  ensued  at  the  Windsor  Hotel,  and  this 
was  a  suggestion,  I  think,  of  Colonel  Scott,  the  President  of  the 
Pennsylvania  Railroad.  At  the  same  time  the  same  difficulty 
arose  as  to  hogs  and  it  was  agreed  then  that  the  hogs  should  be 
divided,  arriving  in  New  York,  into  equal  parts  between  the 
trunk  lines;  as  the  Erie  Company  had  always  had  about  one- 
third  ;  therefore,  a  fact  that  has  not  appeared  was,  that  we  had 
hog  "  eveners"  at  that  time,  as  well. as  "  eveners"  of  cattle  ;  Mr. 
Tobey  represented  the  Erie  Railway,  William  M.  Tilden  the  New 
York  Central,  and  D.  H.  Sherman  the  Pennsylvania,  in  hogs. 
The  arrangement  was  made  with  all  these  cattle  and  hog 
"equalizers,"  that  no  matter  what  the  concentration  might  be 
by  all  the  aggregate  of  shippers  of  CMcMgo,  Buffalo,  Pitts- 
burgh, Canada,  local  or  elsewhere ;  they  would,  nevertheless, 
always  buy  and  ship  enough  cattle  by  the  different  railroads  in 
the  proportions  agreed  upon  in  this  paper,  to  equalize  the  per- 
centage that  the  railways  had  agreed  respectively  to  receive. 
They  then  stated,  as  a  justification  for  the  requiiement  of 
what  might  appear  at  that  time,  and  what  was  probably  a  con- 
siderable amount  of  money,  for  doing  that  service,  that  it  might 
result  in  a  combination  between  these  three  men  against  a 
combination  of  people  who  were  outside  of  them  ;  and  it  was 
agreed  that  for  ninety  days  from  the  20th  of  June  they  might 
have  7^  cents  per  hundred  pounds  lor  performing  the  same  ser- 
vice ;  and  that  thereafter  they  should  have  5  cents  for  performing 
the  same  service ;  and  that  amount  should  be  pro  rated  all  the 
way  through  from  the  starting  point  of  the  stock  to  New  York — 
that  is,  the  starting  point  at  Chicago— and  gradually  it  was 
expected  that  the  plan  would  extend  to  the  other  cities.  They 
entered  upon  the  business  ;  and  weekly  statements  were  ex- 
changed between  the  railroad  companies  of  the  arrivals  of 
through  catile  and  hogs  ;  but  gradually  the  hog  shipments  were 
increased  so  much  by  way  of  the  Pennsylvania  Railroad,  owing 
to  the  corn  regions  of  Southern  Ohio,  where  that  company 
had  access,  and  the  New  York  Central  and  Erie  had  not,  that 
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tlie  cattle  dealers  at  a  later  date  agreed  that  they  would  take 
the  total  hog  and  cattle  shipments,  and  give  us  enough  cattle 
shipments  to  equalize  the  hogs — that  is,  if  we  were  short  in 
hogs,  tliey  would  increase  the  number  of  cattle  to  make  good 
the  correct  and  proper  amount  of  tonnage,  while  we  paid  them 
only  on  cattle. 

Q.  Was  that  per  piece  ?  A.  As  to  the  total  tonnage ;  the 
rates  at  that  time  being  the  same. 

Q.  So  that  three  or  four  hogs  were  equal A.  So  that  a 

car  load  of  hogs  was  equal  to  a  car  load  of  cattle  ;  I  think  the 
agreement  with  the  hog  "  eveners  "  lasted  but  about  eighteen 
months ;  when  the  payment  to  them  was  stopped  because  they 
did  not  equalize  the  stock  in  the  manner  in  which  they  had 
agreed  to  do,  and  the  cattle,  men  undertook  to  make  good  the 
total ;  and  weekly  statements  were  exchanged  between  the  rail- 
road companies,  of  the  totals  of  the  stock  arriving  at  the  sea- 
board. For  example,  I  have  in  my  hand  the  statement  under 
the  2d  of  January,  1876. 

The  following  is  a  copy  of  the  statement: 

"  Arrival  of  through  cattle  and  hogs  at  New  York  and  Jersey 
"City  during  the  week  ending  January  2d,  1876. 


Catile. 

N.  Y.  Cent.  Erie.  Penn. 

"  Eeceived , 179  cars.  44  cars.  109  cars. 

"  Should  be 125  83  124 

"  Excess 54 

"  Deficiency 89  15 

Hogs. 

N.  Y.  Cent.  Erie.  Penn. 

"  Eeceived 24  cars.  36  cars.  63  cars- 

"  Should  be 41  41  41 

"  Excess 22 

"Deficiency.... 17  5 
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"  From  June  21st,  1875,  to  January  2d,  1876,  inclusive. 

Cattle. 
N.  Y.  Cent.  Erie.  Penn. 

"  Keceived  5,247  cars.     3,574  cars.     5,079  cars. 

"Should  be 5,213  3,475  5,212 

"  Excess 34  99 

"  Deficiency 133 

"  From  November  29tli,  1875,  to  January  2d,  1876,  inclusive. 

Hogs. 

N.  Y.  Cent.  Erie.  Penn. 

"  Keceived 292  cars.        287  cars.        499  cars. 

"  Should  be 359  360  359 

"Excess 140 

"Deficiency 67  73 

This  last  is  the  aggregation  of  former  statements  ;  as  rapidly 
as  they  were  exchanged  between  the  railroad  companies  a  copy 
of  them  was  sent  to  the  "eveners,"  and  the  "  eveners  "  were 
then  compelled  to  purchase,  or  to  influence  in  any  way  they 
ould,  various  shippers  to  go  to  the  difi'erentroads,soasto  equal- 
ize the  stock  in  the  proportion  they  had  agreed  to  do,  or  if 
outside  shippers  declined,  to  buy  and  ship  themselves.  As  this 
arrangement  went  on,  from  time  to  time  these  outside  shippers 
did  undertake  a  combination  against  the  railroads ;  and  the 
result  was  that  the  Canada  Southern,  for  instance,  about  that 
time,  would  pay  privately  a  drawback  to  an  outside  shipper 
equal  to  the  amount  that  they  believed  these  equalizers  were  get- 
ting for  this  service  ;  the  Canada  Southern  could  not  continue 
it  a  great  while  without  afi'ectiug  the  Grand  Trunk,  and  the 
Grand  Trunk  would  then  begin  the  payment  of  something ;  a 
payment  on  their  part  would  affect  the  Lake  Shore,  and  the 
Lake  Shore  would  begin  to  pay ;  and  while  they  knew  they 
had  the  stock  of  the  "  eveners,"  this  other  floating  stock  could 
be  influenced  to  one  railroad  or  another,  as  the  case  might  be  ; 
so  that,  instead  of  depending  upon  the  "  eveners,"  tis  they 
should  have  done,  to  equalize  the  total  of  the  shipments  by 
their  purchases,  they  paid  these  outside  people  as  well  as  the 
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for  the  purpose  of  controlling  tlie  business.  Tlie 
result  was  that  the  action  of  the  Lake  Shore  would  affect  the 
Fort  Wayne,  and  the  Fort  Wayne  the  Baltimore  &  Ohio,  and 
Chicago  would  affect  Bt.  Louis,  until,  while  we  stood  solid  at 
Buffalo,  and  chargerl  our  proportion  of  the  agreed  rate,  and 
depended  upon  the  "  eveuers,"  it  was  several  times  the  case 
that  the  rate  from  Chicago  to  Buffalo  for  shippers  outside 
of  the  "  eveners,"  was  as  low  as  10  or  15  dollars  a  car.  I 
therefore  believe,  but  am,  of  course,  unable  to  testify  accur- 
ately, that  the  largest  prominent  shippers  outside  of  the  "  even- 
ers" received  rebates  more  than  equal  to  the  amount  re- 
ceived during  those  times  by  the  "  eveners  "  themselves.  As  this 
difficulty  went  on,  I  recollect  one  case  in  which  a  copy  of 
a  voucher  was  found  upon  the  floor  of  the  Chicago  Produce 
Exchange,  showing  that  these  outside  shippers  had  received 
these  drawbacks  ;  it  was  immediately  transmitted  to  one  of  the 
"eveuers,"  and  he  submitted  it  as  proof  that  as  against  that 
sort  of  thing  they  could  not  carry  on  their  arrangement  with 
the  railroad  companies,  and  "evening"  stopped.  It  was  im- 
possible for  this  state  of  things  to  continue,  and  the  meeting  was 
held  at  Saratoga,  and  adjourned  to  New  York,  where,  for  the  first 
time  the  whole  agreement  was  reduced  to  writing  ;  that  waa  on 
the  'i6th  of  August,  1878  ;  the  charges  were  also  reduced  from 
$15  a  car  to  $10,  and  the  railroads  undertook  to  do  certain 
things  that  they  had  not  done  before,  in  order  to  stimulate 
them,  and  the  Baltimore  &  Ohio  Eailroad  Company  became  a 
party  to  the  arrangement ;  this  is  the  clause  relating  to  them  : 
"Ninth:  It  is  understood  that  the  Baltimore  &  Ohio  Eailroad 
Company  is  to  receive  55  cars  per  week  of  cattle  from  Chicago 
to  New  York,  in  consideration  of  maintaining  rates  on  ail 
kinds  of  live  stock  from  all  points  to  all  points." 

By  the  Chairman  : 

Q.  Now,  what  do  they  do?  A.  They  delivered  those  cattle 
to  the  Atlantic  &  Great  Western  Railroad,  at  Mansfield,  and 
shipped  them  by  the  Erie ;  or  they  delivered  them  at  Shelby, 
Ohio,  and  shipped  them  from  there  by  the  New  York  Central , 
that  was  one  of  the  conditions.  Notwithstanding  what  was  be- 
lieved to  be  a  very  much  improved  arrangement  that  the  rail- 
loads  made  then,  difiiculties  continued  to  crop  out,  and  a 
meeting  was  held  at  Long  Branch  for  the  further  consideration 
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of  the  subject ;  it  was  decided,  however,  that  nothing  definite 
could  be  done,  because  of  the  absence  of  the  Baltimore  &  Ohio 
Railroad. 

By  Mr.  Shipman  : 

Q.  "When  was  that  meeting  held  at  Long  Branch  ?  A.  I 
can't  remember  exactly,  but  it  just  struck  me  it  might  have 
been  before  this,  possibly  ;  at  all  events,  it  was  a  matter  that 
was  very  thoroughly  considered  by  the  railread  companies. 

By  Mr.  Sterne  : 

Q.  This  v,as  a  meeting  of  the  Railioad  Presidents  at  Long 
Branch,  was  it  not?  A.  No  ;  of  tratlc  men,  not  of  Railroad 
Presidents  ;  I  think  it  was  a  meeting  held  at  Saratoga,  in  July, 
and  they  adjourned  to  meet  at  New  York.  The  meeting 
of  the  "  eveners"  under  this  New  York  ai-rangemeut  of  August 
last  year,  covered  not  only  the  trunk  lines  but  all  the  western 
railroads  from  a  number  of  points  ;  they  undertook,  according 
to  the  terms  of  this  paper,  to  equalize  Chicago,  Cincinnati, 
Indianapolis  and  St.  Louis,  and  any  other  points  that  the  rail, 
roads  might  agree  upon.  They  tried  it  a  few  months  but  at 
last  reported  that  the  job  was  a  larger  one  than  they  had 
counted  upon  ;  that  against  a  variety  of  interests  at  work  at 
those  different  points,  it  was  impossible  for  them  to  do  it;  the 
result,  in  brief,  was  that  this  last  spring  one  of  the  customary 
contests  took  effect,  the  Pennsylvania  Railroad  gave  notice  of 
withdrawal  from  the  plan,  and  the  coQipanies  in  interest  met 
at  Niagara  Falls  on  the  5th  of  June  of  this  year,  and  reorgan- 
ized this  whole  system  into  a  paper  which  I  design  to  submit 
in  evidence ;  now,  I  should  say  that  at  the  Long  Branch  meet- 
ing, which  I  now  remember  did  take  place  before  the  Sara- 
toga meeting,  I  suggested  this  plan  :  that  rates  should  be  al- 
ways at  the  tariff  by  some  of  the  loads  ;  that  at  each  one  of 
these  points  a  gentleman  should  be  selected  of  clear  judgment 
and  cool  head,  and  if  shippers  tried  the  experiment  of  concen- 
tration which  they  had  done  for  fifteen  or  twenty  years,  that 
•we  put  up  the  price  to  them  of  whatever  railroad  they  chose, 
and  in  that  way  throw  them  over  on  to  the  railroads  that 
would  ship  at  the  tariff  rates,  and  equalize  in  that  new  way. 

Q.  How  would  you  know  those  shippers  from  others  ?     A. 
They  always  go  md  get  their  bills  pf  lading,  and  they  always 
-113 
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consign  their  stock  to  somebody;  so  that  the  stock 
of  A.  B.  to  C.  D.,  at  Bufffalo,  we  put  the 
rate  up  on.  Nothing  of  the  kind,  however,  was 
done,  but  the  new  or  present  arrangement  was  made.  After 
this  contest,  which  ended  in  the  manner  that  I  have  spoken  of, 
the  raih-oad  companies  agreed  on  the  5th  of  June,  to  this 
very  long  and  complete  settlement  of  all  this  hve  stock  con- 
test, and  I  desire  to  have  this  put  in  evidence  as  the  plan  now 
under  operation. 

By  the  Chaikman  : 

Q.  Is  that  the  document  which  makes  every  man  his  own 
"evener"?  A.  That  makes  every  man  liis  own"evener;" 
now,  that  is  just  the  reverse  of  the  proposition  made  by  us  at 
Long  Branch. 

The  following  is  a  copy  of  the  paper  referred  to. 

Memorandum  of  Agreement  hy  the  Trunk  Line  Executive  Com- 
miltee  and  the  Chicago  Terminal  Beads  for  the  Maintenance 
of  Live  Stock  Bates,  and  an  equitable  division  of  Live  Stock 
between  themselves  and  connecting  Boads,  made  at  Niagara 
Falls,  N.  Y.,  June  5(h,  1879. 

Present  at  conference : 

G.  E.  Blanchaed,  Jno,  King,  Jr., 

J.  H.  KUTTER,  J.  B.  DUTCHEH, 

A.  J.  Cassatt,  J.  N.  MgOullough, 

John  Newell,  H.  B.  Ledyaed. 

First. — There  shall  be  appointed  at  Buffalo,  Detroit,  Chica- 
go, St.  Louis,  Indianapolis  and  Cincinnati,  one  agent  at  each 
point,  to  be  designated  as  the  Joint  Live  Stock  Agent,  the 
salaries  to  be  fixed  by  the  terminal  roads,  and  to  be  paid  by 
them  in  the  proportions  in  which  they  receive  the  stock. 

Second. — Kegular  rates  shall  be  established  upon  the  basis 
heretofore  used  from  each  of  those  points  to  each  of  the  sea- 
board cities,  from  which  rates  10  cents  per  hundred  pounds 
shall  be  allowed  to  all  seaboard  cities,  5  cents  to  Buffalo 
Pittsburgh,  and  Bellaire  ;  5  cents  from  Buffalo,  provided. 

TAm?.— Shippers  who  are  entitled  to  such  reduction  shall 
be  paid  the  same  after  arrival  of  their  stock  at  its  destination 
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provided  only  that  they  shall  haye  shipped  the  stock  over  both 
the  initial,  intermediate  and  terminal  roads,  which  shall,  prior 
to  shipment,  be  specified  by  the  joint  live  stock  agent,  at  the 
point  of  shipment. 

Fourth. — The  business  is  to  be  divided  between  the  forward- 
ing, intermediate  and  terminal  roads,  in  proportions  to  be 
agreed  by  the  railroads  in  interest,  they  agreeing  that  there- 
after no  direct  or  indirect  drawback,  contract  or  allowance  in 
weight  or  otherwise,  shall  be  made  by  any  officer  or  agents, 
and  each  company  shall  specify  one  officer  who  alone  shall  be 
responsible  to  the  shippers  and  connecting  railroads  for  the 
maintenance  or  violation  of  this  agreement. 

Fifth. — All  the  companies  in  interest  agree,  not  to  pay  the 
whole  or  any  part  of  the  proposed  drawback,  except  upon 
presentation  of  a  certificate  of  the  joint  live  stock  agent  at  the 
point  of  shipment,  that  the  stock  was  shipped  according  to 
his  direction,  and  a  like  certificate  of  the  final  road  that  it  was 
received  via  the  route  so  designated. 

Sixth. — Any  excesses  or  deficiencies  of  live  stock  arriving  at 
the  trunk  line,  eastern  termini,  shall  be  equalized  by  the  joint 
live  stock  agents  at  the  points  named. 

Seventh. — The  trunk  lines  pledge  themselves  that  in  the 
event  that  any  connecting  line  bills,  or  contracts  live  stock  at 
less  than  the  minimum  weights  and  actual  Aveights  when  in 
excess  of  minimums,  or  at  less  than  the  gross  rate  on  the 
Chicago  basis,  or  in  other  ^particulars,  contrary  to  the  letter 
and  spirit  of  this  agreement,  they  will  put  up  the  rate  to  the 
gross  rate  and  actual  weight  from  point  of  shipment,  and 
refuse  to  refund  any  part  thereof  or  the  agreed  drawback,  and 
will,  in  every  other  manner,  seek  to  protect  the  railroads, 
parties  to  this  agreement,  against  others  who  do  not  agree. 

Eighth. — The  rates  and  conditions  as  agreed  shall  be  charged 
and  enforced  against  all  shippers  of  all  classes  of  live  stock, 
regardless  of  any  prior  understanding,  of  whatever  duration  or 
character ;  and  if  any  contracts  are  claimed  by  forwarders,  or 
others,  they  will  be  resisted  by  all  parties  in  interest;  and  if 
any  damages  are  finally  awarded,  the  amount  thereof  shall 
be  pro  rated  among  the  parties  to  this  agreement,  in  the  propor- 
tion of  their  total  shipments  under  thi^  memorandum,  or  any 
divisions  finally  agreed  to. 
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Ninth. — TMs  agreement  does  not  apply  to  sheep  and  horses  | 
but  each  party  hereto  pledges  himself  to  each  and  all  the 
others,  not  to  in  any  manner  abate  the  rate  agreed  upon 
thereon. 

Tenth.— The  trunk  lines  have  agreed  upon  the  following 
actual  division  on  cattle  and  hogs  : 

To  New  York  via  B.  &  0.,  the  percentage  received  there 
by  its  route  for  the  calendar  year  1878  : 

Via  Pa.  E.  R.,  37^  per  cent,  of  the  remainder. 
"    N.  Y.  C,    37J 
"    Erie,  25  "  of  the  remainder  on  cattle. 

But  as  to  hogs,  after  the  B.  &  O.  has  received  the  same 
proportion,  the  residue  will  be  divided  equally  between  the 
other  three  companies. 

Eleventh. — It  is  understood  and  agreed  that  the  said  per- 
centages include  not  only  all  cattle  and  hogs  from  and  through 
all  western  terminal  stations  of  the  respective  trunk  lines,  but 
all  local  traffic  upon  their  lines  and  branches  to  each  one  of 
the  seaboard  cities  above  specified. 

Twelfth.  —The  trunk  lines  have  agreed  and  recommend  the 
western  companies  to  concur  in  making  the  rates  on  dressed 
beef  50  per  cent,  iu  excess  of  the  gross  live  stock  rate,  without 
the  drawback,  as  heretofore  agreed  to. 

Thirteenth. — Actual  weights  shall  be  charged  frem  points  of 
shipments,  but  no  car  load  shall  be  charged  at  less  than  the 
following  minimums  : 

'Horses 19,000 

Sheep,  1,400  S.  D 18,000  D.  D. 

Cattle 19,000 

Hogs,  1,600  S.  D   22,000  D.  D. 

Fourteenth. — In  equalizing  cattle  for  hogs,  or  vice  versa,  be- 
tween the  trunk  lines,  7  cents  per  100  pounds  shall  be  de- 
ducted from  their  western  termini  to  all  seaboard  points  to 
represent  cost;  the  remainder  of  revenue  shall  be.  made  up 
by  actual  shipments  sufficient  to  balance  the  agreed  percent- 
age of  net  revenue. 

Fifteenth.— Einch  and  all  parties  hereto  shall  exhibit  the  en- 
tire detail  of  all  their  live  stock  contracts,  which  exhibits  shall 
be  attached  hereto,  and  the  lowest  rate  so  shown,  shall  be  the 
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Open  and  minimum  rates,  from  June  5tli,  from  those  points 
computed  upon  the  Chicago  basis. 

Sixteenth. — Whenever  the  Chicago  pool  shall  be  agreed 
upon,  the  Chicago  rates  shall  be  advanced  to  50  cents  net  and 
60  cents  gross,  and  upon  the  Chicago  basis  from  all  other 
points  simultaneously,  provided  all  parties  in  interest  shall 
first  have  agreed  to  the  provisions  of  section  8. 

Seventeenth. — It  is  agreed  that  the  rates  on  cattle,  beginning 
with  Monday,  June  9th,  shall  be  35  cents  net,  and  45  cents 
gross,  Chicago  to  New  York,  with  proportionate  rates 
Chicago  to  Buffalo  and  Pittsburgh,  and  18  cents  net  and  23 
cents  gross  from  Buffalo  and  Pittsburgh  to  New  York,  with 
the  usual  dififerences  to  Baltimore,  Philadelphia  and  Boston, 
and  12J  cents  per  100  pounds  net,  upon  hogs,  Buffalo  and 
Pittsburgh  to  New  York ;  and  on  the  same  basis,  from  all 
western  points  to  all  the  other  seaboard  cities ;  and  if  any 
company  decline  to  observe  this  rate,  the  trunk  lines  will  set 
up  their  charges  to  their  several  proportions  of  the  above  rate 
and  basis. 

Eighteenth. — The  resolution  of  the  Saratoga  Meeting  to  charge 
10  cents  for  100  pounds  more  on  live  hogs  than  on  provisions 
is  reaffirmed,  and  the  rate  on  hogs  fixed  at  22  cents  to  Chicago 
and  New  York,  for  the  month  of  May,  and  20  cents  from 
June  1st,  until  the  change  in  the  provision  rate  takes  effect, 
with  proportionate  rates,  upon  the  same  basis,  from  all  the 
western  points  to  all  the  other  seaboard  cities,  the  rate  will 
be  30  cents  from  June  9th. 

Nineteenth. — The  companies  convened  at  Niagara,  having 
been  unable  to  agree  upon  the  percentages  to  which  they  deem 
themselves  severally  entitled,  the  old  percentages,  including 
the  quantity  allowed  the  B.  &  O.  R.  E.  out  of  Chicago,  shall 
continue  until  the  question  is  referred  to  arbitration. 

Twentieth. — The  decision  of  the  Board  of  Arbitration  upon 
the  division  of  live  stock  from  Chicago,  and  other  competitive 
points  for  all  initial,  intermediate  and  terminal  roads,  shall 
date  from  Monday,  June  9,  and  until  such  decision  is  rendered, 
the  percentages  of  division  heretofore  existing  shall  tempo- 
rarily govern,  without  prejudice  to  the  award." 

As  to  the  comparative  result  of  this  agreement  upon  the  Erie 
Eoad,  in  the   year   ending  July  1st,  1875,  the  Erie  Eailway 
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Company  had  carried  in  weight  37,576,600  pounds  of  cattle, 
earning  the  Company  $95,735.53. 

By  Mr.  Steene  : 

Q.  Within  what  period  of  time?  A.  Within  the  year 
ending  July  1st,  1875;  in  the  year  ending  July  1,  1876,  the 
company  carried  140,114,700  pounds  of  cattle,  earning  $350,- 
060.98,  being  an  increase  over  the  preceding  year  of  102,538,- 
100,  and  of  revenues  $254,325.40  and  the  same  good  results  fol- 
lowed as  to  the  other*  live  stock  business,  the  total  increase  in 
carriage  of  cattle,  hogs,  sheep  and  horses  being  from  113,- 
001.060  pounds  for  the  year  ending  July  1,  1875,  to  240,241.440 
pounds  for  the  year  ending  July  1,  1876,  and  the  total  in- 
crease in  revenue  being  from  $291,542.61  to  $625,832.96  dur- 
ing the  same  period — being  an  increase  of  over  double  the 
amount  carried  over  the  Erie  Railroad,  and  an  increase  in  the 
earnings  of  $334,290.35  ;  and  deducting  from  the  increased 
earnings  the  amount  paid  to  the  eveners  in  that  year,  $69,- 
700.00,  the  Erie  Company  earned  $264,690.35,  as  the  actual  in- 
crease of  earnings  for  that  year,  as  compared  with  what  they 
had  earned  in  the  next  preceding  year. 

I  have  been  repeatedly  asked  for  the  amount  of  money  paid 
to  the  eveners ;  we  paid  no  money  after  April,  1879 ;  there 
was  paid  from  June  21,  1875,  to  April  1,  1879 — a  period  of  46 
months— $413,645.29. 
The  amount  chargeable  to  Western  Companies 

was $152,543  79 

The  Brie  Railway  Company's  proportion  was   . . .     261 ,101  50 

or  $5,800.00  per  month. 

Q.  The  amount  of  your  shipments  increased  very  largely  ? 
A.  Of  course  it  did  ;  it  had  good  results  to  us  in  every  way. 

Now  as  to  the  amount  of  stock  shipped  by'different  people 
over  our  road  in  1878  ;  we  received  during  that  year  8,306  car 
loads,  of  which 

Mr.  Morris  shipped 689  cars  at  8.3  per  cent. 

Mr.  AUerton  shipped   357         "     4.3       " 

Mr.  Eastman  shipped 2166        "     26.1     " 

Thus  the  eveners  altogether  shipped. .  3,212  cars. 

being  38.7  per  cent  of    our  business.    We  therefore  received 
62  per  cent,  of  our  business  during  that  year  from  people 
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other  than  the  eveners.  For  the  two  years  ending  30th  June, 
1875,  the  Erie  Railway  Company  had  5,025  cars  of  cattle  ; 
for  the  two  years  subsequent  it  had  14,459  cars  ;  thus  under 
that  arrangement  the  shipments  of  cattle  over  our  road  were 
almost  trebled. 

By  the  Chaieman  : 

Q.  Have  you  given  us  the  result  since  the  last  arrangement  ? 
A.  I  was  about  to  give  that  to  you  ;  we  have  completed  the 
tables  only  for  June,  July  and  August  of  this  year ;  as  this 
agreement  took  effect  the  5th  of  June,  but  was  dated 
as  of  the  1st  of  June  and  covers  the  first  three 
months  of  the  new  business.  During  the  corresponding 
months,  June,  July  and  August  of  1873  and  1879,  the  three 
eveners  shipped  over  the  Erie  Road  as  follows  : 

•  By  Mr.  Eastman  :  In  1878-1879 

June 128       17 

July 304     114 

August 281      70 

Total  cars 713    201 

By  Mr.  Moeeis  :  In  1878-1879 

June 9     809 

July 10    388 

August , .  169 

Total  cars 19     866 

By  Mr.  Alleeton  :  In  1878-1879. 

June 

July 21 

August 

Total   cars 21 

Making  the  total  shipments  by  the  three.  1878-1879 

In  June 639     698 

July 690  1017 

August 569     768 

1898  2483 
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There  is  a  difference  of  600  cars,  or  nearly  34  per  cent,  in- 
crease in  the  business  of  the  eveners  under  this  new  arrange- 
ment. 

Q.  Does  that  include  outside  shippers  ?  A.  That  includes 
only  their  business ;  they  shipped  that  much  more  this  year ; 
I  have  not  the  total  of  our  business. 

Q.  They  all  ship  by  direction  of  the  eveners  now,  don't 
they  ?  A.  There  are  no  eveners  now ;  any  man  who  wants 
to  send  one  car  load  is  as  much  an  evener  as  Mr.  Eastman. 

Q.  Then  that  statement  does  not  cover  the  eveners  at  all  ? 
A.  It  covers  the  live  stock  shipments  of  the  same  three  men 
who  were  eveners  in  the  prior  year ;  prior  to  this  time,  it  has 
been  claimed  here  nobody  could  ship  but  them,  and  that  then 
other  people  did  not  ship  as  much,  because  they  had  not  the 
same  rates  ;  now,  Eastman,  Morris  and  Allerton  stand  pre- 
cisely the  same  as  anybody  else,  but  they  have  increased  their 
business  33  per  cent,  above  the  eveners  tonnage  of  the  previous 
year. 

By  Mr.  Stekne  : 

Q.  Your  statement  gives  us  no  information  unless  we  know 
what  the  proportion,  as  now  shipped,  is  as  compared  with  the 
amount  then  shipped  ?  A.  It  is  an  increased  proportion  of  the 
whole  ;  I  cannot  state  that. 

By  the  Chairman  : 

Q.  When  you  speak  of  the  increased  percentages  which  the 
Erie  Eailroad  has  had  under  this  evener  arrangement,  at  whose 
expense  was  this  increase,  or  was  it  because  of  a  general  in- 
crease throughout  the  country  ?  A.  It  was  mainly  at  the  ex- 
pense of  the  Pennsylvania  Road,  because  in  the  surrender  to 
us  of  25  per  cent,  a  very  large  part  of  it  came  from  them  ;  this 
arrangement,  Mr.  Chairman,  was  one  ot  those  things  which  it 
did  not  seem  could  have  been  settled  in  any  other  way,  as  it 
should  have  been  ;  had  the  evening  arrangement  by  the  present 
plan,  occurred  to  anybody,  it  would  have  been  better  to  have 
settled  in  the  way  that  it  is  now  done..  At  the  same  time,  I 
do  believe  that  these  gentlemen  made  not  a  large  percentage 
on  the  total  amount  of  money  paid  to  them  as  profit.  They 
were  compelled  to  go  into  the  Chicago  market  and  buy  this 
stock  at  any  price,  ship  ;t  by  the  different  railroads  at  full 
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rates,  and  then  sell  it  at  the  market  prices,  so  as  to  keep  up 
the  various  market  arrangements,  which  was  a  part  of  the 
general  verbal  understanding,  and  this  involved  them  in  a  loss 
of  d  great  deal  of  money,  and  in  a  great  deal  of  hazard  ;  I 
also  believe  that,  whether  or  not  this  arrangement  is  entirely 
defensible  upon  what  may  be  regarded  as  public  grounds,  that 
it  did  more  to  introduce  American  cattle  into  England  than 
any  other  one  thing  that  has  been  done  in  this  country  ;  and 
that,  therefore,  practically,  the  railroads  are  entitled  to  the 
credit  of  this  enlargement  of  the  cattle  shipments  abroad. 

Q.  You  have  a  west  bound  pool  that  includes  all  kinds  of 
shipments  ?     A.  A  west  bound  pool,  yes. 

Q.  And  an  east  bound  pool  that  includes  everything  but 
what?     A.   Everything  but  cattle  and  oil. 

Q.  You  have  separate  arrangements  as  to  those  ?  A.  Yes ; 
as  to  both. 

Q.  And  those  four  paoling  systems  are  all  that  you  now 
have  in  force?  A.  Yes;  the  passenger  arrangements  have 
not  yet  been  completed. 

By  Mr.  Wadswokth  : 

Q.  Were  these  cattle  men  forced  to  buy  a  certain  number 
of  cars  and  ship  ?     A.  Yes. 

Q.  I  thought  they  were  only  forced  to  divide  what  they  did 
buy  ?  A.  They  were  forced  to  buy  enough  to  even  as 
against  all  other  shippers,  no  matter  who  they  might  be  or 
where  they  might  ship.  They  did  buy  very  largely,  and  I  wish 
to  say  to  the  Chairman  that  on  leaving  here  to-day  for  lunch  I 
met  Mr.  Ea&tman  in  Broad  street,  and  stated  to  him  that  the 
probabilities  were  that  T  would  reach  the  assignment  of  this 
question  by  Judge  Shipman  to-day,  and  that  upon  that  very 
point  I  would  like  to  have  him  advise  me  ;  he  said  to  me  that 
he  did  have  to  buy,  and  that  he  lost  a  very  large  amount  of 
money  in  starting  this  export  business  ;  that  he  exported  di- 
rectly ;  that  Mr.  Allerton  sold  here,  declining  at  first  to  export 
directly  ;  this  is  hearsay,  but  Mr.  Allerton  told  him  that  a  large 
amount  of  money  was  lost  in  New  York,  not  only  because  of  the 
differences  in  the  markets,  but  from  the  failure  of  a  large  nura- 
berof  men,  who  had  owed  him  a  very  large  amount  of  money  ; 
and  that  tue  proportion  of  profits  which  he  had  made  out  qf 
this  thing  had  been  enormously  over  estimated. 
114 
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By  Mr.  Sterne  : 

Q.  What  relations  had  Mr.  Eastman's  export  business  to  his 
purchases  at  Chicago  ?  A.  He  had  to  buj'  the  cattle  that  he 
exported. 

Mr.  Shipman — And  he  had  to  export  the  cattle  which  he 
could  not  sell  here  ? 

The  Witness— Yes. 

Q.  Why  was  he  compelled  to  export  cattle  ?  A.  He  was  not 
compelled  to. 

Q.  That  was  a  new  enterprise  he  started  in  consequence  of 
being  a  large  cattle  dealer  ?  A.  He  started  it  after  Montreal 
started  it. 

Q.  Was  it  not  already  an  assured  success  ?  A.  No  ;  it  was 
not  an  assured  success. 

Q.  It  was  an  enterprise  like  any  other  into  which  he  might 
have  ventured  ;  as,  for  instance,  he  might  have  gone  into  bank- 
ing ?     A.  Precisely. 

Mr.  Shipman — Explain  how  the  evener  system  stimulated 
the  necessity  for  increasing  the  export  trade  ?  A.  My  judgment 
is  that  in  the  beginning  the  eveners  made  a  good  deal  of  money 
out  of  this  arrangement ;  that  they  had  an  interest  in  sending 
as  many  cars  as  possible  over  the  trunk  lines,  so  as  to  get  the 
$15  on  each  and  every  car  ;  that  that  stimulated  them  to  find 
new  outlets  for  the  cattle  business  of  the  west  over  these  rail- 
roads; that  it  had  been  inaugurated  in  a  small  way  at  Mont- 
real (the  export  business),  and  that  Mr.  Eastman  himself,  to- 
gether with  three  other  gentlemen,  took  up  this  question,  not 
as  a  labor  of  love,  but  to  increase  the  shipments  at  $15  per 
car ;  and  that  they  entered  into  very  much  more  prompt  and 
effective  co-operation  and  competition  with  Canadian  ship- 
ments than  they  would  otherwise  have  done ;  it  was  in  an  in- 
direct way,  therefore,  that  this  matter  helped. 

Q.  The  exporting  of  cattle  is  a  profitable  business,  is  it  not? 
A.  I  believe  not. 

Q.  Has  it  not  been  at  any  time  ?  A.  I  do  not  know  ;  I  have 
not  been  an  exporter. 

Q.  Suppose  the  evener  did  not  ship,  and  that  you  were 
short  fifty  cars,  and  that  Mr.  Morris  (your  evener)  refused  to 
ship  the  fifty  oars,  what  was  his  loss  ?  A.  He  did  not  refuse 
to  ship ;  no  such  case  occurred. 
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Q.  Suppose  that  he  had  ?  A.  I  cannot  tell  you  what  would 
have  been  the  result. 

Q.  You  have  undertaken  to  state  to  this  Committee  about 
the  hazards  and  risks  that  he  ran  ;  now,  what  hazard  and  what 
risk  did  he  run  if  he  failed  to  ship  ?  A.  If  he  failed  to  ship 
there  would  be  no  hazard, 

Q.  He  had  the  option  to  determine  whether  he  would  even 
or  not  ?     A.  No,  he  had  not ;  he  had  agreed  to  it,  and  did  it. 

Q.  Suppose  he  had  not  kept  his  agreement  ?  A.  I  would 
rather  leave  the  supposition  to  you. 

Q.  And  I  prefer  to  leave  the  supposition  to  you ;  you  under- 
take to  say  that  there  was  a  hazard  in  the  business ;  what 
hazard  had  you  reference  to ;  you  cannot  state  that  he  saw  any 
hazard  in  refusing  to  buy?  A.  If  he  did  not  invest  his  money 
I  do  not  know  what  hazard  he  would  have  made ;  but,  as  mat- 
ter of  fact,  he  did  buy  and  he  did  ship. 

Q.  Was  there  any  penalty  imposed  upon  him  for  failing  to 
ship  ?     A.  The  penalty  of  withholding  this  $15  per  car. 

Q.  That  is,  he  did  not  get  the  $15  per  car  for  the  car  which 
he  did  not  ship  ?  A.  He  did  not  get  it  on  the  cars  that  he  did 
not  ship  but  on  those  that  he  did. 

Q.  When  did  you  make  your  settlement  with  him?  A. 
Monthly. 

Q.  At  the  end  of  the  month  he  got  $15  per  car  for  all  the 
cars  which  he  shipped,  did  he  not?  A.  And  that  other  people 
had  shipped. 

Q.  Therefore,  for  all  the  cattle  that  went  over  your  road  he 
got  $15  per  car  ?  A.  On  all  cattle  that  came  from  Buffalo  and 
points  beyond  to  the  City  of  New  York  he  got  $15  per  car. 

Q.  Say  that  during  the  month  of  August,  1875,  he  got  that, 
and  during  the  month  of  September,  1876,  you  were  short  tlie 
whole  amount  of  your  shipment?     A.  But  we  were  not. 

Q.  Suppose  that  you  were  —that  you  were  short  the  whole 
amount  of  your  shipment;  now  what  hazard  did  Mr.  Morris 
take,  and  what  penalty  was  imposed  upon  him  in  con- 
sequence of  that?  A.  The  contract  for  equalizing  provided 
as  follows  : 

"  Weekly  rsturns  of  the  arrivals  of  all  said  cattle  and  hogs 
arriving  at  Jersey  City  and  New  York,  posted  to  and  including 

day  of  each  week,  shall  be  exchanged  between  John  B. 

Datoher,  R.  C.  Vilas  and  S.  B.  Kingston,  who  shall  communi- 
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cate  the  same  to  each  and  all  the  said  equalizers,  and  in  their 
name,  as  a  firm,  and  upon  the  joint  monthly  certificate,  in 
triplicate,  of  Messrs.  Dutcher,  Vilas  and  Kingston,  that  the 
equaliziog  is  as  nearly  accomplished  in  each  case  and  as  satis- 
factory to  them  as  praclicable  both  as  to  cattle  for  cattle  ajid 
cattle  for  hogs,  vouchers  shall  issue  by  each  company  to  the 
said  firm,  and  all  said  vouchers  shall  be  sent  to  T.  0.  Eastman, 
to  whom  their  several  amounts  shall  also  be  paid  by  the  com- 
panies issuing  the  same." 

Upon  being  satisfied  that  they  had  performed  this  service 
these  vouchers  issued  ;  the  vouchers  were  at  times  withheld  by 
our  company  for  six  months  ;  that  was  the  only  pennlty  there 
was. 

Mr.  Wadswoeth — Was  it  not  the  practical  working  of  this 
arrangement  that  the  eveners  had  the  advantage  of  $15  per  car 
over  all  other  shippers  ?  A.  No ;  for  the  reason  that  these  out- 
side shippers  got  drawbacks  from  the  western  roads  larger 
than  the  eveners  themselves  got ;  and  that  during  three  months 
of  this  year  the  eveners  shipped  more  than  they  did  in  the 
same  mouths  of  last  year. 

Q.  Men  are  not  necessarily  driven  out  of  business,  I  sup- 
pose, because  they  are  not  put  on  an  equality  with  other 
people  ?  A.  No  ;  they  were  driving  into  the  eveners'  business 
because  they  were  not  put  on  an  equality. 

Q.  The  fact  of  their  business  having  been  very  much  en- 
larged, and  that  they  were  not  driven  out  of  the  business  is 
merely  an  indication  that  they  had  no  less  business  tact  and 
business  management  than  other  people  ;  is  not  that  the  only 
inference  that  flows  from  that?  A.  I  leave  you  to  draw  the 
inferences. 

Q.  You  have  undertaken  to  state  that  the  proportion  of  the 
evener  shipments  now  upon  the  total  shipments  is  larger  than 
it  was  during  the  full  blast  of  the  evener  arrangement?  A.  For 
those  three  months  it  was ;  I  do  not  know  how  it  is  now. 

Q.  Can  you  not  get  that  information  for  the  Committee? 
A.  I  thinli  that  I  can. 

Q.  So  that  we  may  know  precisely  what  proportion  of  ship- 
ments are  now  made  by  the  eveners,  as  compared  with  those 
made  before  ?    A.  Yes. 

Q.  Were  not  a  large  number  of  shipments  made  during  the 
existence  of  the  evener  system  in  the  names  of  other  people, 
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but  which  really  went  to  the  eveners?  A.  I  should  say  not ; 
the  eveners  had  their  inducements  to  show  us  that  tliey  con- 
trolled a  very  large  amount  of  business ;  but  1  do  know  that 
a  very  large  amount  of  cattle  belougiug  to  other  people  were 
shipped  in  the  name  of  the  eveners. 

Q.  Was  it  not  to  the  interest  of  the  eveners  at  that  time 
not  to  exhibit  to  the  trade  the  enormous  advantages  that  they 
derived  from  that  system  ?  A.  It  might  have  been ;  but  it 
was  to  their  interest  to  show  that  they  did  control  that  traffic, 
and  that  interest  was  larger  than  the  one  to  the  public. 

Q.  Had  the  railway  any  interest  to  see  who  controlled  the 
traffic,  so  long  as  they  got  the  traffic?  A.  Not  the  slightest; 
they  thought  that  they  had,  but  they  had  not. 

Q.  You  did  not  care  anything  about  in  whose  name  ship- 
ments were  made,  so  long  as  the  shipments  came?  A.  Not  the 
slightest. 

Q.  And  therefore  it  was  a  mistake  on  the  part  of  the  eveners 
to  suppose  that  it  was  necessary  to  ship  in  their  names  ?  A. 
So  far  as  the  Erie  Kailroad  was  concerned,  it  was  decidedly. 

Q.  How  do  you  know  that  large  shipments  made  in  the 
names  of  the  eveners  really  belonged  to  other  people  ?  A.  I 
have  been  told  so  by  two  people. 

Q.  By  the  eveners  themselves?  A.  No;  by  others  out- 
side. 

Q.  Did  they  at  the  same  time  give  the  reasons  why  they 
shipped  in  the  name  of  the  eveners  ?     A.  No. 

Q.  Did  they  suppose  that  they  were  deriving  an  advantage 
thereby  ?  A.  I  do  not  know  what  they  supposed ;  I  did  not 
ask  them. 

Q.  When  you  found  that  the  western  roads  were  cutting,  so 
as  to  put  your  eveners  down  to  a  level  with  other  people,  did 
you  not  cut  also?     A.  We  did  not. 

Q.  You  did  not  try  to  meet  that  competition  by  an  equal 
competition  ?     A.  We  did  not. 

Q.  Not  even  in  part?  A.  Not  even  in  part ;  I  say  that  ab- 
solutely for  the  Erie  Company  ;  but  subsequently  the  Michigan 
Central  Company  presented  us  vouchers  for  outside  parties, 
and  proved  that  they  had  paid  to  outside  parties,  and  we  did 
adjust  for  these  outside  persons  certain  drawbacks  in  addition 
to  the  payments  that  we  had  made  for  the  eveners. 
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By  Mr.  Shipm^n: 

Q.  You  are  fumiliar,  of  courrie,  with  the  Uuion  Steamboat 
Compauy  ?  A.  I  am;  I  was  President  of  tlie  company  for 
one  year,  unci  have  been  Director  lor  Hve  years. 

Q.  Explain  to  the  Committee  briefly,  the  relation  of  that  com- 
pany to  the  business  of  the  Erie  K  ulway  Company,  and  its 
economies  and  necessities  as  a  part  of  the  Erie  Railway  Com- 
pany as  a  transportation  line '?  A.  The  Union  Steamboat  Com- 
pany was  projected  and  organized  and  running,  when  I  became 
general  freight  agent  of  the  Erie  Railroad  ;  it  was  running 
under  a  contract,  dated  March  22,  1869 — three  years  before  ; 
although  there  had  been  verbal  alterations  in  this  contract,  and  a 
great  many  of  its  provisions  were  never  carried  out ;  so  far  as 
it  affects  the  division  of  the  rates  with  the  Union  Steamboat 
Compauy,  it  has  continued  in  practical  etfect.  The  Erie  Railway 
Company,  as  I  explained  yesterday  on  the  map  as  submitted,  has 
no  western  all  rail  lines  under  common  ownership  or  affilia- 
tion with  it ;  the  Union  Steamboat  Company  was  organized — 
in  what  manner  I  do  not  know,  and  for  what  specific  purpose  I 
do  not  know,  but  it  has  been  of  very  great  value  to  the  Erie 
Railway  Company  beyond  any  question  whatever.  The  sys- 
tem first,  ol  the  division  of  the  rates  of  that  compauy  has  been 
in  brief  thus  :  the  all  rail  lines  first  fixed  the  tariff  rates  out 
of  Chicago  ;  we  then  received  of  that  tariff'  rate  to  New  York 
45.22  per  cent.  ;  1  am  speaking  now  entirely  for  the  Erie 
Railway  Company,  and  whatever  our  percentage  or  proportion 
is  on  this  shipment  of  the  Lake  Shore  Road,  we  charge  to  the 
Union  Steamboat  Company  ;  whatever  there  remains  between 
the  prices  at  which  they  contract  on,  the  Chamber  of  Com- 
merce, or  Board  of  Trade  at  Chicago,  and  our  proportion  is 
their  money;  the  Eiie  Railway  Company  has  nothing  to  do 
with  the  tbrough  rates ;  we  do  not  fix  the  rates  out  of  Chi- 
cago ;  and  if  they  have  any  questions  of  difference  with  the 
Lake  Shore  or  Michigan  Central,  they  settle  them  with 
those  companies ;  we  have  nothing  to  do  with  them,  as 
we  exact  east  of  Buffalo  what  we  exact  from  the  all  rail  lines. 

By  the  Chaibman  : 

Q.  Always?     A.  Always. 

Q.  How  far  back  does  that  fact  extend  ?  A.  To  the  time 
when  I  became  connected  with  the  road  in  1872. 
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Q.  Have  you  not  had  a  contract  in  force  since  1872,  which 
provided  for  a  different  division  ?     A.  No. 

Q.  That  was  the  rate  of  division  provided  for  in  tljis  con- 
tract under  the  Fisk  and  Gould  administration  ?  A.  Yes  ;  we 
have  charged  against  the  Union  Steamboat  Company  many 
montiis  at  a  time  our  proportion  of  the  full  tariff  rate  out  of 
Chicago,  and  have  not  given  to  the  Union  Steamboat  Company 
the  benefit  of  a  portion  of  the  drawback  subsequently  pre- 
sented to  us  running  along  through   all   rail  contracts  or  rates. 

Q.  Have  you  never  paid  them  any  drawbacks,  or  allowed 
them  for  the  proportion  of  drawbacks?  A.  I  was  just  about 
to  state  that  Mr.  Ballard  has,  at  different  times,  presented 
at  the  close  of  the  season  evidence  of  cuts  made  by  the  all 
rail  lines,  and  by  comparing  the  amount  we  have  received  from 
the  Union  Steamboat  Company  with  the  amount  received 
from  the  railroad  companies,  without  any  reference  to  that 
cutting  at  the  time,  we  have  in  a  lump  sum  made  some  allow- 
ance to  the  Union  Steamboat  Company,  but  never  to  a  point 
that  brought  onr  average  rates  as  low  on  business  from  the 
boats  as  from  the  railroads  beyond  Buffalo.  In  certain  other 
particulars  this  contract  has  been  modified  in  this  way  ;  if  we 
were  taking  grain  from  Buffalo  at  a  less  rate  than  our  pro- 
portion of  the  all  rail  rate  from  Chicago,  Mr.  Bullard  has 
been  sharp  enough  to  get  Chicago  freight  sent  to  a  Bi;ffalo 
party,  and  to  get  that  Buffalo  party  to  give  it  to  us  as  a  local 
shipment  rate— in  that  way  avoiding  to  us  the  payment  of  the 
full  all  rail  proportion  ;  I  am  informed  that  that  has  sometimes 
been  the  case. 

Q.  But  very  seldom  the  case  ?  A.  Not  often,  but  occasion- 
ally. I  made  the  argument  while  I  was  President  of  the  com- 
pany, that  inasmuch  as  grain  coming  from  the  Great  Western 
Railway  of  Canada,  for  instance,  was  not  subject  to  the  actual 
handling  of  the  grain  at  Buffalo,  as  it  was  if  it  came  from  the 
Steamboat  Company ;  and  I  claimed  that  we  were  entitled  in 
addition  to  the  contract  Division  to  whatever  represented  rhe 
increased  cost  of  doing  the  busness,  like  the  elevation  and 
switching  of  the  cars  down  to  the  lower  stations  as  compared 
with  taking  them  and  passing  them  direct  from  onr  all  rail  con- 
nections. Last  spring,  in  the  beginning  of  1878,  for  the  first  time, 
I  made  a  direct  issue  with  Mr.  Bullard  upon  that  subject ;  he 
declined  to  concede  it,  and  the   matter  was  referred  to  Presi- 
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deot  Jewett,  of  the  Erie  Railway  Company,  who  sustained  my 
view  of  the  case,  that  the  cost  of  handling  grain — for  instance, 
the  elevating  and  delivering  grain  to  the  railway  at  Buffalo 
should  be  added  to  our  former  charge,  so  that  we  did  not  in 
fact  get  45.22  per  cent.,  but  we  got  that  price  plus  what  we  had 
to  pay  for  elevating  and  other  extra  expenses.  Therefore,  the 
last  two  sieasons  the  Union  Steamboat  Company  has  paid  to 
the  Erie  Railway  Company  45.22  per  cent,  plus  the  small 
allowance  for  these  charges.  Another  modification  was  made 
to  this  extent — that  it  became  necessary  for  them  at  times, 
in  order  to  get  New  York  shipments  to  take  Philadelphia,  or 
Philadelphia  might  be  offering  when  New  York  freight  was  not 
offering  ;  the  result  was  that  we  arranged  a  percentage  of  rales 
from  Chicago  to  New  York  with  the  Union  Steamboat  Com- 
pany which  was  based  upon  the  former  contracts,  but  in  some 
cases  will  pay  the  Erie  Railway  Company  more,  and  in  a  few 
cases  a  very  little  less,  the  average  being  intended  to 
lie  precisely  what  the  average  of  the  former  was.  That 
is  as  to  the  east  bound  divisions ;  now  as  to  the  west- 
bound division ;  I  see  by  the  Buffalo  testimony  that  it  was 
stated  that  we  took  two-thirds  to  Chicago,  and  the  Union 
Steamboat  Company  one-third  ;  that  is  made  up  in  this  way  : 
From  New  York  to  Buffalo  we  receive  by  the  Union  Steamboat 
Company  just  what  we  would  receive  by  the  tariff  rate  if  the 
property  went  by  the  Lake  Shore  Railroad  ;  then  one-half  of 
whatever  that  may  be  is  added  to  the  rail  proportion  to  Buffalo 
to  make  the  through  price  to  Chicago ;  therefore,  our  two- 
thirds  of  the  rate  is  always  what  our  proportion  of  the  rate  is 
by  way  of  the  Lake  Shore  or  the  other  lines,  disregarding  frac- 
tions ;  if  our  proportion  of  a  rate  of  $1  from  here  to  Buffalo  is 
40  cents  out  of  the  $1,  by  this  rule,  Mr.  Bullard  adds  20  to  that 
and  makes  the  rate  60  to  Chicago  by  rail  or  steam  ;  therefore, 
our  two-thirds  of  60  is  equal  to  oflr  40  per  cent,  of  $1  to 
Chicago. 

Q.  Then  there  is  that  difference  in  the  cost  of  rail  and 
water  transportation?  A.  Yes;  that  was  the  plan  adopted 
long  before  I  came  here,  upon  business  to  Philadelphia,  the 
distance  to  Philadelphia  being  416  miles  from  Buffalo,  and 
the  fact  being  not  generally  known  that  the  Erie  Railway  is 
the  shortest  hue  between  the  lakes  and  Philadelphia,  the  same 
percentage  practically  applies— the  difference  being  as  between 
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422  miles  to  New  York  and  416  miles  by  our  own  line  to  Plii'- 
adelphia— being  six  miles  shorter  by  our  railroad  from  Buffalo 
to  Philadelphia  than  it  is  from  Buffalo  to  New  York,  and  we  are 
the  shortest  line  from  Buffalo  to  New  York. 

Now  as  to  the  necessity  of  the  Union  Steamboat  Company  ; 
so  far  as  west  bound  business  from  New  York  is  concerned. 
To  undertake  to  deliver  valuable  west  bound  freight  a;t  Buffalo 
to  the  wild  sail  vessels  that  carry  coal  and  all  sorts   of  mis- 
cellaneous cargoes  and  may  be  coming  back  empty,  and  that 
do  not  insure  at  regular  rates  ;  that  you  never  know  whether 
they  will  put  in  at  Detroit  if  they  get  a  good  bid  as  they  pass 
Detroit ;  that  are  not  chartered  before  they  arrive  at  Chicago 
that  have  no  stabilitj"  about  them,  and   that  have  no  financial 
responsibility  ;  under  which  we  could  not  issue  a  through  bill 
of  lading  from   Buffalo  to  Chicago  that  would  have  any  value 
whatever  or  upon  which  negotiations  could  be  based — would 
be  simply  to  kill  the  percentage  of  business  going  from  New 
York  to  Chicago  by  lake  and  affect  the  total.     To  undertake  to 
make    through    bills  of  lading   altogether  by   sail    or   by  all 
kinds  of  ofitside  boats  from  Buffalo  to  Chicago  is  to  have  an 
irregular  responsibility,  and  the  Union  Steamboat  Company,  in 
my  judgment,  has  beeu  one  of  the  most  valuable  adjuncts  that 
the  Erie  Eailway  Company  has  had.     They  enable   us    from 
New   York    to  Chicago,   in  eluding  insurance,   to    make   lower 
regular  rates  than  are  made  by  ail  rail  from  Baltimore  or  from 
Philadelphia  to  Chicago ;   Baltimore  has  no  arrangements  to 
Chicago  by  rail  and  lakes  but  Philadelphia  and  Boston  have. 
The  Union  Steamboat  Company  has  added  very  largely  to  its 
fleet  and  to  the  extent  that  it  has  added  three  or  more  boats  of 
superior  class  it  has  given  jast  that  same  increase  of  certainty 
to  transi^ortatioU,  so  that  within   the  past  two  years    the  dry 
goods  and  higher  class  of  trade  that  have  gone  to  Chicago  by 
steamer,  have  doubled  in  quantity  as   comparing  with  the  two 
preceding  years.     In  every  way  it  is   an   organization  which 
practically  extends   the   tracks   of  the   Erie  Eailway  to  the 
Chicago  docks  ;  its  responsibility  is  absolute,  and  the  control 
over  it  by  the  Erie  Railway  is  absolute  ;  I  shall  now  speak  as 
to  these  outside  organizations. 

Mr.  Sterne — You  mean  the  dry  dock  ? 
The  Witness— No  ;  I  mean  the  Ensign  contract. 
Mr.  Shipman  — What  is  the  lake  connection  of  Boston? 
115 
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The  Witness— The  Boston  line  has  two  of  them  ;  it  connects 
by  the  Ogdensburgh  &  Lake  Ghamplain  Eoad  with  the  North- 
ern Transportation  Line  at  Ogdensburgh  ;  it  connects  by  the 
John  Allen  Line,  or  Western  Transportation  Company  at 
Buft'alo  ;  through  Philadelphia  it  connects  with  the  Anchor 
Lines  both  at  Erie  and  Bufi'alo,  and  through  New  York  by  rail 
both  at  Erie  and  at  Buifalo— by  those  lines.  I  do  not  know 
whether  or  not  the  agreement  with  Mr.  Ensign  was  produced 
at  Buffalo. 

The  Chaieman — I  think  not. 

The  Witness — The  gist  of  this  contract  was  that  Mr.  Ensign 
paid  a  very  large  amount  of  money  to  be  permitted  to  share  in 
the  benefit  of  the  Union  Steamboat  Company  contract  with  us. 

The  Chairman — Who  is  Mr.  Ensign  ? 

Mr.  Sterne — He  is  owner  of  the  several  lake  steamers,  and 
testified  before  the  Committee  at  Buffalo. 

The  Witness — The  preapable  to  this  contract  .lecites  that : 

"  The  party  of  the  first  part,  being  desirous  of  running  the 
propellers  above  referred  to  during  the  seasons  of  navigation 
of  the  years  1872,  1S73,  1874,  J875  and  1876,  in  the  line  of  the 
said  Union  Steamboat  Company,  between  Buffalo,  Milwaukee 
and  Chicago,  and  the  said  party  of  the  second  part  being 
desirous  that  said  propellers  should  run  in  said  line,  and  which 
said  line  it  is  understood  runs  in  direct  connection  with  the 
Erie  Kailway  Company,  at  Buffalo,  for  the  transportation  and 
carrying  of  freights  to  and  from  said  railway,  eastward  and  west- 
ward, bound  to  and  from  the  ports  of  Milwaukee  and  Chicago 
aforesaid,  do,  in  consideration  of  the  premises  and  of  the 
agreements  to  be  done  and  performed  by  the  parties  hereto, 
respectively  agree  as  follows  : 

"  The  said  party  of  the  second  part  agrees  to  give  the  pro- 
pellers above  named  and  referred  to,  a  place  in  the  line  of  the 
Union  Steamboat  Company  running  between  Buffalo,  Mil- 
waukee, and  Chicago,  during  the  seasons  of  1872,  1873,  1874, 
1875,  1876,  to  give  them  a  fair  and  equal  chance  with  the  other 
boats  running  in  the  line,  in  the  way  of  carrying  up  and  down 
freights  to  and  from  the  ports  of  Buft'alo,  Milwaukee  and 
Chicago,  such  freights  being  railroad  iron,  goods,  merchandise, 
etc.,  coming  by  the  Erie  Railway  Company  canal  lines  and 
otherwise  controlled  by   the  Erie  Railway  Company,  or  said 
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tjnion  Steamboat  Compauy,  from  Buffalo  to  the  ports  of  Mil- 
waukee and  Chicago  aforesaid  ;  and  grain,  flour,  etc.,  from  tlae 
ports  of  Milwaukee  and  Chicago,  to  be  carried  from  Buffalo  by 
the  Erie  Eailway  Company  to  New  York,  Boston,  and  other 
places  eastward,  to  give  such  propellers  the  same  division  or 
rates  that  the  boats  of  the  Union  Steamboat  Company  have  or 
get  from  their  connections  and  arrangement  with  Erie  Rail- 
way Company  and  others,  it  being  expressly  understood  and 
agreed  that  the  divisions  or  rate  hO  to  be  given  to  and 
received  by  the  said  propellers  on  freight  coming  by  the  Erie 
Eailway  Company  from  New  York,  and  destined  for  ports  of 
Milwaukee  and  Chicago  and  shipped  by  said  Union  Steam- 
boat Coojpany,  shall  be  at  least  one-third  of  the  through  rate 
from  New  York  to  such  ports  respectively,  and  ou  freight  coming 
by  said  propellers  from  the  ports  of  Milwaukee  and  Chicago,  con- 
signed to  the  Erie  Railway  Company  at  Buffalo,  and  destined  for 
points  east,  the  rate  to  be  charged  by  the  Erie  Railway  Com- 
pany in  no  case  shall  exceed  the  lowest  rates  then  accepted 
and  taken  by  the  New  York  Central  or  Erie  Railway  Com- 
panies from  their  all  rail  connections  upon  prorata  divisions  of 
the  through  rates  from  Chicago  eastward. 

"  The  said  party  of  the  second  part  also  agrees  to  furnish, 
free  of  all  cost  and  expense,  to  said  party  of  the  first  part  (except 
as  hereinafter  stated),  all  docks,  warehouses,  agents,  clerks,  office 
help  and  incidental'expenses  connected  therewith,  at  the  ports 
of  Buffalo,  Cleveland,  Detroit,  Milwaukee  and  Chicago  or  else- 
where. The  party  of  the  first  part  running  said  propellers,  load- 
ing and  unloading  their  cargoes  at  their  own  cost  and  expense, 
collecting  their  down  freights,  and  paying  their  own  bills  and 
keeping  their  own  accounts.  The  party  of  the  second  part  also 
agrees  to  procure  down  cargoes  for  said  propellers  at  Chicago, 
and  Milwaukee,  and  furnish  dockage  and  storage  for  rolling 
freight  therefor  without  charge  or  expense,  except  as  herein- 
after mentioned.  The  said  party  of  the  second  part  also  agrees 
to  give  said  propellers  all  reasonable  despatch  in  loading  and 
discharging  their  cargoes,  and,  as  far  as  possible,  to  have 
them  run  with  regularity  in  the  place  assigned  them  in  the 
line.  Said  party  of  the  second  part  agrees  to  advance  all 
charges  on  westward  bound  freights  by  said  propellers,  and  to 
make  all  collections  of  freights  and  charges  at  Chicago  and 
Milwaukee  without  charge  to  said  party  of  the  first  part,  and 
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to  pay  to  said  propellers  at  Buffalo  their  lake  freights  after 
delivery  of  the  freight  at  the  ports  of  Milwaukee  and  Chicago 
aforesaid ;  but  ia  case  of  any  disaster  to  either  of  said  propel- 
lers, in  consequence  of  which  the  party  of  the  second  part 
shall  be  uuable  to  collect  the  charges  so  advanced,  then  and  in 
such  case  the  party  of  the  first  part,  representing  such  propel- 
lers, shall  refund  and  make  good  the  same  to  the  party  of  the 
second  part. 

"  In  consideration  of  the  foregoing  the  party  of  the  first  ' 
part,  for  the  propellers  named  and  referred  to,  agrees  to  run 
said  propellers  in  said  line  on  the  agreements  and  conditions 
before  mentioned  during  the  seasons  of  1872,  1873, 1S74,  1875, 
1876.  The  said  propellers  to  be  under  the  direction  of  the 
party  of  the  second  part  with  respect  to  their  movements  in 
port  and  while  receiving  and  discharging  cargoes.  And  the 
said  party  of  the  first  part  agrees  to  pay  to  said  party  of  the 
second  part,  as  a  full  consideration  and  payment  for  all  ser- 
vices and  agreements,  to  be  done  and  performed  by  said  party 
of  the  second  part,  as  before  mentioned,  the  sum  of  five  thou- 
sand dollars  ($5,0110)  for  each  of  such  propellers  for  each  of 
the  seasons  of  1872,  1873,  1874  1875,  1876." 

Having,  I  think,  seven  boats,  he  paid  the  Union  Steamboat 
Company  $35,0U0  per  year,  or  undertook  to  do  so,  for  the  privilege 
of  running  his  boats  in  the  Union  Steamboat  Company's  line 
When  it  came  to  the  termination  of  this  contract,  it  was  a  sub- 
ject of  considerable  argument.  The  Union  Steamboat  Com- 
pany liiid  been  increasing  its  fleet.  Every  pound  of  west- 
boiind  business  that  was  given  to  the  Ensign  boats,  there- 
fore, was  just  so  much  revenue  taken  away  from  the  steam- 
boats of  the  Union  Steamboat  Company.  It  was  simply 
a  question  of  whether  the  amount  of  revenue  so  de- 
rived "was  greater  or  less  than  the  $35,000  per  year 
paid  by  Mr.  Ensign  under  this  contract ;  it  was  finally  deter- 
mined that  as  the  Erie  Company  had  fewer  cars  than  were 
necessary  for  the  busiuebs  of  the  Union  Steamboat  Company 
at  times,  and  as  we  wanted  our  own  boats  to  have  all  of  our  west- 
bound business,  if  it  was  ordered  by  the  consignees  by  lake,  that  • 
we  should  make  no  arrangement  with  Mr.  Ensign  for  the  year 
1876  ;  that,  I  beheve,is  a  brief  history  of  Mr.  Ensign's  arrange- 
ment. Whether  or  uot  he  desired  to  run  in  our  line  I  am  not 
prepared  to  testify,  but  we  certainly  did  not  desire  to  have  him 
upon  former  terms. 


334S 

The  Chairman— He  paid  $35,000  per  year  for  the  sake  of  en- 
joyiDg  the  privileges  of  your  terminal  facilities  ? 

The  Witness — Yes,  and  divisions  ;  $5,000  per  boat. 

Mr.  Shipman — Do  you  know  enough  about  the  Union  Steam- 
boat Couipany  to  know  wliether  tho  Dry  Dock  Company  is  a 
necessary  adjunct  to  that  company  or  not? 

The  Witness — The  question  of  the  Union  Dry  Dock  Com- 
pany was  one  that  I  had  to  consider  during  the  year  in  which 
I  was  President  of  the  Union  Steamboat  Company.  We  were 
all  of  us  to  a  certain  extent,  as  directors  of  that  company  and 
ofSjers,  subject  to  the  wish  and  will  of  the  Erie  Railway  Com- 
pany, and  the  Erie  Railway  Company  asked  us  to  furnish  to 
them  the  statistics  and  leasous  upon  which  we  acted.  The 
Union  Dry- Dock  Company  had  been  organized  prior  to  my 
connection  with  the  Erie  Railway,  and  certain  transactions 
were  had  in  connection  with  the  stock  of  that  company  by 
certain  parties  not  now  in  interest  in  our  road,  and  whose 
names  have  not  been  mentioned  during  this  investigation, 
wbioh  threw  a  considerable  amount  of  that  stock  into  the 
hands  of  the  railway  company  ;  it  was  originally  organized  out- 
sice  of  the  railway  company ;  to  be  as  explicit  as  I  care  to  be, 
some  of  the  stock  was  left  in  a  certain  desk,  and  the  money  taken 
out ;  we  therefore  had  lost  the  money  and  had  the  stock,  and 
that  gave  to  the  Erie  Railway  Company  the  control  of  the  Union 
Dry  Dock.  When  it  was  decided  to  make  the  Union  Steamboat 
Company  a  stronger  and  more  regular  carrier,  the  consideration 
arose  as  to  the  increase  of  the  fleet,  but  if  the  fleet  was  increased 
and  storms  befel  it,  we  did  not  know  what  we  should  do  as  to 
repairs  or  as  to  the  annual  painting,  or  as  to  how  we  should 
provide  for  all  the  necessities  attending  a  large  and  increasing 
fleet.  I  used  the  argument  at  that  time  that  the  Union  Steam- 
boat Company  should  have  a  dry  dock  for  those  repairs,  pre- 
cisely as  we  had  repair  shops  for  locomotives  at  Susquehanna; 
that  in  addition  to  that,  I  believed  that  the  railway  and 
steamboat  company  combined  could  make  a  dock  there  that 
would  be  serviceable  to  the  entire  free  marine  of  the  lakes, 
subject  only  to  our  prior  wants  in  the  use  of  those  facilities. 
It  was  therefore  decided  to  go  on  with  the  Union  Dry  Dock 
Company— the  first  essential  of  that  being  the  construction  of 
our  own  boats.  The  Union  Dry  Dock  Company  and  the  Erie 
Railroad  Company  have  saved  large  amounts  of  money  in  their 
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oWn  constructions  as  compared  to  what  they  would  have  been 
conapelled  to  pay  to  outside  builders  of  boats  at  Bufifalo  or  at 
Cleveland,  and  so  to  tliat  extent  secured  a  commendable 
economy  iu  the  management  of  our  business.  As  the  property 
was  in  our  hands,  and  came  there  in  the  peculiar  manner  in 
which  it  had  been  left  with  us,  we  could  not  very  well  get  rid 
of  it  and  I  believe  it  was  eminently  wise  that  we  kept  it ;  I  was 
not  the  President  of  the  Union  Dry  Dock  Company ;  the 
keeping  of  the  dock  was  only  a  casual  consideration  with  the 
Union  Steamboat  Company.  I  know  it  to  have  been  the  inten- 
tion to  give  the  miscellaneous  marine  of  the  lakes  access  to 
the  doclvs  whenever  we  did  not  first  require  them  and  the 
charges  to  be  made  to  this  miscellaneous  marine  could  not,  of 
course,  be  made  in  excess  of  the  rates  of  a  rival  dock  at  that 
point  without  resulting  in  a  loss  of  the  business,  except  in  oc- 
casional instances  where  disaster  might  befal  two  vessels  at  one 
time,  and  the  facilities  of  one  dock  be  in  use,  and  the  other  there 
fore  be  required.  I  never  had  seen  the  contract  between  the 
Erie  Railway  Company,  and  the  Dry  Deck  Company  until 
after  the  testimony  taken  at  Bufifalo  ;  indeed  I  did  not  know 
that  one  existed  ;  but  inasmuch  as  the  Dry  Dock  Company 
was,  to  a  certain  extent,  required  to  use  the  Buffalo  Creek 
llailroad — -a  railroad  built  to  connect  the  railroads  of  East 
Buffalo,  with  the  points  upon  that  side  of  the  creek — a  con- 
tract of  a  joint  nature  was  made  between  the  Buffalo  Creek 
Eailroad  Company,  owned  by  the  Lehigh  Valley  Eailroad  of 
Peunsylvania  and  the  Erie  Railway  Company,  and  the  Union 
Steamboat  Company  combined;  but  as  the  contract  has  no 
special  bearing  upon  this  investigation  I  do  not  care  to  sub- 
mit it ;  those  are  all  the  facts  in  connection  with  the  Dry 
Dock  Company. 

By  Mr.  Steene  : 

Q.  Other  than  profits  as  represented  by  the  increase  of  the 
fleet,  did  the  Union  Steamboat  Company  earn  any  dividends  ? 
A.  None ;  they  have  put  all  their  surplus  earnings  into  the 
fleet. 

Q.  Does  it  pay  its  own  expenses  for  officers  and  hire  of  clerks 
and  all  other  expenses?     A.  Everythiug. 

Q.  You  treat  it  as  though  it  were  an  entirely  independent 
organization?     A.  Entirely  so. 
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The  Chairman — Has  it  been  run  at  a  profit  uniformly  ? 

The  Witness — I  believe  that  with  the  exception  of  the  very- 
low  rates  of  1875,  when,  if  we  had  paid  our  insurance,  wewould 
have  shown  a  loss,  that  the  company  has  even  notwithstanding 
the  excessively  low  rates  of  steam  transportation,  earned  a 
profit  iu  every  year  since  I  have  known  it. 

Adjourned  to  Oct.  24,  1879,  at  TO  a.  m. 


New  Yoke,  October  24th,  1879. 
The  Committee  met  pursuant  to  adjournment. 
Present :  Messrs.  Hepburn,  Notes,  Wadsworth  and  Grady. 
George  B.  Bland ard's  examination  resumed  : 

The  Witness — The  Chairman  asked  me  if  I  could  furnish  a 
statement  of  the  number  of  outside  steamers,  from  1874  to 
1879,  iu  connection  with  the  proportion  of  total  steam 
and  sail  vessels  ;  and  Mr.  Edye,  of  Funch,  Edye  &  Co.,  who  are 
the  largest  vessel  brokers  in  this  country,  has  written  me  a 
letter  in  reply  to  my  request,  in  which  he  says  : 

"  In  reply  to  your  inquiry  of  to-day,  I  would  beg  to  say 
that  it  would  be  of  course  a  matter  of  considerable  difiiculty 
to  find  out  with  any  accuracy  the  proportion  of  outside 
steamers  as  between  1874  and  1879 — still,  if-  you  wish  to  know 
accurately  I  will  gladly  go  at  it — giving  general  figures  as  a 
guess  ;  I  should  say  that  the  proportion  is  probably  as  five  to 
one  now  against  1874 ;  in  iigures  I  think  it  would  be  safe  to 
say  that  at  least  one  '  Wild '  steamer  may  be  calculated  as 
having  arrived  daily,  at  the  difi'erent  ports  along  the  coast 
during  this  year." 

The  other  information  we  are  trying  to  prepare. 

I  further  desire  in  order  to  show  the  reductions  in  our  local 
rates  to  New  York,  to  say,  that  in  1873  our  cheese  rates  were  from 
fifty  cents  to  sixty  cents  per  100  pounds  ;  in  1879  they  are  from 
fourteen  cents  to  twenty-nine  cents  per  100  pounds,  depending 
upo4  the  leugth  of  haul  and  whether  or  not  it  js  received  frojn 
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connections ;  potatoes  were  from  thirty  cents  to  thirty-five  cents 
per  100  pounds  in  1873,  they  are  fifteen  cents  per  100  pounds 
at  this  time  ;  apples  were  from  sixty-five  cents  to  seventy 
cents  a  barrel,  and  they  are  now  thirty-five  cents  a  barrel ; 
butter  in  1873  was  charged  at  second  class  by  the  local  taiifif 
of  May  1st,  ISGo,  which  has  been  submitted  in  evidence;  it  is 
now  rated  as  third  class' according  to  the  special  tariff  of  Sep- 
tember 1st,  1879 — an  average  reduction  of  fifty  per  cent.  ;  the 
above  cover  the  rates  on  the  Western,  Buffalo  and  Kochester 
division. 

By  the  Chaieman  : 

Q.  You  simply  compare  one  year  with  another,  but  you 
have  given  us  no  comparison  between  through  and  local  rates? 
A.  I  didn't  understand  that  you  wanted  through  and  local. 

Q.  Yes?  A.  On  grain  the  rates  in  1873  were  from  thirty 
cents  to  thirty-five  cents  per  100  pounds,  from  the  Rochester 
division  around  to  the  Western  divison  ;  to-day  they  are  fifteen 
cents  and  seventeen  and  a  half  cents,  which  is  one-half  of  what 
they  were  six  years  ago. 

By  Mr.  Shipman  : 

Q.  I  want  to  ask  you  a  question  that  has  a  relation  to  this 
question  of  rates  that  escaped  my  recollection  ;  now,  it  has 
been  stated  here,  and  seems  to  be  an  accepted  fact  all  through 
this  investigation,  that  rates  from  Chicago,  and  perhaps  rates 
from  here  to  Europe,  fluctuate  every  day,  many  times  a  day  ; 
they  do  in  Buffalo]  I  believe — the  canal  lates  change  daily — 
and  in  Chicago  the  rates  are  constantly  fluctuating  and  chang- 
ing there  ;  is  there  any.  way  to  avoid  that ;  have  the  railroads 
any  power  to  control  that  fluctuation  of  rates  ?  A.  They  have 
the  power  to  control  fluctuations  by  ,their  own  lines,  limited> 
however,  in  part  by  the  fluctuations  of  parallel  water  courses  ; 
an  effort  was  made  in  the  spring  of  the  year  1877,  by  the 
managers  of  the  lake  steam  lines,  the  Anchor,  the  Western 
Transportation  Company  and  the  Union  Steamboat  Company, 
assisted  by  Mr.  Ensign,  to  induce  the  vessel  owners'  associa- 
tion on  the  lakes  to  agree  to  some  plan  by  which  these  constant 
and  daily  fluctuations  by  water  could  be  avoided,  and  it  was 
utterly  futile  and  unsuccessful,  and  I  know  of  no  way  that  it 
can  possibly  be  done. 
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Mr.  Shipman — Mr.  Blanchard  has  some  further  information 

he  wants  to  give  about  the  rates  at  Chicago. 

The  Witness — All  the  comparisons  of  rates   from  our  local 
stations  to  New  York  have  been  made  with  the  rates  from  Chi- 
cago, as  though  thegrain  with  which  our  local  shippers  compete 
was  grown  within  the  city  limits  and  streets  of  Chicago.  Of  course 
that  is  not  the  case,  and  I  have  been  at  pains  to  telegraph  or 
write  to  the  various   managers  of   the  roads  concentrating  at 
Chicago,  with   the   view,   if  possible,   to  give    to    this   Com- 
mittee   a    statement    of     the    average    charges    upon    grain 
to  Chicago,  which  should  be  added  to  the  rates  from  Chiago  to 
make    any    comparison    with     the    railway  rates  charged   to 
and    their    effects   upon    agricultural    interests  of    this    state. 
The  General  Manager  of  the  Chicago  &  Alton  Eailroad  says 
that  "  the  present  average  rate  on  grain  about  \\  cents  per  ton 
per  mile,  and  the  average  haul  about  200  miles  ;"  these  rates,  I 
should  say — the  present  rates — are  less  than  they  were  in  the 
average  of  1878.    The  General  Manager  of  the  Illinois  Central 
Railroad  says,  "  Should  say  that  the  average  grain  rate  is  1|  cents 
per  ton  per  mile,  the  average  distance  hauled  1'25  miles;  livestock 
about  the  same."  The  General  Traffic  Manager  of  the  Chicago, 
Burlington  &  Quincy  Road  says,  "  Our  average  earnings  per 
ton  per  mile  on  grain  was   ItVto-  cents,  and   our  average  haul 
245  miles  ;  the  average  earnings  per  ton  per  mile  on  live  stock 
was    I-hjVu    cents,  and   our  average    haul    300    miles."      The 
General    Freight    Agent     of     the    Chicago,    Milwaukee    <fe 
St.   Paul   Road    advises    me,    "Our   average  rate    on   grain 
for  distances   less   than   "200   miles  is,  say  2|  cents   per  ton 
per  mile,  and  for  greater  distances  \\  cents  per  ton  per  mile." 
The   General   Freight  Agent  of  the  Chicago,  Rock  Island  <fe 
Pacific  Railroad  says,  "  The  average  of  our  grain  rate  will  ap- 
proximate    1  cent    per  ton   per    mile,  probably   over  ;  noth- 
ing but  actual  figures  can  determine  even  approximately  the 
average  distances  hauled."  The  General  Traffic  Manager  of  the 
Chicago  &  Northwestern  Company  says  :  "  The  average  haul 
on  grain  and  live  stock  is  probably  2i5  miles,  and  the  average 
rate  per  ton  per  mile  is  2  cents."     From  these  data  I  have  ag- 
gregated and  averaged  this  table.    (See  page  3348.) 

By  the  Chaikman  : 

Q.  Wha^  do  you  expect  to  prove  by  it  ?     A.  The  aggregate 
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of  charges  against  which  the  New  York  State  people  compete 
on  grain. 

Q.  Now,  it  is  a  fact,  is  it  not — take  for  instance  such  a  place 
as  Toledo — that  you  bring  grain  40,  50  or  60  miles  beyond 
there  at  the  same  rate  you  do  at  Toledo  ?     A.  No,  in  no  case- 

Q.  It  is  so  admitted  by  one  prominent  railroad  official? 
A.  That  we  take  it  from  west  of  Toledo  at  Toledo  rates. 

Q.  I  take  that  as  a  sample  '-ate,  not  as  a  specific  one  ?  A. 
I  know  of  no  such  case. 

Q.  Isn't  the  same  true  of  Cleveland  ?  A.  No,  in  no  case  to 
my  knowledge. 

Q.  Tbat  yon  take  grain  at  the  Cleveland  rate  for  a  radius  of 
a  large  number  of  miles  around  it?  A.  Bast  of  there,  but  not 
west  of  there. 

Q,  I  mean  east  of  there?     A.  East  of  there  we  do  ;  yes. 

Q.  No,  I  mean  west  of  there  ?     A.  No,  not  west  of  there. 

Q.  Do  you  mean  to  say  that  that  is  not  true?  A.  I  mean  to 
say  that  it  is  not  true  on  any  shipments,  to  my  knowledge,  since 
I  have  been  counected  with  the  Erie  Kailroad. 

Q.  And  it  is  not  true  of  Chicago  ?  A.  It  is  not  true  of  Chi- 
cago— in  no  case  is  it  true. 

Q.  The  instance  given  was  not  in  regard  to  wheat,  but  some 
other  commodity — I  have  forgotten  what  ?  A.  It  is  not  true 
in  any  case  that  I  know  of,  Mr.  Chairman;  I  do  not  know  ot 
such  a  case  anywhere  in  my  knowledge  of  railroads  ;  there 
just  occurs  to  me  in  the  whole  geography  of  the  west  one 
single  instance,  and  that  is  the  rates  from  Milwaukee  are  the 
same  as  they  are  from  Chicago. 

Mr.  Shipman — That  has  been  conceded  all  through. 

The  Witness — The  rate  from  Milwaukee  through  Chicago  is 
the  same  as  from  Chicago — that  is  the  only  exception  that  I 
know  of  anywhere  in  the  west. 

Mr.  Shipman — We  have  conceded  that  Chicago  and  Milwau- 
kee were  treated  as  common  points. 

The  Witness — Precisely  alike.  Now  the  average  haul  of  all 
these  railroads,  according  to  these  advices,  leading  into 
Chicago,  on  their  grain,  was  one  hundred  and  ninety-five 
miles;  the  average  rate  per  ton  per  mile  was  I-tVt  cents;  the 
the  average  rates  per  one  hundred  pounds  for  one  hundred 
and  ninety-five  miles  at  I^Vti  cents  per  ton  per  mile,  was  16 J 
cents  per   one   hundred   pounds  ;  wheat  at  sixty  pounds  per 
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bushel  is  d^\  cents  per  bushel ;  corn  at  56  pounds  per  bushel 
is  9|  cents  per  bushel.  And  these  rates  into  the  City  of  Chi- 
cago are  to-day  higher  for  shorter  distances  than  they  are 
from  the  stations  on  our  railroad  to  the  City  of  New  York  for 
longer  distances,  to  which  the  western  farmer  must  add  the- 
present  transportation  to  New  York.  Now,  combining  these 
rates  as  a  comparison  of  to-day,  the  rate  is  thirty-five  cents 
per  one  hundred  pounds,  from  the  stations  at  an  average  dis- 
tance west  of  Chicago,  to  New  York  ;  that  is,  twenty-one  cents 
per  bushel;  add  9y'^  cents  and  it  is  roundly  thirty-one  cents 
per  bushel  from  the  average  producing  regions  of  Wisconsin, 
Illinois  and  Iowa  to  New  York  ;  and  that  is  what  the  western 
farmers  are  to-day  paying  by  rail  to  get  their  grain  to  this 
city. 

By  Mr.  Shipman  : 

Q.  Minnesota  ?  A.  Minnesota  also  ;  this  is  the  average ;  from 
some  points  it  is  less  and  from  some  more  ;  but  it  is  the  aver- 
age price  paid  to  Chicago.  The  farmer  in  the  state  of  New 
York  is  therefore  getting  his  grain  by  the  Central  and  the 
Erie  lo  the  City  of  New  iork  to-day,  in  no  case  on  our  line, 
to  exceed  eleven  cents  a  bushel,  or  twenty  cents  per  bushel 
less  to  New  York  than  the  western  farmer  p^ys  to  New  York; 
the  rate  is  thirty-five  cents  per  one  hundred  from  Chicago,  and 
.sixteen  and  one-half  cents  to  Chicago,  makes  fifty-one  and  a 
half  cents  per  one  hundred  pounds  on  the  average  from 
points  west  of  Chicago  to  New  York,  which  is  thirty-one  cents 
a  bushel  to  New  York  ;  the  rate  is  fifteen  to  seventeen  and  a 
half  cents  per  100  pounds  by  our  lines  which  is  nine  to  eleven 
cents  a  bushel,  and  the  New  York  State  farmer  is  therefore 
getting  his  grain  to  New  York  to-day  at  twenty  cents  per 
bushel — not  per  one  hundred  pounds — per  bushel,  less  than  the 
farmer  at  the  average  of  the  points  west  of  Chicago  upon  all 
the  lines  leading  into  that  city. 

Q.  How  is  it  from  Chicago?  A.  The  rate  through  from 
Chicago  to  New  York  is  twenty-one  cents  a  bushel,  and  the 
rates  from  local  stations  on  our  line  is  from  nine  to  eleven 
cents  a  bushel ;  I  want  to  have  this  average  statement  go  in. 

The  statement  is  as  follows  : 
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Bates  on  Western  Railroad  Grain. 


Average  Haul. 

AvBEAGB  Rate  per  Ton 
PER  Mile. 

Miles. 

Grain. 

Lite  Stock. 

CM.  <St  Alton 

200 
200 
200 
225 
175 
250 

125 



$1   60 
2  00 

1  50 

2  00 
1  00 
1   10 

1  75 

C.M.<fe  St.P 

Over 
C.  <feN.  W 

C.  E.  I.  A  P 

C.  B.  4  Q 

300  rate. 

Illinois  Centrnl 

.OlAil 

Totals 

1,375 

11  85 

Average. . . 

195 

1  69 

Per  100  pounds  average 

16^0. 

By  Mr.  Sterne  : 

Q.  What  is  the  farthest  point  that  you  have  taken  for  the 
purpose  of  illustrating  this?  A.  They  do  not  give  me  the 
furthest  point ;.  they  give  me  everything  on  averages. 

Q.  You  take  the  average  of  the  various  railways  ;  what  is  the 
longest  line  you  take?  A.  I  should  say  from  Chicago  to 
Omaha,  which  is  about  500  miles;  therefore  in  this  average 
is  included  grain  raised  around  and  about  Omaha  and  Kansas 
City  and  points  east.  The  estimate  may  be  limited  by  the 
Missouri  river  on  the  west. 

Q.  Was  Kansas  City  your  ultimate  point ;  doesn't  it  include 
Kansas  City?  A.  I  think  it  includes  Kansas  City  by  theChi- 
ago,  Burlington  &  Quincy  and  the  Chicago  &  Alton  Eoad  ;  but 
these  estimates  do  not  include  the  charges  of  any  railroads 
except  those  I  have  specified.  The  charges  on  the  Union"  Pacific 
the  St.  Joseph,  Kansas  City  &  Council  Bluff  Railroad  to  Kansas 
City,  the  Atchison,  Topeka  &  Santa  Fe  Railroad  to  Kansas 
City,  the  Leavenworth,  Lawrence  &  Gulf  Railroad  to  Kansas 
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City,  are  all  in  addition  to  these  charges,  and  so  through,  oil 
every  road  crossing  these  lines,  like  the  Burlington,  Cedar 
Rapids  and  Northern,  Keokuk,  Des  Moines  &  Minnesota,  and 
various  others,  are  all  to  be  added  to  these  rates  ;  these  are 
only  the  charges  of  those  roads  y^roper ;  this  is  from  Omaha 
and  Kansas  City  to  Chicago  ;  the  average  of  the  whole. 

Q.  You  use  the  expression  that  that  is  what  the  farmer  pays 
to  bring  his  wheat  to  market ;  the  price  of  wheat  for  instance 
or  grain  of  any  sort,  is  at  the  point  where  it  is  raised  the  price 
deducting  the  rate  of  transportation  from  New  York,  isn't  it? 
A.  No,  not  always  ;  there  is  no  rule  that  can  be  named;  it  is 
not  the  rule. 

Q.  Why  ;  you  said  that  is  what  the  farmer  pays  to  bring 
his  produce  to  market  ?  A.  That  is  what  the  farmer  pays 
when  he  ships  his  grain  to  be  sold  for  his  own  account ;  it  is 
what  the  Chicago  buyer  pays  if  he  goes  into  the  country  and 
buys  grain. 

Q.  In  other  words,  if  the  farmer  ships  his  produce  to  mar- 
ket, he  pays  that  rate  of  transportation ;  is  that  it  ?  A.  To 
Chicago  ;  that  average  rate. 

Q.  And  he  pays  in  addition  an  average  rate  from  Chicago  to 
New  York,  doesn't  he  ?     A.  Yes. 

Q.  If  he  don't  ship  it  to  market,  does  he  get  any  different 
price  for  it  if  somebody  else  ships  it  ?     A.  Certainly  not. 

Q.  So  whether  he  ships  it  to  market  or  does  not  ship  it  to 
market,  he  pays  the  transportation,  doesn't  he  ?  A.  To  take 
the  present  instance  — 

Q.  This  is  a  speculative  instance  ?  A.  It  is  an  absolute  in- 
stance ;  it  is  facts  ;  I  have  obtained  the  facts. 

Q.  I  mean  speculative  in  the  sense  that  the  grain  market — 
take  the  ordinary  condition  of  the  grain  market,  and  grain  is 
steadily  |1.00  or  11.10  a  bushel — when  that  is  the  case  and  the 
farmer  chooses  to  make  a  shipment  from  Northern  Wisconsin 
to  market,  he  has  to  take  whatever  price  is  paid  for  it  in  New 
York,  don't  he  ?     A.  Of  course. 

Q.  And  the  net  price  to  him  at  Northern  Wisconsin  is  the 
rate  of  transportation  taken  out?  A.  Plus  elevation  and 
charges  of  all  kinds. 

Q.  Whatever  the  charges  are  from  the  time  it  starts  until  it 
gets  to  New  York;  now,  the  same  condition  is  true  if  he  sells  it 
to  Uavid  Dows  &  Co.,  if  you  please,  or  to  Bingham  Brothers, 
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isn't  it?  A.  Precisely;  there  is  no  difference  in  rates  to  dif- 
erent  people. 

Q.  No  difference  in  rates  of  trausportution  in  tlie  conditions, 
nor  any  difference  in  the  price  ?  A.  Not  to  my  knowledge. 
Now,  in  this  connection,  Mr.  Chairmaa,  I  have  ascertained  the 
influence  of  the  present  ratet;  upon  the  price  of  these  articles 
at  Chicago.  The  rates  were  advanced  from  Chicago  to  New 
York  a  week  ago  last  Monday,  just  one  week  before  or  the 
Monday  prior,  I  have  compared  the  price  of  strain  at  Chicago  on 
that  date  with  the  prices  on  the  date  of  the  advance  of  the  rates 
of  freight,  and  the  advance  in  the  price  of  wheat  at  Chicago  was 
seven  cents  a  bushel,  showing  that  the  advance  in  the  rates  of 
freight  did  not  reduce  the  price  of  the  grain. 

Q.  At  Chicago  ?     A.  At  Chicago. 

Q.  But  wasn't  that  in  an  extremely  speculative  moment? 
A.  It  is  an  occurrence  that  happens  an  average  of  over  one- 
half  the  yeai. 

Q.  Are  you  prepared  to  say  that  ?  A.  I  am  prepared  to  say 
that  as  the  result  of  the  past  four  years. 

Q.  I  am  very  much  surprised|to  hear  you  say  it — that  the 
advance  of  freight  rates  is  accompanied  by  an  advance  of  the 
price  at  Chicago  half  the  time  ?  A.  I  say  that  one-half  the 
year  the  advance  in  the  price  of  grain  has  been  more  rapid  for 
the  past  four  years  than  the  advance  of  the  price  of  freight ;  I 
do  not  see  that  they  have  any  necessary  relation  to  each  other 
at  all. 

Q.  Isn't  that  simply  true  for  the  reason  that,  at  the  time 
you  advance  your  freight  rates,  you  can  only  do  it,  or 
only  do  it  ordinarily,  at  a  time  when  there  is  a  specu- 
lative market  which  increases  the  price  of  the  commodity? 
A.  I  can't  tell  you  whether  it  is  speculative  or  otherwise  ;  the 
fact,  I  suppose,  would  perhaps  be  accounted  for  in  part,  as  ad- 
vances are  usually  made  in  the  fall  at  about  the  tune  of  the 
close  of  navigation,  and  wheat  is  more  valuable  just  as  they 
can  get  it  off'  and  get  it  through  at  the  lower  rates  on  the  rail- 
road, the  lakes  and  canal. 

Q.  More  valuable  out  there  ?     A.  More  valuable  out  there. 

Q.  Isn't  it  also  true  that  your  late  advances  on  wheat— ad- 
vances in  the  carriage  of  wheat — have  had  considerable  rela- 
tion to  the  advances  in  the  price  ?  A.  None  whatever ;  they 
have  had  relation  only  to  the  enormous  and  unfilled  demand 
for  cars  that  we  cannot  furnish. 
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By  the  Chairman  : 

Q.  You  mean  they  have  had  no  relation  to  the  price  of 
wheat  here  ?  A.  None  at  all ;  for  example,  on  the  same  day — 
on  one  day — the  advance  of  wbeat  in  New  York  has  been  seven 
cents  a  bnshel ;  we  did  not  immediately  advance  our  rates  ; 
we  cannot,  under  our  arrangement,  advance  on  east  bound,  ex- 
cept on  ten  days'  notice. 

By  Mr.  Steene  : 

Q.  I  do  not  pretend  nor  do  I  claim  that  you  advanced  simul- 
taneously with  the  advance  in  the  market ;  but  suppose  that 
the  market  had  not  advanced  in  the  manner  ithas,  do  you  think 
that  you  could  have  advanced  your  rates  in  the  way  you  have  ? 
A.  If  the  market  had  gone  downward,  and  by  reason  of  the 
fears  of  merchants  that  it  would  go  still  lower  they  crowded 
our  railroads  with  business  in  excess  of  their  capacity,  we 
would  have  regulated  our  rates  by  the  demand  for  our  equip- 
ment and  not  by  the  market  prices  of  any  commodity,  so  that 
the  condition  might  have  been  that  we  would  have  advanced 
our  rates  in  the  face  of  a  declining  market. 

Q.  If  the  price  had  gone  down,  it  would  have  been  doubt- 
less, or  in  all  probility,  would  it  not,  by  reason  of  the  unex- 
pected increase  of  the  crop  abroad  or  unexpected  decline  in 
the  demand?     A.  Yes. 

Q.  Then,  under  those  circumstances,  the  demand  upon  your 
cars  would  have  been  considerably  less  than  it  is  now  ?  A. 
Yes ;  possibly. 

Q.  Now,  assuming  a  case  of  a  decline  in  prices  without  a 
desire  to  rush  the  commodity  to  an  already  overcrowded  mai- 
]jet — do  you  think  you  would  have  advanced  the  rates  ?  A. 
That  depends,  as  I  say,  upon  the  supply  and  demand  for  our 
cars. 

Q.  Do  you  know  of  any  case  within  the  last  three  years 
where  you  advanced  your  rates  on  grain  on  a  declining  mar- 
ket? A.  I  do,  by  the  Union  Steamboat  Com^iany,  where  the 
bursting  of  a  corner  in  grain  at  Chicago  immediately  flooded 
the  market  with  grain  that  had  been  tied  up,  and  in  consequence 
of  that  demand  caused  by  the  bursted  corner  we  advanced  our 
rates.  • 

Q.  On  the  rail  ?  A.  On  the  rail  and  steam  both  ;  I  am  not 
BO  familiar  with  the  rail  at  that  time. 
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Q.  How  often  did  that  circumstaDce  occur  ?     A.  Not  often. 

Q.  As  a  general  rule,  it  works  tlie  other  way,  doesn't  it ;  you 
advance  your  rates  upon  an  advancing  market?  A.  I  have 
repeatedly  testified  that  that  could  have  no  certain  relation  to 
our  advance  of  the  price.  So  far  as  the  subject  of  the  value 
and  volume  of  crop  product  and  the  fltictuations  of  the  market 
affected  the  supply  and  demand  for  our  cars,  just  to  that  extent 
it  has  an  influence  which,  however,  we  take  into  consideration 
only  as  supply  and  demand  of  cars. 

Q.  Then  you  differ  in  your  treatment  of  grain  from  your 
treatment  of  any  other  pi'oduct ;  your  charges  bear  no  relation 
whate7er  to  the  value  of  the  product?  A.  They  do  bear  rela- 
tion to  the  value  of  the  product,  as  a  rule  ;  I  admit  your  ques- 
tion that  the  increase  of  price  may  not,  perhaps,  forward  a 
larger  quantity,  but  that  the  lakes  and  the  canals  limit  during 
the  entire  season  the  charges  that  we  can  get ;  charters  were 
made  from  Chicago  to  Buffalo  yesterday  by  sail,  nine  cents  a 
bushel  on  wheat,  as  against  two  cents  a  year  ago  or  two  and 
one-half. 

Q.  But  the  wheat  can  bear  a  heavier  charge  to-day  A.  I 
take  it  lor  granted,  otherwise  people  would  not  ship  it. 

Q.  And  your  charges  even  as  to  wheat  or  grain  generally 
are  made  with  some  reference  to  what  the  commodity  will 
bear?     A.  Indirectly,  yes. 

Q.  Now,  how  often,  think  you,  that  it  has  occurred  within 
the  past  two  or  three  years,  that  the  difference  in  freight 
rates  was  accompanied  by  an  advance — leaving  out  this  year, 
and  therefore  eliminating  frcim  the  problem  the  extraordinary 
rise  recently  had  in  the  grain  market — how  often  do  you 
think  it  has  occurred  that  an  advance  in  freight  rates  has 
resulted  in  an  advance  of  the  price  at  Chicago  or  Kansas  City? 
A.  I  think  it  will  be  found  to  have  occurred  in  the  average 
of  every  fall  season. 

Q.  Then  a  corresponding  decline  in  freight  rates  at  Chicago 
and  Milwaukee  sent  down  the  price  there,  did  it?  1.  That  I 
can't  say;  I  don't  know  about  that. 

Q.  Wouldn't  it  work  that  way  ?  A.  I  can't  tell  whether  it 
would  or  not. 

Q.  If  an  advance  in  freight  rates  would  advance  the  price 
there,  why  shouldn't  a  decline  in  freight  rates  decline  the  price 
there  ?   A.  Iwill  have  to  refer  jou  to  the  commercial  reports. 
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Q.  Have  you  only  looked  at  one  side  of  that  question  ?  A. 
Only  one. 

Q.  You  did  not  note  then  the  effect  of  the  decline  of  freight 
rates?  A.  At  times,  I  have  noted  the  general  effect;  with 
the  opening  of  navigation  in  the  spring,  accompanied  by  a  de- 
cline in  the  canal  and  lake  rates,  the  market  is  governed  by 
the  quantity  in  store  at  Chicago,  the  quantity  that  was  put  in 
boats  to  be  unloaded  to  our  vessels,  the  quantity  of  canal 
boats  that  may  have  been  frozen  up  in  the  lines  of  the  canal, 
the  quantity  in  store  here,  and  various  other  causes ;  the 
condition  of  the  market  may  have  been  such  as  to  create  an 
advance,  and  the  condition  oF  the  market  may  have  been  such 
as  to  create  a  decline ;  the  natural  effect  of  a  reduced  rate  of 
transportation  from  Chicago  to  New  York  would  be,  if  grain 
had  been  held  by  speculators  here  during  the  winter  for  a 
high  price,  that  the  pouring  in  of  a  quantity  of  grain  from 
Chicago  to  New  Yoi'k,  at  the  reduced  rates  of  transportation 
by  sail  and  canal,  would  reduce  the  price  of  grain  at  New 
York. 

Q.  That  I  didn't  ask  you  ;  what  was  the  effect  at  Chicago 
and  Kaiisas  City — to  reduce  the  price  as  well  ?  A.  It  depends 
upon  a  great  many  circumstances — tlie  quantity  of  grain  that 
is  in  store,  the  foreign  demand,  the  influences  of  the  New 
York  market,  and  the  demand  for  exports,  and  a  great  many 
causes. 

Q.  Then  you  are  prepared  to  say  that  either  the  advance  or 
the  reduction  of  freight  rates  has  nothing  to  do  with  the  price 
of  grain  out  west  ?  A.  I  think  that  it  has  very  little  to  do 
with  it. 

Q.  Either  to  raise  it  or  reduce  it?  A.  At  this  point?  I 
think  the  demand  here  is  in  a  normal  condition  of  trade,  some- 
what affected,  of  course,  by  the  rates  of  transportation;  but 
since  the  beginning  of  the  speculations  at  the  New  York  Pro- 
duce Exchange  on  margins,  precisely  as  stocks  are  speculated 
on,  the  relation  of  the  rates  of  transportation  have  just  about 
the  same  relation  to  the  price  of  grain  in  that  fever  of  grain  spec- 
ulation that  the  rates  of  transportation  have  to  the  price  of  the 
stocks  of  some  of  the  railroads  on  the  New  York  Stock  Ex- 
change, because  the  prices  of  stocks  may  go  up  on  reduced 
rates,  which  cause  the  movement  of  larger  quantities ;  specu- 
lation is  illogical ;  it  is  up  to-day,  and  down  to-morrow ; 
U7 
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for  instance,  on  Monday  of  this  week,  is  December  wheat 
sold  at  151J,  and  on  Wednesday,  at  149^,  there  was 
a  drop  from  two  to  three  cents  a  bushel ;  yet  that  drop  was 
in  face  of  a  public  advance  in  rates  of  freight.  Now,  taken  by 
itself,  that  transaction  would  not  appear  to  be  governed  by  the 
proposed  advance  in  rates  of  freight ;  but  two  days  afterwards, 
it  recovered  all  that   decline,  and   more  too. 

Q.  From  other  causes ;  from  an  increased  demand,  if  you 
please  ?  A.  I  don't  know  ;  hence  I  cannot  answer  you  by  lay- 
ing down  a  rule  as  to  the  effects  of  the  rates  of  transportation 
on  the  prices  of  articles  moved  at  present ;  it  is  a  question  of 
aggregate  advance,  and  I  do  not  see  how  we  can  discard  this 
condition  of  affairs  ;  it  is  legitimate,  growing  out  of  the  failure 
of  the  crops  abroad,  and  in  the  face  of  enormous  increases  of 
our  own  crops  ;  it  is  a  real  increase,  steady,  reliable  and  con- 
stant ;  call  it  speculative  as  you  would  call  the  advance  of  every 
industry  in  the  United  States  to-diiy,  speculative,  but  it  is  no 
more  in  wheat  than  it  is  in  iron,  or  anything  else. 

Q.  lam  asking  about  permanent  conditions?  A.  I  hope 
the  present  are  permanent  conditions. 

Q.  We  evidently  misunderstand  each  other ;  I  do  not  as- 
Gume,  nor  do  I  ask  an  answer  to  the  question  put  you  with  the 
expectation  of  getting  an  affirmative  answer  as  to  whether  in 
every  instance  when  you  advance  your  rates  or  reduce  your 
rates  there  follows  an  advance  or  reduction  in  the  price  of 
grain  in  Chicago  or  Milwaukee,  but  taking  the  illustration  that 
you  have  given  of  the  price  at  the  Stock  Exchange  of  any  par- 
ticular stock — don't  you  suppose  that  on  the  whole,  taking  the 
year  in  and  out,  that  the  price  at  the  Stock  Exchange  for  se- 
curities of  well  understood  character,  do  represent  the  actual 
value  of  the  property  ?     A.  No,  I  don't  think  they  do, 

Q.  You  don't  think  they  do  ?     A.  No. 

Q.  Now,  then,  take  the  grain  operations  as  a  whole  in  Chi- 
cago or  Milwaukee,  don't  yon  think  that  as  a  whole  they  are 
constantly  affected  by  freiglit  charges  ?  A.  I  have  no  doubt 
as  an  average  rule ;  certainly — decidedly. 

Q.  Now,  let  us  get  back  to  an  average ;  we  do  not  occupy 
ourselves  with  the  question  oi  the  simple  advance  or  decline 
of  rates,  because  that  may  be  counteracted  by  the  other  one 
of  influence,  but  on  the  whole  aren't  you  prepared  to  admit 
this  fact — that  the  advancing  rate  or  the  declining  rate  is  in 
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its  efifect  precisely  ns  though,  the  farmer  in  the  north  west  were 
iuvariably  his  own  shipper  ?  A.  Oh,  no,  not  at  all ;  there  is 
no  year  in  which  specnlation  at  Chicago  iy  not  enormous,  en- 
tirely independent  of  the  farmers. 

Q.  Now,  do  you  think  you  comprehend  my  question  ?  A.  I 
think  I  do. 

Q.  Your  answer  doesn't  seem  to  indicate  that  you  do?  A. 
In  other  words,  the  value  of  grain  at  Chicago  is  not  fixed  by 
the  absolute  feeding  demand. 

Q.  Not  at  any  particular  moment,  of  course  ?  A.  At  any 
particular  moment  or  in  any  particular  year. 

Q.  But  on  an  average?  A.  1  don't  think  it  is  on  anaverage, 
I  think  speculation  has  to  do  on  the  Chicago  Produce  Ex- 
change with  fixing  the  price  of  grain  as  much  the  demand  of 
the  consuming  public, 

Q.  Then  you  think  that  speculation  at  Chicago  or  New 
York  has  an  infiuence  which  practically  makes  an  average  and 
constant  difference  as  compared  with  the  actual  demand  and 
supply,  and  that  demand  and  supply  is  overcome  in  that  way  ? 
A.  I  think  that  demand  and  supply  are  utterly  ignored  at 
different  seasons  of  the  year,  and  no  rule  can  be  laid  down  for 
it. 

Q.  Unquestionably,  but  my  question  is  directed 

The  Chairman — It  seems  to  me  that  we  have  got  a  mass  of 
information  upon  this  subject.  I  do  not  think  that  this  dis- 
cussion is  at  all  pertinent  (To  the  witness).  I  wish  you  could 
give  a  definite  answer  to  the  question. 

The  Witness — I  cannot ;  I  would  with  pleasure,  if  I  could. 

By  Mr.  Shipman  : 

Q.  Will  you  explain  the  relations  of  the  United  States  Ex- 
press Company,  and  the  whole  express  business  of  the  Erie 
Railroad  to  the  committee?  A.  The  United  States 
Express  Company  was  organized  in  1852,  at  the  time 
of"  the  opening  of  the  Erie  Railway,  the  under- 
standing being  that  the  railway  company  was  to  furnish  the 
cars  and  the  Express  Company  was  to  load  and  unload  the 
freight ;  that  is  in  brief  the  basis  of  all  the  Express  contracts. 
The  necessity  of  the  Erie  Company,  by  reason  of  its  gauge  is, 
that  the  transfer  should,  take  place  at  Buffalo  and  all  inter- 
mediate points  along  the  line  of  the  road,  from  the  broad  gauge 
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ears  of  the  Erie  Oonjpjiny,  to  the  narrow  gauge  express  cars  of 
its  connections.  Puring  the  temi  of  years  since  1852,  the  Ex- 
press Company  htis  had  from  the  Erie  Boad,  four  contracts, 
the  first  of  which  was  the  2d  of  August,  1858,  the  second  the 
15th  of  March,  1871,  and  the  third  the  30th  of  March,  1872, 
this  last  being  a  contract  of  the  United  States  Express  Com- 
pany for  its  interest  in  the  fast  freight  lines  to  which  I  have 
before  referred.  The  new  contract  witli  the  United  States 
Express  Company  I  believe  has  been  put  in  evidence,  and  I 
can  see  no  value  that  tbese  old  contracts  can  have  to  the  Com- 
mittee, but  I  have  brought  them  in  the  event  they  are  desired 
for  reference. 

By  the  Chaieman  : 

Q.  Tour  present  contract  was  made  in  1872,  you  say  ?  A. 
In  1877 ;  I  was  just  about  to  say  that  these  are  the  interme- 
diate contracts  between  the  opening  of  the  railroad  and  the 
present  one.  Our  present  contract  is  dated  tlie  1st  of  Feb- 
ruary, 1877,  and  reduced  the  rates  of  charges  to  the  Ex- 
press Company  upon  through  freights  from  60  per  cent,  of 
$1.60  per  100  pounds  to  50  per  cent,  of  $1.50  per  100 
pounds  ;  our  reduction  being,  therefore,  from  96  cents  to  75 
cents,  or  21  cents  per  100  pounds.  This  reduction,  which  was 
entirely  upon  freights  carried  at  lOJ  pound  rates,  and  not 
upon  valuable  parcels  or  packages,  or  anything  of  that  kind, 
was  caused  by  information  that  we  obtained  in  the  course  of 
the  discussion  to  the  efiFect  that  the  other  trunk  lines,  at  least 
— one  of  them,  the  Pennsylvania  Railroad — had  made  corres- 
ponding reductions  in  its  prior  arrangements  with  the  Adams 
Express  Company,  and  for  the  additional  reason  that  this 
contract  being  dated  in  March,  1871,  when  through  rates  were 
at  their  highest  point  and  the  country  was  prosperous,  that 
the  business  had  been  largely  diverted  from  the  express  com- 
panies by  reason  of  the  more  perfect  exchange  of  cars  in  the 
fast  freight  lines,  and  that  the  time  was  now  regularly  made 
from  New  York  to  Chicago  by  the  fast  freight  lines  in  four 
days,  while  in  187J,  the  time  averaged  from  six  to  seven  days; 
that  this  was  drawing  a  considerable  amount  of  business  to 
Chicago  by  freight  trains  at  75  cents  per  100  pounds,  and  tlie 
express  companies  could  not  maintain  their  rates  of  $4  per  100 
pounds  in  the  face  of  that  disparity  of  $3.25  per  100  pounds  on 
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the  small  difference  of  time,  it  taking  38  hours  to  run  the 
average  of  passenger  schedules  between  New  York  and  Chi- 
cago, with  corresponding  deliveries  to  the  west.  The  change 
in  the  local  arrangements,  that  is,  the  business  of  the  com- 
pany to  our  local  stations,  was  from  60  per  cent,  of  the  receipts 
for  the  charges,  to  50  per  cent,  of  the_  charges ;  those  are  the 
essential  changes.  The  l4th  clause  of  the  last  contract  with 
the  United  States  Express  Company,  provides  : 

"  In  consideration  of  the  terms  and  conditions  of  this  con- 
"  tract,  and  in  settlement  of  all  questions  arising  between  the 
"  parties  hereto  out  of  former  contracts,  the  Express  Company 
"  agrees  to  assign  and  transfer  to  the  railway  company  upon 
"  the  execution  of  this  agreement,  5,000  shares  of  its  capital 
"  stock  fully  paid  up." 

That  constituted  a  further  partial  consideration  for  these 
reductions  in  the  rates,  charged  to  the  United  States  Express 
Company.  That  transaction  grew  out  of  what  the  United 
States  Express  Company's  Board  almost  unanimously  claim 
to  be  an  understanding,  that  in  consideration  of  a  certain  fast 
freight  line  contract  which  they  were  to  have,  back  in  1869  or 
1870,  daring  Mr.  Gould's  administration,  they  would  give  to 
the  railroad  company  a  certain  amount  of  stock.  The  Express 
Directors  claimed  they  never  secured  that  contract,  and  that 
the  new  administration  of  the  road,  beginning  in  1872,  had  so 
utterly  kicked  them  out  of  participation  in  our  fast  freight 
lines,  as  I  have  explained,  that  there  was  no  reason  why  they 
should  pay  this  stock  or  any  part  of  it,  but  the  result  of  a  long 
series  of  negotiations  was,  that  in  consideration  of  our  not 
pressing  that  matter  further  and  the  reduced  rates  they  would 
pay  this  stock.  That  is,  so  far  as  I  know,  the  entire  trans- 
action. 

By  Mr.  Shipman  : 

Q.  The  original  agreement  was,  I  believe,  for  a  million? 
A.  The  original  memorandum,  which  was  not  reduced  to 
a  formal  contract,  was  for  a  milhon ;  it  was  compromised 
upon  one  half.  In  this  contract,  the  11th  clau&e  provides  as 
follows : 

"  Ekventh. — It  is  agreed  that  on  local  business,  as  defined 
in  the  preceding  section,  the  express  tariff  may  be  at  any  time 
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altered  or  amended,  by  agreement  between  the  proper  oflScers 
of  the  railway  company,  and  of  the  express  company  ;  it  being 
expressly  agreed  that  such  local  rates  shall  neither  be  so  high 
as  to  defeat  the  securing  of  legitimate  express  business,  such 
as  has  been  heretofore  carried  by  the  express  company,  nor  so 
low  as  to  yield  the  railway  company  an  income  less  than  its 
local  tariff  rates  by  its  regular  freight  trains,  on  like  articles 
between  the  same  points." 

It  therefore  became  necessary  for  the  United  States  Express 
Oompanj'  to  confer  with  the  Erie  Eailway  Company  in  rela- 
tion to  certain  proposed  local  reductions  in  express  freight 
rates  ;  I  have  before  demonstrated  to  the  Committee,  the  very 
large  reductions  that  have  been  made  by  our  company  in  every 
class  of  its  local  business,  and  I  desire  to  add  still  further  the 
reductions  made  in  our  express  rates  under  the  same  policy. 

By  the  Chairman  : 

Q.  Is  express  matter  classified  like  freight  ?  A.  No ;  it  is 
all  classified  at  the  uniform  rate— one  class;  there  may  be  ex- 
ceptional instances  of  butter,  but  as  a  rule  specific  rates  are 
made  upon  specific  articles  ;  T  have  made  a  comparison  of  the 
rates  from  18tJ8  to  1879,  with  the  rates  that  are  charged  by  the 
the  express  company  since  that  time,  to  and  from  New  York ; 
the  rates  from  1868  to  1879,  compared  with  our  reduced  rate 
in  1879,  are  as  follows  : 

Middletown  from  New  York,  the,  rate  is  60  cents,  both 
periods,  per  100  pounds. 

Port  Jervis,  65  cents,  both  periods,  per  100  pounds. 

Deposit,  $1.05,  reduced  to  $1  per  100  pounds. 

Susquehanna,  $1.15,  reduced  to  $1  per  100  pounds. 

Binghamton,  $1.25,  reduced  to  $1  per  100  pounds. 

Owego,  $1.35,  reduced  to  $1.10  per  100  pounds. 

Elmira,  $1.50,  reduced  to  $1.25  per  100  pounds. 

Hornellsville,  $1 .75,  reduced  to  $1.40  per  100  pounds. 

Cuba,  $1.85,  reduced  to  $1.45  per  100  pounds. 

Dunkirk,  $2,  reduced  to  $2  per  100  pounds. 

Buffalo,  $1.75,  reduced  to  $1.75  per  100  pounds. 

Kochester,  $1.75,  reduced  to  $1.75  per  100  pounds. 

And  the  reduction  in  through  rates,  between  New  York  and 
Chicago  is  shown  by  the  following  : 

From  1860  to  1868,  $4.50  per  100  pounds. 
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From  1868  to  1879,  $4  per  100  pounds. 
From  1879  to  date,  $2.50  per  100  pounds. 

The  result  of  the  reduction  in  rates  to  Chicago,  from  Jan- 
uary; 1st,  1879,  to  July  1st,  1879,  as  compared  with  the  same 
period  of  1878,  was  as  follows  : 

From  January  1st,  1878,  to  July  1st,  1878,  when  the  rate  per 
lOO  pounds  between  New  York  and  Chicago  was  $4,  the  reve- 
nue was  $17,059.95  ;  from  January  1st,  1879,  to  July  1st,  1879, 
when  the  rate  per  100  pounds  between  New  York  and  Chicago 
was  $2.50,  the  revenue  was  115,582.35 — showing  that  this  six 
months  when  the  rate  was  reduced,  did  not  pay  as  much  as 
the  old  rate  gross,  and,  of  course,  not  as  much  net  on  the  in- 
creased tonnage. 

By  Mr.  Sterne  : 

Q.  What  six  months  is  this  ?  A.  January  to  the  first  of 
July  in  each  year — 1878  and  1879.  Now,  as  to  the  recent  re- 
ductions in  rates  to  our  local  stations,  as  compared  with  the  old 
period,  the  receipts  were  as  follows  : 

Hornellsville,  March  20th  to  July  20th,  1878   ...         $1,858  10 

1879....  1,839  63 

Owego,  March  20th  to  July  20th,  1878 2,398  77 

1879   ...  2,412  00 

Cuba,  March  20th  to  July  20th,  1878 529  49 

1879 560  67 

Elmira,  March  20th  to  July  20th,  1878 5,638  46 

1879 5,038  84 

It  shows  an  increase  in  each  case  ;  but  we  find  that  the  re- 
duction in  the  rates  of  express  took  a,\vaj,  in  some  cases,  from 
the  transportation  of  the  goods  by  our  regular  freight  trains, 
so  that  we  have  not  been  able  to  state  that  loss  accurately  ;  we 
don't  know  how  much  was  taken  away,  but  the  superintendent 
of  the  express  company  says  : 

"  Included  in  the  above  is  revenue  derived  from  the  tians- 
portation  of  butter  and  eggs  to  New  York  City,  the  rates  on 
whicii  have  not  been  reduced ;  the  increase  of  revenue  on  but- 
ter and  eggs  ia  1879  over  1878,  for  the  three  months  named 
above,  as  follows  :  Hornellsville,  $  12.78  ;  Owego,  $58.87;  Cuba, 
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$147.12;  Elmira,  $247.36  ;  from  this  you  will  see  that  the  in- 
crease above  is  not  owing  to  a  reduction  of  rates,  but  to  the 
increase  of  the  butter  and  egg  traffic." 

Q.  This  is  information  furnished  you  by  the  express  com- 
pany ?  A.  And  confirmed  by  their  returns  to  our  company 
from  their  books  ;  now,  I  have  also  undertaken  to  compare  the 
express  rates  in  this  country  with  some  foreign  rates,  for  the 
information  of  the  Committee,  and  also,  as  compared  with  the 
only  prominent  case  in  this  country  where  a  railroad  runs  its 
own  express  line  under  circumstances  enabling  it  to  fix  the 
rates  ;  the  Baltimore  &  Ohio  Railroad  Company,  having  con- 
trol of  a  very  large  system  of  railroads,  has  recently  under- 
taken it,  but,  of  course,  their  rates  are  limited  by  the  rates 
made  by  the  other  express  companies.  The  express  company 
furnished  nie  this  statement  as  to  United  States  and  foreign  • 
140  miles  by  express  in  this  country,  is  an  average  of  90  cents 
per  100  pounds  ;  foreign  rates  are  $1.25 ■ 

The  Chaieman — I  do  not  really  think  it  this  is  material  to 
the  investigation. 

The  Witness — I  have  here  the  original  tavifif  of  the  Kansas 
Pacific  Express,  and  would  like  to  make  a  comparison  of  our 
rates  with  that  express  company,  which  is  run  by  the  rail- 
roads. 

By  the  Chaieman  : 

Q.  That  expre<-s  company  is  run  by  the  railroads?  A. 
This  is  run  by  the  railroad — the  Kansas  Pacific. 

Q.  Ought  not  this  general  fact  to  appear;  that  the  rates  <if 
transportation,  both  as  to  passengers  and  freight,  are  much 
higher  west  than  east ;  they  charge  ten  cents  a  mile  for  pas- 
senger fare  out  in  Colorado  and  Kansas  ?  A.  I  think  it  ought 
to  appear  to  show  what  we  are  doing  for  the  people  in  the 
east. 

The  Chairman — I  do  not  think  a  comparison  between  the 
Kansas  Pacific  and  your  road  would  be  exactly  a  fair  one ; 
that  is,  it  ought  to  be  taken  with  that  general  statement  of  the 
case.     You  may  proceed  with  it. 

The  Witness — It  is  only  in  a  very  general  way. 

By  Mr.  Shipman  : 

Q.  Where  does  the  Kansas  Pacific  start  from  ?     A.  It  runs 
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from  Kansas  City  to  Denver ;  the  rates  for  1G2  miles  are  a 
dollar  with  us  ;  they  arc  $1.75  with  them  ;  the  rates  for  452 
miles  are  $1.90  with  us  ;  they  are  $1  with  them  ;  the  rate  for 
short  distance — as  52  miles  for  example — are  50  cents  with  ns 
and  75  cents  with  them  ;  the  rates  for  289  miles  corresponding 
with  our  distance  to  Corninfr,  are  $1.30  with  ns,  and  $2.50  with 
them  ;  the  rates  to  Batavia  by  us  are  $1.75,  for  the  same  dis- 
tance with  them  $3 ;  Port  Jetvis,  our  rate  is  G5  cents,  their 
rate  $1 ;  Elmira,  our  rate  is  $1.25,  theirs  for  the  same  dis- 
tance $2.50,  the  average  being  about  double  our  prices. 

By  Mr.  Sterne  : 

Q.  Have  you  the  population  to  the  square  mile  in  that  con- 
nection. 

The  Chairman — "We  don't  care  for  that. 

Mr.  Sterne — Then  we  should  not  care  for  the  other,  it 
seems  to  me. 

The  Chairman — He  stated  generally  that  their  rates  for 
transportation  in  every  respect  are  much  higher  than  they  are 
here. 

By  Mr.  Shipman  : 

Q.  Is  there  anything  more  on  this  express  subject  ?  A.  If 
the  Chairman  desires  any  statement  of  the  reasons  why  ex- 
press companies  do  the  business  on  our  line  instead  of  our- 
selves, I  shall  be  happy  to  gi^-e  it ;  our  road  in  1857,  1858  or 
]859 — one  or  the  other  of  those  years  ;  I  am  not  very  accurate 
as  to  years,  because  I  was  not  here — did  it,  when  the  admin- 
istration of  the  Erie  Company  and  its  integrity  were  not  called 
in  question  to  my  knowledge,  and  I  am  advised  by  those  wIjo 
are  familiar  with  the  general  results,  that  they  were  so  uasat- 
isfactoi'y,  that  the  business  was  again  put  back  into  the  hands 
of  the  United  States  Express  Company. 

Q.  Don't  you  know  the  fact  that  the  Boston  &  Worcester 
Eoad  undertook  to  do  the  same  thing,  and  had  to  give  it  up? 

By  the  Chairman  : 

Q.  What  particular  reasons  are  there  why  a  railroj,d  could 

not  do  its  own  express  business  ?    A.  I  know  no  reason  why 

it  could  not  do  its  own  express  business  at  all ;  but  the  reasons 

are   particularly,  that  if   all   the   railroad   companies   in   the 
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country  undertook  to  do  tlaeir  own  express  business,  there 
would  have  to  be  at  each  point  of  junction  of  one  railroad  with 
another  an  exchange  of  receipts,  a  talljing  of  the  contents 
of  packages  containing  money,  the  opening  of  them,  and  a  row 
would  result  in  the  event  of  any  loss ;  it  is  of  the  same  effect 
as  it  would  be  if  the  United  States  Government  undertook  to 
do  the  Post  Office  business  separately  on  each  one  of  the  rail- 
roads in  the  mails  practically.  For  example,  a  case  has  come 
under  my  notice  where  a  Detroit  firm  desired  to  send  50,000 
packages  to  all  parts  of  the  country,  those  being  samples  and 
prizes,  etc.,  sent  out  in  some  scheme  of  the  firm ;  the  distri- 
bution of  blanks  for  the  insurance  companies  secured  to  them 
the  continuance  to  a  single  responsibility  for  the  carriage  ; — 
the  picking  up  of  freight  about  these  cities,  and  the  delivery 
of  it  at  these  different  cities  ;  the  difficulty  if  we  were  to  do 
the  business  of  having  the  baggage  master  to  do  it,  and  there- 
fore the  requirement,  because  it  would  either  delay  the  baggage 
or  the  money,  in  taking  receipts.  If  we  did  it,  we  would  have 
to  have  additional  men  and  additional  cars  as  is  done  now,  and 
we  would  have  to  establish  offices  in  these  cities  as  is  done 
now. 

By  Mr.  Shipman  : 

Q.  Done  by  the  express  companies  ?  A.  Done  by  the  ex- 
press companies  ;  we  would  have  to  make  the  delivery  of 
these  packages  around  the  cities  by  special  wagons  at  every 
point ;  if  we  did  choose  to  make  those  special  deliveries  for 
express  goods,  it  is  our  experience  that  the  public  would  im- 
mediately demand  that  it  should  be  done  for  miscellaneous 
freights,  and,  although  that  is  done  by  carting  companies  on 
English  roads  and  Canadian  roads.  Our  railroad  companies 
think  that  the  cartage  and  the  transportation  are  two  separate 
matters.  We  believe  that  the  transportation  is  however,  per- 
formed with  greater  celerity  for  our  passenger  trains — less 
risk  to  us  and  more  security  for  the  public — by  independent 
organizations.  We  are  relieved  of  the  risk  of  the  carriage  of 
money  and  valuable  packages;  the  arrangements  of  the 
express  companies  for  a  continuous  responsibility,  as 
from  New  York  to  Chicago  by  the  United  States  Express 
Company  over  the  Lake  Shore  Eoad,  is  better  security  to 
the  public  than  we  could  afford   to  them,  and  the  division  of 


3365 

the  whole  territory  of  the  Uniied  States  among  these  express 
companies,  there  being  but  three  leading  ones,  is  a  further 
public  advantage  and  the  Baltimore  &  Ohio  Express  is  com- 
pelled at  any  point  away  from  the  line  it  controls  to  deliver 
their  goods  to  anotlier  express  company  for  carriage.  For  all 
these,  with  lesser,  reasons,  it  has  been  deemed  wise  on  the 
part  of  the  managers  of  the  Erie  Company  to  continue  the 
business  in  their  hands. 

By  the  Chairman  : 

Q.  Could  not  you  organize  through  express  companies  upon 
the  same  principle  as  you  constitute  these  fast  freij^ht  lines  ? 
A.  No,  because  one  is  by  passenger  trains  and  the  other  by 
freight  trains  ;  I  spoke  then  of  our  own  i-ailroad,  of  course  ;  I 
have  no  doubt  that  a  combination  of  railroad  companies  could 
be  made  just  as  a  combination  of  express  companies  has  been 
made,  but  I  would  not  regard  it  as  desirable,  when  we  can  se- 
cure equal  results  by  the  present  method. 

The  Chaibman — Very  well ;  I  don't  deem  the  matter  of  very 
great  moment. 

The  Witness — I  only  was  prepared  to  answer  any  questions 
that  might  have  been  asked  about  it. 

By  Mr.  Sterne  : 

Q.  With  whom  had  you  that  conversation  in  relation  to  the 
express  carriage  by  the  Erie  Railway  in  1857,  1858  and  18v9? 
A.  On  oue  occasion  with  Mr.  Dewitt,  who  is  now  the  Superin- 
tendent of  the  United  States  Express  Company,  and  on  an- 
other occasion  with — I  have  forgotten  who,  it  is  three  or  four 
years  ago,  at  the  time  these  contracts  were  being  discussed  ; 
some  of  the  old  employees  of  our  road  ;  I  have  forgotten  who. 

Q.  Was  it  either  with  the  President  or  Vice-President  then 
of  the  Erie  Company  ?     A.  No,  sir. 

Q.  Not  with  Mr.  Moran,  who  was  then  President  of  the 
road  ?     A.  No,  sir. 

Q.  Do  you  know  something  about  this  million  dollars  worth 
of  stock  that  the  United  States  Express  Company  was  to  de- 
liver to  the  Erie  Eailway  Company?  A.  Nothing  beyond 
what  I  have  stated  ;  that  is  all;  as  it  came  to  my  notice  in  the 
most  general  way.  At  the  time  I  was  insisting  that  the  United 
States  Express  Company    should    withdraw    from  the   form 
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of  the  Great  Western  Dispatch  fast  freight  line — which  I 
referred  to  under  the  head  of  fast  freight  line.  I  was 
asked  to  be  present  at  a  meeting  of  the  Board  of  the  United 
States  Express  Company,  at  the  International  Hotel,  at  Niagara 
Falls ;  I  waited  upon  them,  and  was  asked  to  state  my  views 
about  their  participation  in  the  fust  freight  line,  which  I  did, 
as  I  have  stated  them  here,  and  it  was  then  set  up  by  them  as 
against  that,  that '  whatever  justice  there  might  be  in  the 
position  independent  of  all  other  considerations,  that  they  had 
a  fast  freight  line  agreement  with  prior  administrations,  and 
that  it  ought  to  be  carried  out  by  us,  if  we  contemplated  a  de- 
mand for  that  considerable  amount  of  stock;  beyond  that  I 
know  nothing.  I  said  I  would  not  have  anything  to  do  with  it ; 
I  would  not  cooiplicate  our  new  arrangement,  and  they  must 
settle  the  arrangement  with  prior  administrations  with  those 
who  were  then  in  charge  ;  I  could  not  pay  any  attention  to  it, 
therefore  I  dropped  it. 

Q.  You  made  some  reference  to  the  necessity  of  having 
special  wngons  to  go  about  the  City,  to  deliver  this  express 
matter,  as  one  of  the  reasons  why  the  Erie  Railway  Company 
can  not  profitabl}'  do  it  itself  ;  haven't  you  wagons  now  run- 
ning about  the  City  delivering  passenger  baggage  ?  A.  I  think 
the  Erie  Railway  Baggage  ExpresB  has  a  few  wagons  to  make 
deliveries  of  baggage. 

Q.  Does  that  Erie  Railway  Baggage  Express  belong  to  the 
Erie  Railway  Company  ?     A.  Yes,  sir. 

Q.  Is  the  stock  of  that  owned  by  tlie  Erie  Railroad  Com- 
pany ?  A.  I  don't  think  it  is  a  stock,  I  think  it  is  a  mere  ad- 
junct ;  I  don't  think  there  is  a  separate  issue  of  stock  ;  I  know 
there  is  not. 

Q.  There  is  no  separate  organization?  A.  There  is  no 
separate  organization. 

Q.  It  is  all  owned  by  the  Erie  ?  A.  I  think  it  is  entirely 
owned  by  the  Erie. 

Q.  That  involves  having  stables  for  horses  and  places  to  put 
wagons,  doesn't  it?     A.  Yes,  sir. 

Q.  Would  not  a  mere  extension  of  that  system  enable  you 
to  do  your  own  expressing  ?  A.  At  this  point  alone,  but  not  at 
various  other  points  along  the  line  of  our  road. 

Q.  Has  the  United   States   Express   Company   horses  and 
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wagons  at  every  small  town  ?  A.  No,  but  thej  have  at  a 
number  of  stations. 

Q.  But  they  do  not  deliver  at  every  place  ?  A.  They  de- 
liver at  Buffalo,  Rochester,  Elmira  and  Binghamton. 

Q.  At  the  large  towns  ?     A.  Yes,  sir. 

Q.  At  the  smaller  towns  they  do  not  deliver,  except  at  your 
freight  depots  ?     A.  Except  at  our  freight  or  passenger  depots. 

Q.  At  what  points  is  it  along  the  line  of  the  road  that  they 
actually  deliver?     A.  I  cannot  tell  you  jnst  how  many. 

Q.  Isn't  it  true  that  there  are  no  more  than  four  points  along 
the  line  of  your  road  that  they  deliver  ?  A.  No,  I  think  not ; 
I  would  be  glad  to  ascertain  and  let  you  know. 

By  Mr.  Shipman  : 

Q.  You  may  state  the  rates  of  transportation  of  coal,  and 
the  points — your  general  business  in  regard  to  that ;  I  don't 
want  you  to  go  into  detail  about  it?  A.  To  be  as  brief  as 
possible  about  that,  there  are,  delivering  anthracite  coal  at  tide 
water,  the  Peausylvania  Eailroad  Company,  at  Philadelphia  ; 
the  Reading  Railroad  Company,  at  Philadelphia ;  the  New 
Jersey  Central  Eailroad  Company,  at  New  York  ;  the  Lacka- 
wanna Road,  at  New  York ;  the  Pennsylvania  Railroad  Com- 
pany, make  some  deliveries  at  South  Amboy ;  the  Lehigh  Valley 
Railroad  Company  runs  to  Perth  Amboy  ;  the  Delaware  &  Hud- 
son Company  comes  to  New  York  by  way  of  the  Erie  Rail- 
road and  their  canal,  and  the  Pennsylvania  Coal  Company 
comes  into  New  York,  by  the  way  of  the  Erie  Road.  The 
difference  between  the  situation  of  the  Erie  Company  and  those 
of  its  rail  rivals  in  the  carriage  of  anthracite  is  that  their  tracks 
run  without  interruption  ol  gauge  or  transfer  of  cars  di)  ect 
from  the  chutes  at  the  coal  mines  to  tide,  in  every  case.  With 
us,  the  coal  that  we  bring  east,  is  all  brought  from  Wyoming 
Valley,  over  what  is  known  as  the  Moosic  Mountain  ;  and  the 
coal  of  the  Delaware  &  Hudson  is  brought  by  its  gravity 
Railroad  to  Honesdale,  in  Pennsylvania,  where  it  is  then 
transferred  to  the  coal  cars  of  our  wide  gauge  ;  the  Pennsyl- 
vania Coal  Company  also  own  a  gravity  railroad  which 
terminates  at  Hawley  on  our  Honesdale  branch,  and  thence 
their  coal  is  taken  to  Newburgb,  to  be  there  transferred  to 
boats  for  New  York. 
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By  the  Chaibman  : 

Q.  What  do  you  mean  by  a  gravity  railroad?  A.  A  railroad 
that  has  a  stationary  engine  at  the  top  of  their  grade,  and  in- 
stea,d  of  cars  being  hauled  up  by  a  locomotive,  they  are  taken 
up  by  au  endless  chain  and  the  cars  are  hooked  on  to  this 
chain  and  pulled  up,  two  or  three  or  more  at  a  time ;  when 
they  arrive  at  the  top  of  this  grade  they  run  do^'-n  the  grades 
on  the  opposite  side  of  the  mountain  by  gravity  simply,  having 
men  on  the  cars  who  regulate  the  speed  by  the  pressure  of 
the  brakes.  The  Delaware  &  Hudson  Company  also  control 
the  Delaware  &  Hudson  canal,  from  which  the  company's 
name  was  taken,  terminating  at  Eondout  on  the  Hudson 
river.  There  are  other  coal  canals  to  the  south  of  it  which 
I  have  not  taken  into  account,  as  the  Lehigh  &  Sus- 
quehanna. The  arrangements  of  the  Erie  Company  are  there- 
fore limited,  aud  its  circumstances  altered  from  those  of 
the  other  roads.  The  Delaware  &  Hudson  Company  has 
heretofore  done  the  largest  part  of  its  business  during  the  sea- 
son of  navigation,  indeed  all  of  it,  to  Eondout,  for  the  reason 
that  they  owned  the  canal,  and  with  the  reduction  in  the  re- 
cent rates  of  expense,  they  could  carry  upon  their  canal  very 
cheaplj',  and  coal  being  loaded  at  Honesdale,  and  coming  to 
any  point  in  New  York  where  they  may  sell  the  coal,  to  sugar 
refiners  and  to  manufacturers  of  any  kind,  there  is  no  transfer 
or  break,  as  there  would  have  to  be  to  Jersey  City  by  our  rail- 
way. The  Pennsylvania  Coal  Company  having  no  such 
facilities,  a  number  of  years  ago,  as  shown  by  Gen.  Diven's 
testimony — prior  at  least  to  1867-  made  a  contract  with  the  , 
Erie  Company  and  established  very  large  terminal  facilities 
at  Newburgh,  upon  the  Hudson  river,  and  they  therefore  have 
to  take  into  account  the  additional  water  transportation  from 
Newburgh  to  New  York,  as  compared  with  the  barges  which 
deliver  fr(nn  the  Lackawanna  road  opposite  New  York,  at 
Hobokeii,  or  the  Central  Railroad  of  New  Jersey  at  Port  John- 
ston near  Elizabethport ;  all  these  differences  of  rail  or 
water  transit  require  of  course,  upon  different  railroads,  dif- 
ferent conditions,  but  it  has  been  the  general  custom  of  these 
railroad  carriers  and  coal  companies  conjointlj'  to  divide  the 
gross — or  net,  as  the  case  may  be— receipts  for  the  sales  of  coaj 
in  certain  percentages,  so  that  the  rates  of  freight  are  always 
dependent  upon  the  sale  prices  of  coal ;  again  carrying  out 
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upon  this  very  large  traffic  the  statement  that  I  made  to  the 
railroad  companies  as  to  participation  in  values  by  the  carriers 
as  an  actual  and  practical  experience  in  which  the  public 
shares,  and  the  railroads  and  the  coal  companies  divide  upon 
the  result,  less  only  the  usual  commission  for  the  sale  of  the 
coal.  That  percentaf:;e  has  varied  upon  the  Erie  Eailvvay  in 
different  years,  and  also  the  policy  has  varied ;  in  certain  cases 
the  rates  per  ton  per  mile  were  established  upon  a  sliding 
scale  that  was  based  upon  the  sale  price  of  the  coal.  Upon 
the  expiration  of  the  Pennsylvania  Coal  Company's  contract 
with  us  that  was  put  upon  a  percentage  basis  ;  and  in  the 
testimony  taken  before  the  New  Jersey  Legislature  a  year 
ago  this  winter,  I  think,  Judge  Lathrop,  of  the  Central  Eail- 
road  of  New  Jersey,  testified  that  he  was  then  carrying  coal 
from  the  mine  to  New  York  harbor  at  forty  per  cent,  of  the 
sale  price  of  the  coal,  leaving  the  coal  owners  sixty  per  cent., 
out  of  which,  however,  I  understood  the  latter  paid  all  sale  and 
commission  charges,  leaving  the  railroad  companies  no  compli- 
cations therefrom.  When  that  fact  became  known,  of  course 
it  required  certain  modifications  of  the  Erie  contracts,  Avhich 
were  made  only  to  a  limited  extent ;  and  in  making  them  and 
dating  them  back  for  a  limited  time,  of  course  certain  draw- 
backs became  necessary  to  be  adopted  ;  that  accounts  almost 
exclusively  for  the  drawbacks  allowed  to  our  coal  patrons  on 
east  bound  coal.  That  is  a  brief  general  statement  of  our  ne- 
cessities eastward.  Westward  the  trarisportation  of  coal  is 
much  more  complicated  ;  it  starts  from  Coxton,  on  the  Lehigh 
Valley  Eailroad,  Irom  Shamokin,  on  the  Northern  Central 
Eailroad,  from  Carbondale,  on  the  Erie  Eoad,  from  Scranton 
on  the  Lackawanna  Eailroad,  and  from  other  points  on  the 
Philadelphia  &  Erie,  and  a  rule  has  obtained  for  a 
great  many  years,  until  the  recent  demoralization,  by  which 
the  coal  companies  received  forty-three  per  cent,  of  the  rate 
at  which  the  coal  sold  f  ir  on  board  a  vessel  at  Buffalo,  and  the 
railroad  company  received  fifty-seven  per  cent,  when  trans- 
ported on  coal  cars,  with  a  somewhat  lesser  rate  when  sent 
west  in  returniag  box  cars.  That  is  in  general  tlie  arrange- 
ment to  the  west ;  to  the  local  stations  along  the  Hue  of  the 
railroad  the  rule  has  been  that  the  coal  companies  iix  a  miui- 
imum  or  cost  price  of  coal  at  the  point  at  which  they  de- 
liver, as  for  instance,  Carbondale,  upon  the  Erie  Eailroad— 
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its  branch  from  Susquehanna  into  Pennsylvania — and  the  rail- 
road company  fix  a  minimum  or  cost  price  for  transporta- 
tion, and  whatever  the  sale  of  the  coal  was  over  and  above  the 
sum  of  those  two  fixed  sums,  was  shared  by  the  raihoads  and 
the  coal  companies  in  the  proportion  which  their  cost  or  mini- 
mum of  transportation,  so  fixed,  bore  to  the  so  fixed  minimum 
cost  of  coal ;  that,  in  a  general  way,  Is  a  statement  of  our  ar- 
rangement as  to  coal. 

The  Chaieman — This  whole  subject  was  investigated  a  year 
ago  by  a  Committee  of  the  Legislature,  and  that  is  one  reason 
why  we  do  not  propose  to  go  into  the  subject. 

Mr.  Shipman — I  don't  care  to  go  into  it ;  we  are  said  to  have 
so  many  secrets  that  we  do  not  present,  that  I  thought  we 
would  present  the  facts  in  this  case. 

By  Mr.  Stebne  : 

Q.  Don't  you  deliver  at  Buffalo  your  coal  to  one  party  only 
by  contract  ?  A.  No,  sir ;  Mr.  Frisbie  is  our  general  coal 
agent. 

Q.  Who  are  Wilson  &  Co.  ?     A.  G.  E.  Wilson  &  Co.  ? 

Q.  Yes.     A.  Coal  dealers  in  Buffalo. 

Q.  Have  they  a  special  contract  with  you  ?     A.  No,  sir. 

Q.  No  contract  whatever  ?  A.  I  think  they  have  a  contract 
but  not  a  special  contract. 

Q.  They  have  a  contract  for  coal?     A.  Yes,  sir. 

Q.  For  the  delivery  of  coal  to  them — what  rates  ?  A.  At  the 
percentage  of  the  rate,  like  the  other  companies  ;  but  this  year 
they  buy  most  of  their  coal  of  us  at  prices  fluctuating  upon  the 
various  sizes  with  the  market  prices  of  coaL 

Q.  Like  the  other  companies  ?     A.  Yes,  sir. 

Q.  Have  you  any  other  contract  at  Buffalo  of  the  same  na- 
ture ?  A.  We  have  a  contract  with  the  Butler  Colliery  Com- 
pany. 

Q.  At  Buffalo  ?  A.  For  shipment  to  Buffalo,  also  with  the 
Pennsylvania  Coal  Company,  with  the  Delaware  &  Hudson 
Coal  Company,  with  the  Lehigh  Valley  Railroad  Company, 
with  E.  L.  Hedstrom  &  Co.,  the  latter  being  the  largest  ship- 
pers to  Buffalo  that  we  have.  There  are  also  contracts  with 
Moser,  Hoole  &  Co.,  who  have  a  business  larger  than  that  of 
G.  E.  Wilson  &  Co.;  I  think  those  comprise  the  principal  con- 
tracts ;  but  when  I  speak  of  the  Lehigh  Valley  Railroad  Com- 
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pany,  that  term  covers  its  arrangements  with  ten  or  fifte&n  or 
more  collieries  that  I  cannot  specify  by  name. 

Q.  Haven't  you  a  contract  with  tbe  Delaware  &  Hudson 
Canal  Company  to  sell  your  coal  along  the  line  of  the  Erie 
Railway  Company?  A.  I  don't  know  that  there  is  a  contract ; 
there  is  an  understanding. 

Q.  How  does  that  come  ?  A.  Along  the  line  of  our  rail- 
way ? 

Q.  Yes.  A.  What  do  you  mean  by  how  it  "  comes  '?" 
Q.  Why  is  it  that  you  sell  to  the  Delaware  &  Hudson  Canal 
Company  your  own  coal,  and  exclude  it  from  your  line  of 
road?  A.  We  do  not  sell  to  the  Delaware"  &  Hudson  Canal 
Company ;  we  simply  put  our  coal  in  with  theirs,  and  it  is  all 
sold  together  by  them  for  our  account  through  their  agents. 

Q.  Is  that  done  by  a  contract?  A.  I  think  not ;  I  think  it 
is  a  verbal  understanding  ;  there  may  be  some  memo- 
randa about  it  which  I  have  never  seen  ;  I  desire  to  say,  how- 
ever, that  I  have  nothing  to  do  with  the  sales  department  of 
coal,  and  I  have  no  relations  to  sales,  except  as  to  the  far 
wost;  I  mean  that  with  the  local  coal  sales  of  our  coal  I  have 
nothing  to  do. 

Q.  Is  it  not  true  that  the  Delaware  &  Hudson  Canal  Com- 
pany, by  virtue  of  an  understanding  or  a  contract,  receives  the 
wh,ole  surplus  over  and  above  what  is  required  for  the  use  of 
your  locomotives  that  is  mined  by  the  Hillside  Coal  &  Iron 
Company?  A.  I  don't  know  that  I  understand  your  question. 
Q.  That  they  get  by  virtue  of  a  contract  the  whole  of  the 
surplus  ?  A.  I  think  that  the  royalties  upon  some  of  the  lands 
of  the  Hillside  Coal  &  Iron  Company — how  we  acquired 
these  lands  I  don't  know,  whether  by  lease  or  royalty  or  by 
purchase,  but  in  some  cases  royalties — required  certain  amounts 
of  coal  l;o  be  taken  out ;  the  first  use  to  which  that  coal  is  put 
is  the  supply  of  our  power,  and  the  surplus  over  that  ig  sold ; 
the  orders  of  tbe  President  to  me  have  uniformly  been  that 
we  are  not  dealers  in  coal,  except  as  required  by  these  arrange- 
ments, and  to  subordinate  our  coal  sales  to  considerations  of 
transportation,  and  under  no  circumstances  enter  the  general 
market  in  a  competition  for  the  sale  of  coal ;  we  don't  believe 
that  is  any  part  of  our  duty  ;  we  are  not  a  coal  company  in 
that  sense. 

Q.  Is  it  in  conformity  with  that  policy  of  the  railroad  that 
119 
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you  have  entered  into  arrangements,  or  that  the  Erie  Eailroad 
Company  have  entered  into  arrangements,  by  which  the  whole 
of  this  surplus  is  by  contract  taken  by  tlie  Delaware  A  Hudfon 
Canal  Company  ?     A.  I  presume  so. 

Q.  At  what  rate  do  they  take  that  surplus  ?  A.  They  pay 
us  the  same  rates  of  transportation  upon  that  coal  that  they 
pay  upon  their  own  coal. 

Q.  That  they  charge  themselves  upon  their  own  line?  A. 
They  carry  our  coal  over  their  gravity  railroads  at  pre- 
cisely what  the  pro  rata  would  yield  on  their  own  coal,  and  we 
charge  over  our  line  the  same  upon  both  classes  of  coal,  and  I 
then  understand  that  the  coal  is  sold  by  these  companies 
indiscriminately,  whether  it  belongs  to  us  or  to  them  ;  and  in 
proportion  as  the  monthly  results  show  our  coal  was  trans- 
ported or  theirs,  they  account  to  our  company  at  the  average 
of  what  they  sold  all  the  coal  for. 

Q.  They  have  control  of  your  coal  substantially?  A.  Of 
the  Erie  Railway  Company's  coal.? 

Q.  Yes.  A.  That  is  true  eastwardly  only,  and  to  onr  local 
stations  westward,  I  believe  also. 

Q.  Along  the  whole  line  of  your  road  except  Buffalo  ?  A. 
I  think  that  is  the  case. 

Q.  Is  not  that  the  case  ?     A.  I  think  so. 

Q.  And  that  includes,  of  course,  as  to  the  control  of  the 
Delaware  .fe  Hudson  Canal,  the  New  York  Company  ? 

Mr.  Shipman — When  yon  say  the  whole  coal,  you  mean  the 
surplus  ? 

Mr.  Steene — All,  except  what  they  use  for  power. 

The  Witness — I  don't  understand  in  what  sense  you  use 
the  word  "  control." 

Q.  They  take  the  whole  from  you?  A.  They  take  the  sur- 
plus over  and  above  our  needs  for  power,  I  believe. 

Q.  The  whole  from  you  over  and  above,  by  virtue  of  an  un- 
derstanding or  contract  ?  A.  I  think  so,  by  a  verbal  under- 
standing. 

By  the  Chairman  : 

Q.  They  pay  you  for  the  surplus  at  the  same  price  that  they 
market  their  coal?     A.  That  they  market  their  own  coal. 

Q.  A  sort  of  pooling  of  the  coal?  A.  A  pooling  of  the  coal 
practically ;  yes,  sir  ;  that  explains  it, 
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Mr.  S^TERNE — It  is  claimed  that  it  is  somewhat  more  than 
that ;  is  there  any  reason  for  withholding  the  contract? 

The  Witness  —There  is  no  reason  in  the  world,  if  we  have 
one. 

The  CHAiRM:.iN — See  if  you  have  that  contract. 

Mr.  Shipman — We  will  see  if  we  have  got  it,  and  we  will  show 
it  here. 

By  Mr.  Sterne  : 

Q.  Is  there  a  contract  with  Prisbie?  A.  In  what  way  do 
you  mean  ? 

Q.  Frisbie  you  say,  is  you  coal  agent  ?  A.  Our  general 
coal  agent. 

Q.  Has  Frisbie  a  contract  with  jour  company  by  which  he 
gets  a  commission  on  coal  that  is  sold  ?     A.  No,  sir. 

Q.  Is  he  on  a  salary  ?     A.  Entirely. 

Q.  You  are  sure  of  that  ?     A.  I  know  it. 

Q.  And  you  are  equally  certain  that  Wilson'&  Co.  of  Buffalo, 
are  treated  precisely  upon  the  same  basis  as  half-a-dozen  other 
Buffalo  shippers  ?  A.  I  don't  know  that  they  are  ;  I  don't 
think  they  are  treated  quite  as  well ;  they  say  so  in  letters  to 
me  recently. 

Q.  Of  course  information  comes  to  Jme  from  a  hundred 
sources  ?     A.  I  understand,  of  course. 

Q.  Very  often  it  is  misleading ;  but  you  know  ?  A.  I  do ; 
those  contracts  have  all  passed  through  my  hands ;  there  is 
one  sense  perhaps  in  which  I  ought  to  say  their  contracts  may 
^be  regarded  as  exclusive  ;  they  are  the  sales  agents  of  the  Hill- 
side Coal  Company  at  that  point ;  I  think  we  sell  coal  of  that 
company  only  through  one  agency,  but  all  these  other  people 
get  very  much  larger  quantities  of  coal  on  the  same  terms  as 
to  transportation. 

By  Mr.  Shipman  : 

Q.  Yon  sell  to  others,  but  the  coal  you  sell  through,  you  sell 
thrnugh  them  ?  A.  Yes,  sir  ;  we  sell  our  own  coal  to  Hedstrom 
&  Co.,  and  Moser,  Hoole  <fe  Co.,  and  to  various  parties,  but  the 
coal  sent  to  Bufi'alo  for  sale  at  that  point  to  miscellaneous 
parties,  is  sent  to  Wilson  &  Co.  as  agents — exclusive  agents. 
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By  Mr.  Steene  : 

Q.  Who  is  President  of  your  coal  company  ?  A.  Mr.  E. 
M.  Olymer. 

Q.  He  is  the  brother  of  Heister  Clymer,  of  Pennsylvania,  is 
he  not  ?     A.  Yes,  sir. 

Q.  Is  that  Hillside  Coal  &  Iron  Company  much  of  an  or- 
ganization in  the  way  of  payment  of  salaries,  or  anything  of 
that  sort  ?  A.  I  cannot  tell  you  ;  I  don't  know  what  a  single 
officer  of  the  company  receives. 

Q.  Are  you  yourself  a  salaried  officer  of  the  Hillside  Coal  & 
Iron  Company  ?  A.  I  believe  a  portion  of  my  salary  is  charged 
to  those  companies,  but  I  am  not  an  officer  of  the  coal  com- 
panies. 

Q.  is  not  that  true  to  a  very  large  extent  with  almost  all 
the  salaries  of  the  officers — the  leading  officei's — that  there  is 
an  assignment  of  the  salary?'  A.  I  only  know  as  in  my  own 
case  ;  I  don't  know  whether  it  is  true  of  any  other  officer  or 
agent  of  the  company. 

Q.  In  what  capacity  have  you  acted  for  the  Hillside  Coal  & 
Iron  Company  ?  A.  Only  in  the  making  of  these  transport- 
ation contracts. 

Q.  Haven't  you  a  title  ?  A.  No  title  whatever;  no  connec- 
tion officially  with  any  of  the  coal  companies 

Q.  How  is  it  with  this  other  coal  company,  the  Northwestern 
Exchange  &  Mining  Company  ;  have  they  contracts  with  the 
Delaware  &  Hudson  Canal  Company,  like  the  other  ?  A.  No ; 
their  contracts  are  for  bituminous  coal ;  they  are  not  located 
upon  the  line  of  our  road,  and' their  coal  arrives  at  Buffalo,  by 
the  way  of  the  Buffalo,  New  York  &  Philadelphia  E.oad  in  part 
and  in  part  by  the  Philadelphia  &  Erie,  and  Buffalo  and 
Jamestown  Roads. 

Q.  Does  the  coal,  mined  from  those  mines,  also  go  to  Wilson 
<fe  Co.,  as  the  sales  agents  of  that  concern  ?  A.  I 
think  not;  I  think  all  the  coal  we  were  taking  out  of  those 
mines  is  burned  in  our  locomotives  at  Buffalo,  except  a  sur- 
plus, that  is  sold  in  Canada,  under  contracts  with  the  railroad 
companies  west  of  Buffalo,  and  that  Wilson  &  Co.  have  not  to 
deal  with  that  question  ;  but  I  am  not  sure  of  it. 

By  Mr.  Shipman  : 

Q.  I  have  one  general   question  to  ask  you,  but  I  will   first 
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ask  you  to  explain  tbo  the  passenger  traffic  of  the  Erie  Rail- 
way Company  ;  and,  in  connection  with  that,  what  the  Chair- 
man has  Ciilleil  for  once  or  twice,  the  relations  of  the  company 
to  the  Drawing  l{oom  &  Sleeping  Oar  CoQjjmny? 

Mr.  Sterne— The  old  Erie  &  Atlantic  Sleeping  Car  Com- 
pany: you  mean  to  give  us  the  organization  of  that? 

The  Witness  —I  don't  know  that  at  all ;  I  can  only  state  as 
it  is  now  ;  I  only  know  of  the  transfer  of  that  company  ;  I  have 
the  contrac-t  with  the  Erie  &  Atlantic  Sleeping  Car  Company 
here. 

By  Mr.  Sterne  : 

Q.  That  was  an  exceedingly  onerous  contract,  wasn't  it,  for 
the  Erie  ?     A.  I  don't  think  it  was  very  ;  no. 

Q.  You  have  a  much  more  favorable  one  with  the  Pullman 
Company  now,  haven't  you?  A.  We  have  no  contract  with 
th^  Pullman  Company  ;  the  Pullman  Company  succeded  to  the 
Erie  &  Atlantic  Sleeping  Car  Company,  by  purchasing  a  ma- 
jority of  the  stock  of  the  latter  company. 

Q.  That  stock  was  [in  private  hands?  A.  I  don't  know 
where  they  bought  it. 

Q.  You  don't  know  who  the  stockholders  were?  A.  Except 
to  the  extent  tiiat  the  Erie  Company  itself  had  stock,  I  don't 
know. 

Our  passenger  traffic  is,  of  course,  divided  into  through  and 
local ;  in  the  division  of  the  passenger  traffic,  throngli  traffic 
is  that  from  New  York  or  Jersey  City  to  or  beyond  Rochester, 
Suspension  Bridge,  Niagara  Falls,  Bufialo,  Dunkirk  and  Sal- 
amanca, or  from  those  western  termini  to  or  east  of  New 
York  or  Jersey  City ;  everything  else  than  that  is  classed  as 
local,  and  in  that  respect  it  differs  from  our  classification  of 
freight.  A  passenger  from  Buffalo  to  Waverly,  even  if  he  goes 
to-Philadelphia,  is  classified  as  local  with  us,  as  he  gets  off  at 
a  point  between  the  termini.  Our  through  passage  fares  iire, 
of  course,  limited  between  New  York  and  Buffalo  by  the 
charter  rate  of  the  New  York  Central  Railroad,  or  by  the  rate 
which  they  have  established  as  the  sum  of  the  charter  rate 
to  Albany  plus  any  rate  west  of  Albany  ;  for  instance,  the 
rate  has  l)een  for  a  long  time  to  Buffalo  $9.25  on  first  class 
passengers  ;  of  course,  these  tariff  rates  are  subject  to  a  very 
largo  number  of  special  passenger  rates ;  we  carried  last  year 
99,198  passengers  at  special  passenger  rates. 
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I'he  Chairman — I  would  si\y  to  you  that  we  have  not  taken 
up  this  subject  of  passenger  rates  with  any  of  the  other  roads, 
and  do  not  care  to  on  yours,  unless  you  care  to  give  it. 

The  Witness — I  would  like  to  give  a  few  figures  ;  I  will, 
with  that  statement,  limit  it  as  much  as  possible ;  these 
99,000  special  rate  passengers  were  carried  other  than  those 
of  commutation  and  the  so-called  regular  trafiie,  and  covered 
applications  for  state  fairs,  for  county  fairs,  for  religious  gath- 
erings, for  political  gatherings,  and  all  classes  of  special  ap- 
plications of  that  kind.  Aside  from  these  reductions,  the  Erie 
fares  from  certain  points  on  our  line  are,  of  course,  limited  by 
the  fares  of  other  routes  ;  as  lor  example,  the  fares  from  Ei- 
mira  to  Buffalo  and  Rochester,  where  through  trains  pass  over 
the  Northern  Central  and  New  York  Central  together,  are  lim- 
ited by  the  joint  lares  of  those  companies.  Outside  of  those 
limitations,  our  rule  is  to  charge  three  cents  per  mile  for  short 
distances.  1  refer  to  this  matter  (as  from  Ehuira)  for  the  rea- 
son that  General  Diveu  stated  here  certain  principles  for 
the  management  of  this  passenger  business.  The  Northern 
Central  Eailroad  reduced  the  fare  on  its  line  from  Blmira  to 
Canandaigua  to  two  cents  per  mile  generally,  less  than  a  year 
since,  influenced  in  considerable  part  by  the  fact  that  at  Can- 
andaigua they  connect  with  the  New  York  Central,  whose 
local  fares  were  two  cents  per  mile  ;  two  cents  per  mile  from 
Elmira  to  Buffalo  by  the  way  of  that  longer  route  reduced  our 
rate  from  Elmira  to  Buffalo,  and  we  reduced  to  correspond 
with  it  on  the  western  section  of  our  road.  This  reduction 
took  eflect  in  the  month  of  May  last,  and  from  May  to  Sep- 
tember, both  inclusive,  I  have  the  statistical  results.  We 
carried  between  all  the  points  affected  by  this  reduction  in 
that  period  of  1878,  5,056  passengers,  paying  our  company  a 
revenue  of  $19,028.87  ;  we  carried  in  1879,  at  the  reduced 
fare,  5,062  passengers,  being  an  increase  of  but  six  passeng- 
ers, and  our  earnings  were  $15,744.24 ;  the  increase  in  the 
number  of  tickets  was  six ;  the  decimal  of  percentage  of 
increase  is  so  small  I  wiU  not  read  it ;  but  the  decrease  in  the 
revenue  was  13,284.65,  or  .1726  per  cent ,  which  I  will  read,  as 
the  result  of  that  reduction  compared  with  prior  years.  In 
addition  to  that,  we  have  made  a  considerable  number  of  local 
reductions  on  our  line.  I  have  before  stated  that  parallel  to 
the  reduction  in  our  rate  of  freight,  or  a  httle  before  it,  we 
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reduced  the  round  trip  passenger  fares  from  interior  points  to 
New  York  and  back,  so  that  the  public  could  come  here  and 
purch:ise  their  goods  at  cheaper  rates  than  formerly  ;  we  began 
that  at  Deposit  on  our  line  and  went  west  to  nearly  all  our 
local  stations,  giving  a  privilege  of  a  round  trip  to  New  York 
for  ten  days.  The  redaction  from  Deposit  below  the  sum  of 
the  two  fares  was  24  per  cent.  ;  at  Susquehanna,  27  per 
cent.  ;  Binghamton,  27  per  cent. ;  Owego,  26  per  cent. ;  Elmira, 
24  per  cent.  ;  HornellsYille,  23  per  cent. ;  Olean,  22  per  cent.  ; 
Bradford,  19  per  cent. — as  representative  stations  ;  the  results 
of  those  reductions  to  and  from  also  appear. 

The  "Witness  produces  and  r^ads  a  statement,  of  which  the 
following  is  a  copy  : 

"  Local  Passenger  Business  between  all  Stations  and 
New  York  for  the  Period  from  January  1,  1876  to  De- 
cember 31,  1878: 


\S16. 
Passengers. 

1877. 
Passengers. 

1878. 
Passengers. 

To  New  York       

UO.TOO 
200,5'73 
324,218 

140,809 
182,708 
311,680 

130,440 

To  New  York  and  return 

To  New  York,  Commuters 

185,S76 
303,764 

665,491 

63.1,197 

620,180 

143,658 
137,143 
324,218 

115,186 
135,127 
311,680 

log  693 

TTrfiTn  "N^pw  Vork  and  return       

139  689 

From  New  York,  Commuters 

303,764 

605,019 

561,993 

553,146 

1,270,510 

1,197,190 

1,173,326 

July  26, 1879-" 


O.  W.  COOKE, 

Auditor  Pass.  Receipts. 
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The  cliarge  has  been  made  before  the  Committee — or  at 
least  the  question  was  asked  me  :  I  don't  know  that  that  was  a 
change — that  two  fares  could  be  added  together  upon  our  line 
and  produce  a  less  fare  than  the  through  price. 

Mr.  Shipman — It  was  so  stated  at  Buffalo,  I  think. 

The  Witness — I  have  directed  the  general  passenger  agent 
to  carefully  examine  this,  but  he  says  that  the  examination  of 
the  tariff  fails  to  s^^ow  it ;  we  have  not  had  time  to  add  the  rate 
from  every  point  to  every  point,  but  I  do  not  believe  that  it  can 
possibly  occur  under  our  system  of  fares. 

By  the  Chairman  : 

Q.  Tt  frequently  might  happen  that  a  passenger  could  bny  a 
through  ticket  when  he  intended  to  stop  off  at  an  in- 
termediate station,  and  get  it  less  than  he  would  by  purchas- 
ing ticket  to  that  station  direct?  A.  That  could  only  be  the 
case  when  cut  rates  are  made  to  a  remote  point ;  our  tariff  to 
Buffalo  is  $9.25,  and  we  do  not  exceed  that  fare  to  any  sta- 
tion on  the  road  for  regular  tickets. 

Q.  You  do  not  ?  A.  We  do  not  at  any  point  on  the  Buffalo 
branch. 

Q.  We  found  on  the  Black  Uiver  Road  that  they  charged  a 
dollar  or  two  less  to  Watertown  than  to  intermediate  points  ? 
A.  We  do  not. 

Q.  They  had  to  give  special  tickets  to  prevent  everybody 
buying  tickets  to  Watertown  ?  A.  It  is  at  times  the  case  that 
a  special  ticket,  as  for  instance  in  the  fall  when  navigation 
closes  upon  the  lakes,  a  very  large  number  of  those  lake  boat- 
men desire  to  get  to  the  seaboard,  and  go  out  to  sea  from 
here,  and  in  special  cases  and  with  large  parties  we  have  made 
such  a  reduction  to  them,  and  if  one  of  those  men  saw  fit  to 
get  off  at  a  local  station,  we  could  not  help  it,  and  it  would 
perhaps  be  less  than  a  local  fare  to  that  station,  depending 
upon  vs'here  he  left  the  train. 

Q.  Is  not  the  fare  from  here  to  Olean  $10.35?  A.  That  is 
on  the  branch  ;  it  is  not  on  the  direct  line  to  Buffalo  ;  on  the 
branch  the  fccal  does  not  exceed  the  fare  to  Dunkirk;  on  the 
main  line  to  Buffalo  the  fare  to  Buffalo  is  not  exceeded,  and 
on  the  branch  to  Rochester  the  fare  to  Rochester' is  not  ex- 
ceeded. 

Q.  What  is  the  fare  to  Dunkirk?     A.  I  have  not  our  fares 


3379 

here  ;  the  statement  has  been  made  here,  I  believe,  explicitly 
made  by  Gen.  Diven,  that  our  fares  for  short  distances  are 
more  than  for  long  distances  ;  our  general  passenger  agent  has 
also  examined  the  tariff,  and  advises  me  that  that  is  not  the 
case  in  any  case  on  our  line  except  where  these  excursion 
fares  sold  to  New  York  and  back,  the  reduced  or  round  trip 
fare  may  be  less  to  New  York  and  return  than  they  would  be, 
for  example,  from  the  same  point  to  Paterson  and  return,  as 
we  issue  these  reduced  round  trip  passenger  fares  only  to  New 
York,  but  we  cannot  prevent,  nor  are  we  disposed  to  prevent  a 
Paterson  passenger  from  buying  a  New  York  ticket.  That  is 
the  only  case  in  which  it  can  occur,  and  that  is  done  for  the 
purpose  of  building  up  the  interests  of  New  York,  and  the 
same  reasons  do  not  apply  at  any  time  to  the  local  stations  of 
the  road. 

Q.  How  long  has  that  been  true  ?  A.  Without  examination 
of  the  tariff  I  should  say  that  it  has  been  true  ever  since  I  have 
been  connected  with  the  road. 

Q.  It  might  have  been  otherwise  when  Gen.  Diven  was 
there?  A.  Yes,  sir.  In  addition  to  these  reductions  in  the 
rates  of  our  fares,  we  have  made  very  recently  reductions 
in  our  commutation  rates  to  and  from  New  York  in  the 
monthly  rates,  taking  effect  the  1st  of  October.  The 
monthly  rates  multiplied  by  twelve  would,  under  the  old 
system  of  fares,  produce  a  considerably  larger  total  than  an 
annual  ticket  paid  for  by  a  man  who  immediately  deposited  all 
his  money.  On  the  1st  of  October  we  reduced  that  difference 
so  that  now  a  man  can  buy  twelve  tickets  month  by  month 
at  the  price  that  he  would  pay  for  an  annual  ticket,  plus  only 
about  eight  per  cent,  interest.  I  believe  that  covers  all  I  have 
to  say  on  the  subject  of  passenger  rates,  unless  you  wish  me  to 
attach  the  sleeping  car  question  to  it. 

Q.  What  is  the  maximum  rate  allowed  you  by  the  statute 
by  your  charter?  A.  Three  cents  by  the  general  railroad  law, 
but  six  cents  by  our  charter. 

Q.  You  are  allowed  in   addition  to  the  three  cents  a  mile, 
where  the  passenger  pays  on  the  train,  to  charge  how  much  ? 
A.  Various  amounts. 
Q.  Isn't  it  fifteen  ?     A.  Perhaps  it  is  fifteen ;  I  am  not  sure. 

By  Mr.  Shipman  : 
Q.  You  have  already  testified  in  regard  to  the  cost  of  trans- 
120 
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portation  both  of  freight  and  passengers  ;  it  was  stated  by  sev- 
eral witnesses,  especially  by  a  gentleman  who  was  a  candidate 
for  Governor  of  this  State  (Mr.  Lewis),    and  he  complained  of 
the  railroads  because  they  would  moved  his  farm  in  Herkimer 
County  out  to  the  banks  of  the  Mississippi  Biver,  in  effect,  al- 
lowing the  man  who  lives  on  the  banks  of  the  Mississsppi  River 
to  send  his  produce  to  New  York  at  a  lower  rate  than  he  can.    I 
want  you   to    state   briefly   some    facts    that    go   to   qualify 
and  modify  any  statement  of  that  kind,  if  there  is  any  truth  in 
it,     in    regard     to     the     transportation      of     articles      that 
the      farmer     near     at      hand      must      consume,      and     as 
to     the"  comparative    expense    of    transportation    as     coin- 
pared    with    the    farmer    on    the   banks  of    the  Mississippi 
river?    A.  I  have  already  stated  east  bouud  that  the  New  York 
farmers'  advantage  on  grain  as  compared  with  the  grain  com- 
ing through  Chicago,  is  about  20  cents  a  bushel  on  the  present 
rates.     In  addition  to  that  I  think  the  farmers  of  the  state  of 
New  York  have  other  advantages  that  have  not  been  stated. 
To  begin  with,  they  get  their  dry  goods  and  their  groceries 
from  New  York  to  points  on  our  line  averaging  not  one-half 
the  rates  to  Chicago  alone,  to  which  these  Western  farmers 
must  add  the  prices  of  getting  those  goods  from  Chicago  to 
their  farms,  or  stores,  or  warehouses,  at  very  large  local  rates — 
local  rates  very  much  in  excess  of  the  rates  per  mile  charged 
by  the  Erie  Company  upon  like  merchandise,  as  the  rates  from 
Chicago  on  merchandise  bound  west  are  more  than  they  are 
from  New  York,  so  that  the  farmer,  in  the  average  circle,  before 
used  for  illustration,  around  Chicago,  pays,  from  Chicago  to  his 
locality  alone  more  than  the  farmer  in  the  State  of  New  York 
pays  for  the  same  goods,  to  which  must  again  be  added  the 
charge  for   transportation  from   New  York   to    Chicago.     In 
addition  to  that,  if  the  farmer  at  that  Western  point  desires  to 
come  to  New  York,  he  must  pay  his  local  fare  to  Chicago  plus 
144  from  Chicago  to  New  York  and  back,  or  |40  for  a  limited 
ticket;  while  the  State  farmer  goes  to  New  York  City  upon  an 
excursion  rate  over  our  road  made  at  a  special  price  for  him 
If  he  desires  to  get  his  lumber  and  various  other  things,  we 
have  lumber  on  the  line  of  our  roads,  and  carry  it  at  cheap 
rates;  those  Western  men  have  to  pay  the  transportation  on 
lumber  from  points  in  Michigan  through  Chicago  out  to  those 
prairies  where  no  lumber  is  found,  and  this  is  true  of  roofing 
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slate,  etc.  If  the  Western  farmer  desires  to  burn  anthracite 
coal,  he  must  pay  a  rate  that  is  always  a  charge  from  Buffalo 
to  his  point  in  addition  to  whatever  the  farmer  pays  for 
anthracite  coal  at  Bath,  for  example,  on  our  Rochester  branch, 
and  if  he  desires  to  avail  of  any  of  the  advantages  of  a 
metropolis  like  this  in  the  purchase  of  materials  for  his  family, 
he  can  do  it  at  this  point  cheaper  than  he  can  do  it  at  Chicago  ; 
his  clothing,  his  material  for  his  home,  his  furniture,  the  ar- 
ticle used  in  the  construction  of  his  house  or  workshop  and 
his  luxuries,  and,  I  think,  they  should  all  be  taken  into  the 
account. 

By  the  Chairman  : 

Q.  Is  there  any  appreciable  difference  in  the  retail  price  of 
dry  goods  and  groceries  in  Chicago  and  in  New  York  ?  A. 
Yes  ;  there  is  some  difference. 

Q.  Is  not  all  the  difference  that  would  be  made  by  the  cost 
of  transportation  more  than  overcome  by  the  difference  of 
rental  ?  A.  I  think  not ;  New  York  is  the  cheapest  place  in 
this  country  to  buy  goods. 

Q.  By  retail  I  mean  ?  A.  By  retail ;  I  speak  of  the  Sixth 
avenue  stores  and  Eighth  avenue. 

By  Mr.  Wadswoeth  : 

Q.  Is  it  a  fact  that  dry  goods  and  groceries  are  quoted 
about  the  same  in  Chicago  as  here  ?  A.  Yes  ;  about  the  dif- 
ference of  transportation. 

By  Mr.  Shipman  : 

Q.  Take  the  Erie  Eailroad  with  its  957  miles  over  which  it 
carries  passengers  ;  does  it  derive  any  net  revenue  from  its 
passenger  business  ;  and  if  so,  is  it  small  or  large  ?  A.  That 
is  a  matter  upon  which  different  officers  of  the  Erie  Company 
differ ;  I  am  inclined  to  think  that  with  the  improvement  of 
the  line  by  steel  rails  that  the  passenger  business  is  gradually 
being  done  at  some  small  profit ;  but  I  believe  that  the  passen- 
ger business  of  the  Erie  Railway  Company,  up  to  three  years 
ago,  if  we  could  ever,  by  any  possibility,  ascertain  the  facts, 
would  have  been  found  to  have  been  done  at  a  loss,  not  only  in 
the  direct  carriage  of  the  passengers  itself,  but  in  the  detention, 
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owing  in  part  to  single  track,   &c.,  of  the  vast  quantity  of 
freight  that  the  company  carries. 

By  tile  Ohaieman  : 

Q.  You  don't  think  the  same  would  be  true  of  the  New  York 
Central  ?  A.  I  think  the  New  York  Central  makes  a  profit  on  the 
carriage  of  its  passengers ;  the  increase  of  quantity  bears  an 
entirely  different  relation  to  a  passenger  train  from  that  which 
it  does  to  a  freight  train.  A  locomotive  starts  and  will  haul 
behind  it  the  whole  length  of  its  run  a  mail  car,  a  baggage  car 
and  four  passenger  cars  in  any  event ;  the  expense  of  that 
passenger  train  is  absolutely  fixed  in  running  over  the  road — 
fixed  at  whatever  it  may  actually  be ;  we  cannot  tell  what  it  is, 
but,  whatever  it  is,  an  unknown  quantity,  it  is  fixed.  If  they 
load  that  passenger  train  with  one  passenger,  the  receipts  are 
$9.25,  for  example,  from  Bufialo  to  New  York.  If  they  load  it 
with  say  200,  being  four  cars  with  .50  passengers  to  a  car,  the 
increase  over  and  above  the  cost  of  running  that  train,  of 
course,  is  profit  and  in  a  very  limited  sense  any  sum  in  excess 
of  one  fare  is  gain,  but  anything  below  the  cost  of  running  that 
train  is  an  absolute  loss ;  so  that  there  is  a  large  element  in 
the  carriage  of  passengers  as  to  the  economy  of  quantity,  or 
the  number  of  passengers  carried. 

By  Mr.  Shipman  : 

Q.  You  mean  the  passengers  handle  themselves  ?  A.  The 
passengers  handle  themselves  to  and  from  the  trains,  the  ears 
are  loaded  and  emptied  in  a  quarter  of  an  hour,  and  the  train 
must  run  in  any  event  upon  its  fixed  hours,  for  public  more 
than  for  railroad  reasons,  and  then  the  volume  of  the  business 
is  so  large  upon  the  New  York  Central,  and  they  carry  so  many 
passengers  per  train,  owing  to  their  large  local  population, 
that  I  think  their  passenger  business  is  done  at  a  profit. 

By  the  Chaieman  : 

Q.  What  have  you  to  say  on  the  subject  of  the  drawing 
room  and  sleeping  cars  ?  A.  What  I  have  to  say  on  that  sub- 
ject is  very  brief ;  it  is  simply  that  the  Erie  Eailroad  Company 
made,  under  prior  admistrations,  a  contract  with  the  Erie  & 
Atlantic  Sleeping  Coach  Company. 
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By  Mr.  Shipman  : 

Q.  Where  was  that  company  located?  A.  1  believe  its 
general  office  was  at  New  York.  This  contract  (producing  a 
paper)  bears  date  the  5th  of  September,  1871 ;  in  brief,  it  is 
that  the  Sleeping  Car  Company  was  to  furnish  drawing-room 
and  sleeping  coaches ;  it  was  also  to  repair  and  renew  them 
whenever  required ;  that  the  railroad  company  would  haul 
these  coaches  with  passenger  trains  on  all  its  roads  ;  and  that 
the  second  party  should  have  the  right  to  tender  its  cars  to  be 
hauled  ;  that  the  rate  of  mileage  was  four  cents  per  coach  per 
mile. 

By  the  Chairman  : 

Q.  That  was  a  sum  paid  by  the  railroad  to  the  Sleeping 
Car  Company  ?  A.  Tes,  sir ;  for  furnishing  the  cars  ;  the  rail- 
road company  agreed  to  furnish  the  fuel  and  oil — fuel  for 
warming  the  cars,  and  the  oil  for  lubricating  them  ;  and  to  fur- 
nish facilities  for  convenient  storage,  and  airing  the  bedding ; 
the  Sleeping  Car  Company  was  to  collect  for  the  occupancy  of 
its  berths  and  seats,  and  the  railroad  company  permitted  the 
Sleeping  Coach  Company  to  sell  its  seats  and  berths  in  the  rail- 
road offices ;  the  Sleeping  Car  Company  was  to  have  the  exclu- 
sive right  to  put  its  sleeping  coaches  on  the  line  and  the  railroad 
company  was  to  repair  any  damage  to  the  coaches  caused  by  the 
railway,  or  the  Sleeping  Car  Company  might  make  the  repairs, 
and  charge  them  to  the  railroad  company  at  the  actual  cost ;  the 
railroad  company  was  to  inspect  the  running  gear,  the  platforms, 
wheels;  trucks,  &c. ;  and  a  mileage  account  was  to  be  kept  and 
settled  monthly ;  the  railroad  company  was  also  responsible 
for  damages  to  passengers  in  the  coaches,  and  was  not  to  use 
these  coaches  for  passengers  who  did  not  hold  sleeping  berth 
tickets,  or  drawing-room  tickets  as  the  case  might  be,  except 
with  the  consent  of  the  Sleeping  Car  Company ;  the  sleeping 
coaches  of  the  Erie  &  Atlantic  Sleeping  Coach  Company,  and 
the  sleeping  and  drawing-room  coaches  run  over  the  Atlantic 
and  Great  Western  Railway,  were  to  be  run  interchangeably 
by  the  Erie  Road,  because  of  the  need  f  o  r  through  cars  and 
trains  ;  and  the  provision  in  regard  to  the  termination  of  the 
contract  was,  that  they  should  give  ninety  days  notice  of 
any  fault  that  they  had  to  complain  of. 

Q.  When  you  say  "  they  "  who  do  you  mean  ?    A.  I  mean 
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feitker  party  might  give  ninety  days  notice;  not  ninety  days 
notice,  but  should  give  notice  of  fault,  and  if  at  the  expiration 
of  ninety  days,  it  was  not  satisfactorily  adjusted,  the  parties 
might  terminate  the  agreement,  but  the  railroad  company 
■was  required  in  that  case  to  assume  any  and  all  contracts  that 
the  Sleeping  Coach  Company  might,  in  good  faith,  and  reason- 
able judgment  have  made  for  the  running  and  building  of  cars, 
so  as  not  to  throw  new  construction  work,  for  example,  entirely 
upon  their  hands;  the  employees  of  the  Sleeping  Coach  Company 
were  to  be  carried  free  of  charge,  and  the  Sleeping  Coach  Com- 
pany agreed  only  to  employ  suitable  persons  on  their  cars  ;  the 
term  oi  the  contract  was  fifteen  years,  from  the  1st  of  October, 
1871,  and  renewable  from  time  to  time,  limited  as  above.  Then 
there  was  in  this  contract  a  lease  of  the  Blmira  shops  (car 
works),  which  was  to  William  E.  Barr,  who  was  at  that  time  the 
general  passenger  agent  of  the  company,  and  I  believe,  but  I  do 
not  know,  that  he  was  the  President  at  that  time  of  the  Erie  & 
Atlantic  Sleeping  Coach  Company  ;  he  assigned  that  lease  to  the 
Sleeping  Car  Company  ;  the  railroad  company  was  to  have  the 
privilege  of  purchasing  their  coaches  at  the  expiration  of  the 
contract,  together  with  all  their  equipments,  at  a  price  to  be 
agreed  upon,  and  in  the  event  that  they  differed  as  to  that 
price,  arbitrators  were  to  be  chosen,  and  their  decision  was  to 
govern ;  and  in  consideration  of  all  these  conditions,  the 
Sleeping  Coach  Company  agreed  to  furnish  the  patent  rig|its 
necessary  for  fitting  up  the  interior  of  these  coaches  without 
expense  to  the  railroad  company ;  that,  in  brief,  was  the  con- 
tract. 

By  Mr.  Shipman  : 

Q.  That  contract  was  in  force  when  you  came  on  to  the 
road  ?  A.  That  contract  was  in  force  when  I  came  on  to  the 
road. 

Q.  Mr.  Barr  was  passenger  agent  before  your  time?  A. 
Mr.  Barr  was  passenger  agent  before  my  time,  and  had  left 
the  railroad  about  simultaneously  with  Mr.  Gould's  retirement 
from  the  company. 

By  the  Chairman  : 

Q.  By  the  terms  of  that  contract,  the  railroad  received  no 
portion,  percentage  or  otherwise,  of   the  earnings  of    those 
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coaches,  sleeping  car  or  drawing  room?  A.  Not  directly  ;  the 
railroad  company  became  the  owner  of,  I  think,  about  one- 
third  of  the  capital  stock  of  the  Erie  &  Atlantic  Sleeping  Coach 
Company. 

Q.  In  its  corporate  capacity  ?  A.  No  ;  I  think  in  some  of 
the  surrenders — I  am  not  quite  clear  about  that— that  this 
stock  was  surrendered  to  the  railroad  company,  and  in  that 
way  it  came  in  possession  of  it. 

Q.  By  whom  was  the  balance  held  ?  A.  The  balance  was 
held  by  the  various  stockholders  of  this  Erie  &  Atlantic  Sleep- 
ing Coach  Company ;  their  names  are  not  known  to  me  at  all ; 
I  have  never  seen  a  list  of  them. 

Q.  It  was  held  promiscuously  ?     A.  Promiscuously. 

Q.  Did  the  Pullman  Palace  Car  Company  own  any?  A. 
No ;  not  originally,  to  my  knowledge. 

Q.  Did  Mr.  Pullman  himself?  A.  I  think  not  a  share ;  I 
think  about  the  time  that  there  was  a  change  of  administra- 
tion of  the  company  from  Mr.  Gould  to  Mr.  Watson 

By  Mr.  Shipman  : 

Q.  To  Gen.  Dix?  A.  To  Gen.  Dix— the  Erie  &  Atlantic 
Sleeping  Coach  Company  made  a  tender  to  the  Pulltnan 
Company  of  their  ownership  of  this  stock,  and  the  Pullman 
Company,  I  think,  purchased  all  the  interest  in  that  com- 
pany, at  least  the  major  interest  outstanding ;  there  might 
have  been  a  few  shareholders  that  did  not  sell  to  them,  but 
they  purchased,  at  all  events,  a  decided  majority,  and 
control,  and  in  that  way  they  have  run  the  cars,  and  we  look 
to  Mr.  Pullman  himself,  as  the  President  of  the  Erie  &  Atlantic 
Sleeping  Coach  Company,  to  carry  out  our  arrangements ;  the 
accounts,  details,  and  everything,  are  kept  entirely  separate,  as 
between  the  Pullman  Company  and  the  Brie  &  Atlantic  Sleep- 
ing Coach  Company,  except  that  there  being  certain  super- 
vision that  is  required  for  both  the  Pullman  cars  projjer  and 
those  of  the  Erie  &  Atlantic  Sleeping  Coach  Compnny,  as 
for  example,  where  a  narrow-gauge  Pullman  car  runs  from 
Suspension  Bridge  to  Philadelphia,  over  our  line,  that  car  runs 
in  the  same  train  with  an  Erie  &  Atlantic  Sleeping  Coach  Car, 
and  there  is  some  apportionment  of  expenses  in  the-e  Joint 
transactions  ;  with  that  exception,  we  do  not  .know  the  Pull- 
man Company,  except  as  we  know  Mr.  Pullman  himself,  and 
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as  we  connect  with  the  cars  of  the  Pullman  Company  further 
in  the  west. 

By  the  Chaikman  : 

Q.  At  no  time  did  the  Erie  Railroad  Company  own  a  ma- 
jority of  the  stock  of  the  Erie  &  Atlantic  Sleeping  Coach  Com- 
pany ?     A.  Not  to  my  knowledge ;  I  think  it  never  did. 

Q.  And  does  not  now  ?  A.  And  does  not  now  ;  immediately 
after  Mr.  Jewett  came  to  the  company,  he  desired  that  I  should 
confer  with  the  manager  of  the  Pullman  Company  in  reference 
to  this  contract,  and  more  particularly  in  relation  to  the  estab- 
lishment of  a  new  line —passenger  line — by  the  way  of  our 
road,  the  Atlantic  &  Great  Western  and  the  Baltimore  & 
Ohio  lines,  to  Chicago,  in  which  transaction  it  became  neces- 
sary for  us  to  interchange  the  cars  of  the  Erie  &  Atlantic 
Sleeping  Coach  Company,  which  run  over  our  road,  with  those 
of  the  Pullman  Palace  Car  Company  proper,  which  run  over 
the  Baltimore  &  Ohio  Road,  the  Baltimore  &  Ohio  and  the 
Pullman  Co.  having  a  contract  with  each  other.  That  exchange 
was  made  at  Mansfield,  lifting  the  body  of  the  broad  or  nar- 
row gauge  car,  as  the  case  might  be,  and  running  under  it 
broad  or  narrow  gauge  trucks,  so  that  the  Pullman  car  in  this 
way  came  into  Jersey  City,  and  the  Erie  &  Atlantic  Sleeping 
Coach  car,  for  the  first  time,  went  into  Chicago  by  that  route. 
At  that  time,  we  discussed  with  Mr.  Pullman  a  modification 
of  this  agreement,  and  he  promptly  agreed  to  reduce  the  only 
item  which  we  regarded  as  particularly  onerous,  which  was  the 
mileage,  it  being  within  our  knowledge  that  certain  other  com- 
panies paid  but  three  cents. '  He  promptly  agreed  that  a  sta- 
tistical account  might  be  kept  of  the  actual  expense  to  the  car 
for  necessary  repairs  and  replacements,  to  the  body  of  the 
car,  to  the  truck  and  the  running  gear ;  that  he  would 
take  care  of  the  bedding  and  the  upholstery  and  the  interior  of 
the  car,  and  out  of  his  profits  those  interiors  were  to  be  repaired, 
and  the  railway  company  was  to  pay  mileage,  which  would 
simply  make  good  these  outside  or  car  repairs ;  that  proposition 
was  made  by  Mr.  Pullman,  but  he  stated  at  the  same  time  that 
the  results  of  data  accurately  kept  upon  western  roads  showed 
that  the  cost  was  various,  from  two  and  a  half  to  three  and  a 
quarter  cents,  depending,  of  course,  at  times  upon  storms,  as 
in  the  winter,  upon  accidents,  upon  the  condition  of  the  road 
being  rough  or  smooth,  how  much  it  was  run,  &o,    Erom  that 
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time  to  the  present  an  overhauling  has  been  had  of  all  the  old 
accounts  of  the  Erie  &  Atlantic  Sleeping  Coach  Company— I 
only  know  this  by  hearsay — and  claims  that  the  present  ad- 
ministration believe  they  hold  against  the  Erie  &  Atlantic 
Sleeping  Coach  Company  for  repairs  that  were  not  charged  at 
the  time  at  what  they  ought  to  have  been  charged,  in  their 
jadgment,  and  various  items  growing  out  of  the  burning  of 
some  of  the  most  valuable  cars  that  have  ever  run  in  this 
country,  and  such  items  as  that,  have  involved  themselves  in 

this  general  settlement. 

Q:  With  Mr.  Pullman?  A.  With  Mr.  Pullman;  I  have  had 
nothing  to  do  with  this  settlement  at  all,  it  being  a  matter  that 
has  been  carried  on  by  the  general  manager  of  our  company 
and  auditor,  and  I  only  know  in  a  general  way  of  its  progress, 
and  that  President  Jewett  desires  to  sell  to  the  Pullman  Com- 
pany or  the  Erie  &  Atlantic  Company,  this  stock  which  we 
hold  in  the  Erie  and  Atlantic  cars  and  get  rid  of  all  interest 
or  ownership  in  it  whatever. 

Q.  When  was  this  reduction  to  three  cents  made  ?  A.  I 
think  on  the  1st  of  October,  1875, 

Q.  Since  then  it  has  been  in  force  ?  A.  Since  then  I  think 
it  has  been  in  force. 

Q.  And  is  now  ?  A.  I  say  it  is  now  ;  I  think  that  the  Pres- 
ident of  our  company  has  demanded  a  reduction  of  that  rate  to 
two  and  a  half  or  to  two  cents,  but  as  the  mileage  accounts  don't 
pass  through  my  oiSce  I  don't  know. 

Q.  Do  you  know  to  what  extent  the  Erie  Company,  as  a 
company,  is  astockholder  in  that  company  now  ?  A.  I  don't 
know  whether  it  holds  any  as  a  company,  or  how  it  holds  the 
stock,  but  my  impression,  derived  from  what  I  have  heard  cas- 
ually, was  that  it  was  about  $250,000. 

y.  What  is  its  capital?  A.  My  impression  is  that  we  hold 
about  a  third  of  it. 

Q.  Then  about  a  third  of  it  is  held  by  the  ofiScers  or 
directors  of  the  Erie  Eoad  ?  A.  No,  it  is  held  by  the  company 
itself  I  think — received,  I  think,  in  this  restitution. 

Q.  In  its  corporate  capacity  ?  A.  I  think  in  its  corporate 
capacity  it  holds  it,  but  am  not  certain. 

Q.  Mr.  Wagner  has  testified  that  he  keeps  his  own  trucks  in 
repair,  and  coaches  in  repair,  and  everything  ;  and  furnishes 
them,  and  pays  twenty  per  cent,  of  the  receipts  for  the  sale  of 

121 


3388 

the  seats  and  berths  to  the  New  York  Central  Eailroad  Com- 
pany ?     A.  And  they  pay  no  mileage  ? 

Cj.  And  they  pay  no  mileage  whatever?  A.  I  have  so  under- 
stood ;  I  have  heard  that  statement. 

Q.  That  is  the  testimony  before  the  Committee ;  now,  if  that 
is  a  fair  contract  with  them,  the  contract  which  you  have  with 
the  road  must  be  pretty  severe  upon  the  road,  must  not  it?  A. 
The  difi'erence  grows  out  of  tlxe  very  great  difference  in  the 
volume  and  character  of  travel ;  as,  for  example,  their  Sara- 
toga travel  in  summer,  and  their  travel  to  and  from  the  State 
capital  in  winter,  and  to  political  conventions  at  Syracuse,  &c., 
make  that  contract,  as  Mr.  Pullman  claims — and  that  is  one  of 
the  subjects  of  dispute  at  this  time  between  Presidents  Jewett 
and  Pullman,  and  he  states  these  iacts  in  general  to  explain 
the  difference — that  the  "Wagner  company  can  still,  out  of  their 
net  result  upon  the  Central,  stand  that,  while  he  could  not 
make  an  equal  amount  of  money,  or  to  compare  with  it,  under 
an  arrangement  with  Erie.  Besides  this,  I  think  the  Pullman 
cars  are  much  better  in  every  way  than  the  Wagner  cars  are. 

Q.  To  make  the  comparison  complete,  will  you  tell  us  what 
his  charges  for  sleeping  car  berths  are  ?  A.  I  \yill  obtain  and 
give  to  the  Committee  a  printed  schedule  of  the  fares  of  the 
Pullman  Company  to-morrow. 

Q.  Is  it  uniformly  $2  for  a  berth  ?  A.  I  think  there  is 
nothing  less  than  $2  for  two  berths  ;  that  is  for  a  place  which 
will  sleep  two  people,  and  if  but  one  person  gets  in  he  has  to 
pay  $2,  the  same. 

Q.  Have  you  any  cars  with  single  berths  ?  A.  No,  no  cars 
with  single  bertha  ;  but  two  people  can  get  in  at  the  same  price 
as  one  ;  that  is,  it  is  bought  for  |2,  and  if  two  people  desire  to 
use  it,  they  can  do  so. 

Q.  Are  you  familiar  with  the  law  that  says  that  you  shall  in 
no  event  charge  more  than  80  cents  for  a  berth  to  one,  which 
doubled  would  be  $1.60  ?  A.  I  did  not  know/of  tlie  existence 
of  such  a  law  until  I  heard  it  referred  to  during  this  investiga- 
tion. 

By  Mr.  Steene  : 

Q.  A  person   desiring  a  single  berth,  cannot  get  it,  can  he  ? 
A.  No  ;  he  would  have  to  pay  $2 ;  that  is  for  sleeping  facilties, 
and  the  drawing  room  seats  are  paid  for,  I  beheve,  at  prices 
varying  from  50  cents  to  a  dollar  and  more. 
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By  the  Chairman  : 

Q.  The  Legislature  has  reserved  the  right,  in  granting  this 
privilege,  to  alter  and  amend  it,  to  increase  or  diminish  the,  rate 
of  fare  that  they  charge  on  sleeping  cars;  there  is  no  special 
statute  by  virtue  of  which  you  permit  the  running  of  drawing- 
room  cars  over  your  road  at  all  is  there  ?  A.  Not  to  my 
knowledge. 

Q.  You  say  you  haven't  your  rate  of  fares  on  sleeping  cars 
or  drawing-room  cars  here?  A.  No,  sir;  I  have  not;  they 
are  not  our  rates,  they  are  rates  furnished  by  the  Drawing- 
room  Car  Company. 

Q.  You  can  get  them  for  us?     A.  Yes,  sir  ;  I  can  get  them. 

Q.  The  question  was  asked  of  Mr.  Vanderbilt,  at  Saratoga, 
what  his  interest  was,  and  the  Committee  overruled  it ;  they 
asked  him  this  question,  which  has  been  answered,  and  I 
now  ask  you  the  same  question — as  to  what  proportion  of  the 
stock  of  the  Erie  &  Atlantic  Sleeping  Car  Company,  is  owned 
by  the  officers  or  directors  of  the  New  York,  Lake  Erie  & 
Western  E.ailroad  Company?  A.  I  am  not  aware  of  any  offi  ■ 
cer  that  ownes  a  dollar  of  the  stock. 

Q.  When  you  say  that,  do  you  mean  to  "  say  that  there  are 
none  ?  A.  Not  to  my  knowledge  ;  I  cannot  testify  as  to  the 
others,  I  can  as  to  myself. 

Q.  How  can  we  get  at  that  general  fact  ?  A.  I  think  only 
from  Mr.  Pullman. 

Q.  Is  he  at  hand  ?  A.  He  is  in  Denver  now,  and  I  think 
the  books  of  the  company  are  kept  at  Chicago  with  the  general 
books  of  the  Pullman  Company,  whose  headquarters  are  at 
Chicago. 

Q.  Is  this  stock  on  the  market  ?  A.  I  have  never  known  a 
share  of  it  to  be  offered  for  sale  ;  I  never  heard  of  a  quotation 
for  it. 

Q.  Is  it  an  absolute  stock  company  ?     A.  Yes,  bir. 

Q.  Owning  portions  of  that  stock,  has  any  individual  aright 
to  sell  it  without  the  consent  of  Mr.  Pullman  ?  A.  I  think  so,  I 
don't  know  ;  I  have  never  seen  a  share  of  the  stock,  and  I  don't 
know  the  terms  and  conditions  under  which  it  is  issued  ;  I  have 
never  seen  the  articles  of  association ;  I  have  never  seen  a 
statement  of  their  results,  so  lam  very  deficient  in  information 
upon  that  point ;  I  know  that  the  stock  of  the  Pullman  Car 
Company  proper  is  advertised  ;  it  is  quoted  upon  the  Boston 
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and  New  ■?ork  Stock  Exchfinges  with  other  stock,  and  is  bought* 
and  sold  indiscriminately  day  by  day. 

Q.  Do  you  know  whether  Mr.  Pullman  owns  this  stock  not 
owned  by  the  Erie,  individually,  or  whether  it  is  owned  by  the 
Pullman  Palace  Car  Company,  as  a  corporation?  A.  The 
Pullman  Palace  Car  Company  owns  it ;  Mr.  Pullman  has  told 
me  so. 

Q.  Can  you  tell  us  what  the  earnings  and  the  expenses  of 
that  company  have  been  ?     A.  No,  I  cannot. 

Q.  Can  you  get  the  information  ?  A.  I  think  it  can  be  had 
from  Mr.  Little  ;  I  shall  be  glad  to  get  it,  if  I  can. 

Q.  That  is  the  same  information  we  required  of  the  other 
companies. 

By  Mr.  Shipman  : 

Q.  We  will  get  anything  of  that  kind"  that  is  needed 
(to  the  witness).  The  present  arrangement  for  running  sleep- 
ing cars  and  drawing-room  cars — is  that  with  the  Erie  & 
Atlantic  Coach  Company  alone,  or  is  it  with  the^Pullman  Car 
Company  ?  A.  As  far  as  I  know,  entirely  with  the  Erie  & 
Atlantic  Company. 

Q.  But  Mr.  Pullman  controls  the  Erie  &  Atlantic  Sleeping 
■Coach  Company?  A.  Yes,  sir;  as  President  of  the  Pullman 
Company. 

Q.  And  the  question  of  compensation  between  the  com- 
panies is  npw  under  discussion  between  the  President  and  Mr. 
Pullman  ?     A.  Yes,  sir. 

By  Mr.  Stekne  : 

Q.  Why  can't  you  run  your  own  sleeping  cars  ?  A.  I  know 
of  no  reason  why  we  cannot ;  but  do  not  think  it  very  desirable 
that  we  should. 

[Intermission.] 
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Afternoon  Session. 

Mr.  Shipman — I  propose  now  to  go  into  a  subject  in  which 
Mr.  Sterne  has  exhibited  an  undue  interest,  namely,  the  Stand- 
ard Oil  Company  matter  ;  I  have  some  maps  here  of  the  pipe 
lines,  etc.,  which  Mr.  Blanchard  will  first  explain  in  a  general 
way  to  the  Committee. 

The  Chaieman — Very  well.  I  wish  here,  prelimiiiarilj-,  to 
say  that  the  relations  of  this  Committee  to  the  Standard  Oil 
Company  and  its  oiEcers  at  this  time  are  peculiar,  for  reasons 
with  which  you  are  familiar.  I  would  like  to  ask  Mr.  Blanch- 
ard, in  the  first  place,  if  he  is  a  member  of  the  Standard  Oil 
Company? 

The  Witness — I  am  not,  sir  ;  in  any  way. 

By  the  Chaieman  : 

Q.  Or  of  the  affiliated  companies  ?     A.  No. 

Q.  In  no  way — you  have  no  interest  ?  A.  I  have  never 
had. 

Q.  Then  you  cannot  possibly  testify  as  to  the  internal  work- 
ings of  the  organization  ?  A.  I  have  not  the  slightest  idea  of 
them. 

The  CHAiEMAN-^The  Committee  have  no  reason  to  suspect 
you  have  ;  but 

The  Witness  (interposing) — It  was  a  quite  proper  question 
to  ask,  Mr.  Chairman. 

The  Chaieman  (continuing) — I  asked  that  question  for  this 
purpose.  I  suppose  it  is  Judge  Shipman's  purpose  to  proceed 
to  explain  the  connection  of  the  Erie  Hallway  Company  with 
this  Standard  Oil  Company,  and  to  justify  it,  and  a  man,  who 
has  had  so  extensive  an  acquaintance  with  railroad  affairs  ns 
you  have  had,  and  had  so  much  to  do  with  this  organization 
in  the  transportation  oi  its  oil,  naturally  would  possess  a  good 
deal  of  general  information  on  this  subject.  The  Committee 
think  that  they  owe  it  to  themselves,  under  the  present  circum- 
stances, to  require  the  railroads  who,  we  understand,  are  wholly 
disconnected  from  this  organization,  whose  attorneys  do  not 
appear  here  to  defend  the  Standard  Oil  Company  or  anyone 
else,  in  whatever  evidence  you  may  submit  on  this  subject,  to 
confine  yourself  strictly  to  the  relations  of  the  railroads  to  the 
Standard  Oil  Company.     In  other  words,  we  do  not  want  done 
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what  would  be  very  natural,  in  excusing  your  transactions  with 
the  company,  to  excuse  theirs.  We  do  not  want  any  defense, 
in  any  way  or  to  any  extent,  of  their  transactions  interposed 
here,  so  long  as  they  refuse  to  obey  our  subpoena,  and  to  give 
us  the  information  that  we  require.  We  have  not  the  slightest 
reason  to  suppose  that  you  contemplate  anything  of  the  kind, 
and  we  regret  very  much,  for  the  purposes  of  this  investigation, 
that  you  are  not  a  member  of  that  company,  so  that  we  could 
get  at  the  "  true  inwardness  "  of  it ;  but  the  Committee  deem  it 
a  matter  of  justice  to  itself  to  state  this  much,  and  ask  you  to 
confine  yourself  strictly  to  the  relations  of  your  company  to 
the  Standard  Oil  Company,  and  also,  in  this  connection,  to  in- 
sist upon  tlie  best  evidence.  We  do  not  want  anything  except 
the  very  best  evidence  in  this  connection.  You  fully  appreciate 
the  position  I  take,  dp  you  not.  Judge  Shipman  ? 

Mr.  Shipman — Certainly,  we  do.  The  Chairman  knows  that 
the  testimony  on  this  subject  has  been  fragmentary.  It  has 
been  picked  up  and  thrown  in  by  odds  and  ends.  That  was 
indispensable,  because  of  the  great  difficulty  of  getting  it.  I 
have,  however,  asked  Mr.  Blanchard  to  prepare  himself  on  cer- 
tain points  as  to  the  relations  of  the  railroad  companies  to  the 
Standard  Oil  Company,  confining  himself  to  that.  Now,  it  is 
very  possible  that  in  the  course  of  the  answers  to  these  ques- 
tions, somethings  may  incidentally  be  adverted  to  that  may  not 
be  strictly  within  the  letter  of  the  Chairman's  suggestion. 
We  may  not  be  able  to  draw  an  exact  line,  but  we  propose  to 
confine  ourselves  to  the  relations  of  the  railroad  company  to 
the  Standard  Oil  Company,  leaving  the  Standard  Company  to 
take  care  of  itself.  I  have  stated  to  the  Committee  that  I  was 
not  either  the  general  counsel  of  the  Standard  Oil  Company,  or 
its  particular  counsel  in  this  controversy.  I  have  therefore 
taken  the  precaution  in  advance  to  advise  Mr.  Blanchard  on 
the  point,  and  I  have  gone  even  further,  and  suggested  to  him 
the  general  nature  of  the  questions  that  I  should  ask  him,  and 
I  have  asked  him  to  reduce  his  answers  to  writing,  so  as  to 
avoid  any  promiscuous  matter.  If  there  is  anything  in  those 
answers  that  the  Committee  do  not  want,  they  may  be  struck 
out. 

The  Chairman— Mr.  Blanchard's  testimony  has  been  largely 
of  an  expert  character,  and  he  has  frequently  given  his 
opinions ;   that  was  not  objectionable   but  desirable,  because 
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we  have  as  much  conficlence  in  Mr.  Blanchard's  opinions  as, 
in  truth,  of  any  gentleman  that  has  appeared  before  the  Com- 
mittee. But,  for  the  purpose  of  avoiding  all  misunderstanding 
on  this  subject,!  will  call  his  attention  to  this  matter.  And  I  may 
add  that,  at  the  request  of  the  regularly  retained  counsel  for  the 
Standard  Oil  Company,  the  Committee  has  submitted  to  that 
counsel  a  list  of  questions  which  we  will  undertake  to  submit 
to  the  witnesses,  and  there  will  be  ample  opportunity  to  place 
before  this  Committee  such  matter  as  the  Standard  Oil  Qom- 
pany  see  fit  to  present,  provided  they  will  furnish  us  with  such 
information  as  we  se    fit  to  require. 

Mr.  Shipman— Exactly.  When  the  answer  to  the  interroga- 
tories of  the  Standard  Company  comes  in,  if  we  think  that  any- 
thing that  company  say  require  any  answer  from  us,  we  shall 
have  the  right,  I  suppose,  to  put  our  answer  in. 

The  Chairman — Certainly — anything  which  will  do  justice 
to  yourselves  ;  but  we  want  to  draw  the  line  there. 

By  Mr.  Shipman  : 

Q.  State  to  this  Committee  the  condition  of  the  oil  traffic  of 
the  Erie  Company  when  you  first  became  connected  vrith  the 
road,  which  was  in  October,  1872?  (To  the  Chairman).  I 
have  had  Mr.  Blanchard  put  this  statement  in  writing,  and  I 
hope  that  is  not  objectionable. 

The  Witness — October  1,  1872,  when  I  first  became  General 
Freight  Agent  of  the  Erie  Railroad,  no  oil  was  produced  in  the 
Bradford  District,  and  all  petroleum  then  transj^orted  by  the 
Erie  Railway  eastward  came  from  the  Atlantic  &  Great  West- 
ern Railroad.  At  that  time  Adnah  Neyhart,  of  Tidioute,  Penn- 
sylvania, represented  by  W.  T.  Scheide,  afterwards  by  H.  C. 
Ohlen,  at  New  York,  shipped  small  quantities  of  refined  oil, 
for  which  he  received  a  rebate  of  over  $7,000  on  his  shipments 
for  the  prior  mouth,  to  wit,  September,  1872. 

Notwithstanding  this  rebate  the  oil  shipments  via  the  Erie 
were  so  small,  in  proportion  to  those  by  its  rivals  and  to  the 
aggregate  seaboard  receipts,  that  I  looked  for  the  reasons. 

By  Mr.  Steene  : 

Q.  When  you  speak  of  its  rivals,  will  you  state,  in  this  con- 
nection, what  rivals  you  refer  to  ?  A.  I  refer  to  the  Pennsyl- 
vania and  New  York  Central  Roads. 
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Q.  You  mean  the  New  Yorlj  Central,  do  you  ?  A.  I  mean 
both.  I  looked  for  the  reasons,  and  found  the  agreement  next 
prior  to  that  time  as  to  shipments  and  rates  was  the  one  al- 
ready in  evidence,  between  producers,  shippers,  refiners  and 
railroad  companies,  dated  March  25,  1872  ;  I  asked  why  that 
contract  was  not  observed,  and  was  then  convinced  in  reply 
that  the  agreement  of  March  25th  lasted  less  than  two  weeks, 
ar  d  that  at  that  early  date  the  Empire  Line  was  receiving  a  large 
drawback  or  commission  from  the  Pennsylvania  Railroad, 
which  was  either  being  shared  with  its  shippers  or  an  additional 
amount  was  being  allowed  to  them,  besides  that  which  the 
Empire  Line  .itself  receive  from  the  Pennsylvania  system ; 
and  as  the  Empire  Line  also  owned  the  Union  Pipe  Line,  its 
shippers  had  advantages  which  our  company  and  its  shippers 
did  not  even  jointly  possess.  At  the  close  of  that  calendar 
year  (1872)  the  entire  petroleum  traffic  for  the  five  months  of 
the  administration  of  President  Watson,  the  former  President  of 
the  South  Improvement  Company,  to  January  1, 1873,  was  but 
265,863  barrels,  or  but  about  58,000  barrels  per  month  ;  while 
the  Pennsylvania  Railroad  w'as  carrying  about  six  times  as 
much,  or  300,000  barrels  per  month,  and  the  New  York  Cen- 
tral was  carrying  the  entire  refined  oil  sent  from  Cleveland  to 
New  York.  The  representations  then  made  to  me  also  con- 
vinced the  Atlantic  &  Great  Western  Company  as  to  what 
our  rivals  were  doing,  and  that  railway  company  and  our  own 
decided  to  continue  to  pay  the  24  cents  per  barrel  drawback 
then  being  paid  on  the  rate  of  $1.35  provided  by  this  pro- 
ducers' agreement  of  March  25,  1872. 

It  is  therefore  clear  that  one  of  the  largest  of  the  shippers, 
who  signed  that  March  agreement,  did  not  feel  that  it  bound 
him  to  pay  the  rates  he  had  agreed  to  pay,  and  he  gave  corr- 
vincing  reasons  to  believe  that  others,  signers  and  parties  to 
that  agreement,  did  not  pay  them,  and  possessed  equal  or 
greater  advantages'by  way  of  rival  routes.  Early  in  1873  Mr. 
Scheide  came  to  our  line  with  Mr.  Neyhart's  crude  business, 
under  the  circumstances  Mr.Scheide  has  stated,  but  being  yet 
without  any  shippers  of  refined  oil,  and  believing  that  the  Em- 
pire Line  would  pay  a  rebate  on  refined,  as  I  now  know  from 
Mr.  Scheide's  testimony,  they  had  paid  Mr.  Scheide  on  crude,  I 
opened  negotiations  to  increase  our  traffic,  which  resulted  in 


3395 

an  agreement,  with  the  concurrence  of  the  Atlantic  &  Great 
Western,  as  follows  : 

"Eeie  Eailway  Company,  ) 

Office  of  Second  Vjce-Pbesident,      > 

New  York,  March  29,1873.  j 

MEMOliANDUM 

Between  Mr.  John  D.  Archbold,  Mr.  Bennett,  and  Mr. 
Porter,  and  Mr.  Osborn,  and  self.  Rate  for  March,  '73,  to  be 
132^  from  Union.  Eate  thereafter  to  be  125  from  same  point 
as  the  maximum  for  1873.  If  the  common  point  rate  is  made 
from  Titasville  at  any  time  in  1873,  on  hoiia  fide  shipments, 
Erie  and  A.  &  G.  W.  will  make  sam«i  rate  from  same  date. 
With  this  rate,  the  refiners  agree  to  give  us  their  entire  pro- 
duct to  New  York  for  the  -year,  and  the  preference  always  at 
same  rate  as  actual  shipment  by  other  lines. 

,Q.       -,,    (JOHN  D.  AECHBOLD, 
(Oigneaj   |  ^^    -^   BLANGHAED." 

This  Mr.  Bennett  was  also  one  of  the  signers  to  the  agree- 
ment of  March  25th,  as  a  refiner,  and  from  these  gentlemen  I 
also  learned  at  that  time  that  this  producers'  agreement  was 
exploded  by  the  action  of  the  Producers'  Union  before  that 
time. 

Notwithstanding  this  agreement  of  March  29,  1573,  with  its 
reduced  rates,  its  signers  left  us  in  November,  1873,  and  gave 
the  Empire  Line  their  entire  shipments  ;  and  we  were  then  left 
with  but  one  small  shipper  of  refined  oil,  Mr.  G.  Heye,  whose 
consignments  were  small  and  to  retain  even  this  small  busi- 
ness, against  similar  solicitations  by  our  rivals  we  were  com- 
pelled to  make  his  rate  11.10  in  November,  1873,  instead  of 
$1.50,  as  provided  by  this  producers'  agreement. 

These  facts  efi'ectually  refute  the  testimony  of  Mr.  Paterson, 
that  the  agreement  of  March  25th  continued  for  two  yearS,  or 
any  other  period  beyond  three  weeks,  at  the  rates  it  stipulated, 
and  show  that  at  least  two  of  its  signers  did  not  feel  bound  to 
pay  the  rates  it  named,  and  that  they  and  others  by  other  lines 
endeavored  immediately  after  it  was  signed  to  obtain,  and  did 
secure,  reduced  rates,  as  usual  before  its  execution,  and  ped- 
dled their  oil  among  different  railroads  wherever  they  could 
secure  an  advantage,  however  small,  over  each  other  or  the 
railroads. 
122 
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Mr.  Devereaux  became  Presideut  of  the  Atlantic  &  Great 
Western  in  June,  1873,  and  being  particularly  familiar  with 
the  oil  traffic  on  the  Lake  Shore  &  New  York  Central  Eail- 
roads,  which  he  had  just  left,  all  the  through  oil  rates  were  put 
into  his  hands  for  decision  and  action,  and  it  was  he  solely  who 
decided  Mr.  Scheide's  application  in  July,  1873. 

Prior  to,  and  during  all  this  period,  the  Standard  Oil  Com- 
pany was  shipping  no  crude  oil,  but  sent  all  its  refined  oil  from 
Cleveland  to  New  York  exclusively  by  the  New  York  Central,  at 
a  rate  believed  by  the  officers  of  the  Atlantic  &  Great  Western 
Company,  and  reported  to  mo,  and  since  known,  to  be  below 
the  rate  of  $1.65  named  in  this  agreement  of  March  25,  which 
lower  rate  had  been  made  necessary  to  take  the  business  away 
fi'om  the  lake  and  canal,  although  as  no  party  connected  with 
the  Standard  Oil  Company  appears  as  a  signer  or  party  to  this 
agreement  of  March  25,  it  was  at  liberty  to  secure  the  lowest 
rate  it  could. 

The  Erie  Company  was,  thererefore,  between  the  New  York 
Central  on  one  side,  and  the  Pennsylvania  Railroad  on  the 
the  other,  both  of  which  companies,  to  the  satisfaction  of  the 
Atlantic  A  Great  Western  and  Erie  Companies,  were,  from  dif- 
ferent causes  and  with  some  of  the  signers  of  the  agreement 
of  March  23,  as  well  as  with  others  making  lower  rates 
than  that  agreement  provided,  and,  notwithstanding  the  re- 
duced rates,  the  Erie  had  for  those  reasons  made,  it  trans- 
ported much  the  smallest  share  of  the  oil,  which  was  further 
reasonable  proof  that  its  reduced  oil  rates  were  not  then  below 
those  of  its  rivals. 

As  additional  proof  that  this  agreement  of  March  25, 1872, 
did  not  continue  to  September,  1874  ;  in  November,  1873,  the 
open  rate  was  reduced  to  $1.23  from  Oil  City  to  Nrw  York,  and 
to  $1.30  on  refined,  instead  of  $1.35  and  $1.50,  as  in  this  March 
agreement  provided. 

The  Erie  and  Atlantic  &  Great  Western  were,  therefore  at 
that  time,  the  only  outlets  for  producers,  shippers  and  refiners 
who  were  outside  of  and  independent  of  the  two  largest  com- 
panies then  in  the  dififejent  branches  of  the  oil  trade— the  Em- 
pire Line  and  the  Standard  Oil  Company,  yet  notwithstanding 
that  fact  and  the  reduced  rates  made  by  the  Atlantic  &  Great 
Western  and  Erie  Companies  to  those  outside  parties,  theentire 
shipment  of  bil  over  the  Erie  Railway  for  the  calendar  year 
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1873  aggregated  but  762,000  barrels  out  of  a  total  of  4,963,000 
barrels  received  at  Baltimore,  Philadelphia  and  New  York  by 
the  Pennsylvania  and  New  York  Central  routes.  In  other 
words,  our  traffic  was  but  about  5  per  cent,  of  that  total  and  no 
stronger  proof  can  be  cited  in  support  of  the  fact  that  the  ship- 
pers, under  the  agreement  of  March  25,  solicited  and  secured 
lower  rates  from  our  rivals  than  those  they  agreed  in  that  con- 
tract to  pay  and  charge  ;  that  answers  your  first  question. 

By  the  Chairman  : 

Q.  I  understand  from  the  first  part  of  jour  statement,  that 
within  this  period  two  at  least  of  the  signers  of  the  March 
agreement  had  obtained  lower  rates  from  you  ?  A.  From  us, 
upon  the  proof  that  prior  to  that  they  got  lower  rates  from  the 
other  Trunk  roads. 

Mr.  Stebne — In  conformity  with  my  suggestion  to  the  Chair- 
man at  the  outset  of  this  branch  of  the  investigation,  it  seems 
to  me  that  the  statements  made  in  Mr.  Blanchard's  testimony, 
such  as  that  "  no  stronger  proof  can  be  required,"  etc.,  which 
are  merely  argumentative,  ought  to  be  eliminated  from  this 
testimony  ;  in  other  words,  that  he  should  confine  himself,  in 
so  far  as  the  relations  of  the  Erie  Company  are  concerned  to 
the  oil  business,  to  the  statement  of  facts,  and  not  go  into  an 
argument. 

Mr.  Shipman — It  is  not  intended  as  an  argument  here,  but 
is  intended  to  justify  the  action  of  the  Erie  Railway  at  the  time 
in  regarding  to  the  contract  as  not  operative. 

The  Chaieman — It  produced  the  conviction  upon  which  he 
acted  at  the  time. 

Mr.  Shipman — Exactly. 

The  Witness — That  is  the  only  connection  in  which  I  put  it; 
it  is  fortified  by  Mr.  Scheide's  testimony — that  before  he  came 
to  us  he  had  this  broken  rate  by  the  Empire  Line. 

The  Chaibman — That  he  has  already  testified  to,  and  I  think 
there  is  no  objection  to  that. 

Mr.  Stebne — I  do  not  object  to  any  fact,  but  to  inferences, 
and  mode  of  statement. 

-The  Chaieman — He  shows  in  his  statement  the  part  that  is 
inference,  and  he  seems  to  know  it  to  be  a  fact.  .    '  ,    v 

Tbe  Witness — I  do  absolutely  know  it  to  be"  a  fact.       ••    '  ■  - 
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The  Chaibman — I  do  not  think  there  is  anything  objection- 
able in  that,  Mr.  Sterne. 

By  Mr.  Shipman  : 

Q.  Please  state  to  the  Committee  the  operation  of  this  con- 
tract of  April  17,  1874,  with  the  Standard  Oil  Company,  and  if 
you  had  other  shippers  at  the  time,  how  they  were  treated  as  to 
rates  and  facilities,  compared  with  the  Standard  Oil  Company? 
A.  I  reported  this  unsatisfactory  result  to  Presidents  Watson 
and  Devereaux,  and  the  latter  solicited  from  the  Standard  Oil 
Company  a  share  of  its  shipments,  which  at  that  compara- 
tively early  date,  were  the  largest  made  by  any  single  oil 
refining  organization,  and  as  the  magnitude  of  their  shipments 
at  that  time  has  been  questioned,  I  note  here  that  Mr.  W.'  H. 
Vanderbilt  telegraphed  William  Hasson,  President  of  the 
Producers'  Union  at  Oil  City,  on  the  6th  of  April,  1872,  in  the 
pamphlet  already  in  evidence,  as  follows  ;  "  The  Standard  Oil 
Company  has  been  for  the  past  three  or  four  years  our  largest 
customer.''  ''*: 

Mr.  Cassatt  also   testified,  in  his   testimony  of  March  21, 
1879,  now  in  evidence  in  this  case,  "  that  in  the  spring  of  1873,' 
"  the  Standard   Oil  Company  were  the  largest  refiners  at  that 
"  time  in  the  country." 

President  Devereaux's  negotiations  resulted  in  the  •i3on(racit 
between  the  Atlantic  &  Great  Western  and  Erie  Companies 
and  the  Standard  Oil  Company,  dated  17th  April,  1874,  taking 
efi'ect  May  1,  1874,  a  copy  of  which  I  now  submit. 

Mr.  Shipman — Has  that  been  put  in  evidence  ? 

The  Witness — I  think  so. 

Mr.  Sterne — I  think  not. 

Mr.  Shipman — If  not,  we  desire  to  submit  it  now. 

"  Ageeement  concluded  this  17th  day  of  April,  A.  D.  1874,  by 
and  between  the  Brie  Eailway  Company  and  the  Atlantic  & 
Great  Western  Kailroad  Company,  parties  of  the  first  part 
and  the  Standar4  Oil  Company,  of  Cleveland,  Ohio,  party  of  the' 
second  pait,  witnessetli: 

"  1st.  The  parties  of  the  first  part  agree  to  furnish  a  sufiBcient 
number  of  good  and  suitable  cars  for  the  purpose  of  trans- 
porting  petroleum  and  its   products  from   the  refineries  now 
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owned  by  the  party  of  the  second  part,  at  Cleveland,  Ohio, 
and  Oil  City,  Pa.,  and  any  others  they  may  hereafter  control 
or  own,  to  Weehawken  Oil  Yards,  in  New  Jersey. 

"2d.  The  parties  of  the  first  part  agree  to  transport  said 
products  of  said  refineries,  and  deliver  the  same  in  cars  (if 
destined  for  the  New  York  market)  at  and  upon  the  side  tracks 
connected  with  said  Weehawken  Oil  Yards,  in  good  order  and 
condition,  except  as  provided  for  in  Article  Four  (<1),  and  do 
all  switching  of  cars  at  said  oil  yards  necessary  to  the  prompt 
and  rapid  discharge  and  handling  of  cars  employed  in  said 
business.  They  also  agree  to  haul  said  cars  (whenever  prac- 
ticable) in  full  trains  over  their  respective  roads,  with  prompt- 
ness and  uniformity  of  movement,  and  accept  compensation 
therefor  as  hereinafter  provided. 

"  3d.  Rates  of  freight  on  all  of  said  products  to  be  made,  from 
time  to  time  between  J.  H.  Devereaux,  President  of  the  Atlantic 
&  Great  Western  Railroad  Company,  and  the  Standard  Oil 
Company ;  the  same  to  be  to  the  satisfaction  of  the  said  J.  H. 
Devereaux,  President ;  to  be,  however,  no  higher  than  is  paid 
by  the  competitors  of  the  said  Standard  Oil  Company  from 
competing  western  refineries  to  New  York  by  all  rail  lines — 
each  of  said,  railway  companies  accepting  its  pro  rata  propor- 
tion of  the  threugh  rate  thus  made. 

"  4th.  The  party  of  the  second  part  agrees  not  to  ship  more 
than  fifty  (;J0)  per  cent,  of  the  product  of  its  said  refineries  by 
any  other  line  or  lines  eastward,  to  be  shown  by  monthly  state- 
ments verified  by  its  President  and  Secretary.  It  also  agrees 
to  assume  all  risks  and  losses  of  its  property  by  fire  when  in 
the  charge  or  custody  of  the  parties  of  the  first  part,  whether 
said  property  is  being  moved  in  trains  or  is  stored,  or  lying  at 
any  station  between  place  of  shipment  and  destination  (both 
included).  It  further  agrees  to  assume  all  losses  from  natural 
leakage  or  breakage,  except  the  same  is  caused  by  collisions 
or  the  wrecking  of  cars  by  unavoidable  accidents.  It  also 
agrees,  at  its  own  cost,  to  safely  load  at  places  of  shipment  all 
of  said  products,  and  unload  the  same  when  delivered  at  the 
said  Weehawken  Oil  Yards,  and  furnish  said  products  for  ship- 
ment with  as  great  regularity  as  possible. 

"  6th.  In  the  event  of  unavoidable  detention,  occasioned  by 
the  elements,  or  by  strikes  of  employees  of  the  parties  of  the 
first  part,  or  either  of  them,  whereby  said  first  parties  are  un- 
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able  (for  the  time  being)  to  fulfill  their  covenants  under  this 
agreement,  then  it  shall  be  the  duty  of  said  first  parties  to  im- 
mediately notify  the  second  party  of  such  casualty  or  strikes, 
and  such  casually  or  strike  shall  be  considered  good  and  siif- 
ficient  cause  for  delay  in  the  execution  (for  the  time  being)  of  the 
provisions  of  this  agreement.  And  said  first  parties,  and  each 
of  them,  shall  be  saved  from  all  obligation  for  the  fulfillment 
of  this  agreement  during  the  period  of  such  detention,  anything 
in  this  contract  to  the  contrary  notwithstanding.  It  shall  be  the 
duty  of  said  first  parties  to  proceed  forthwith  to  put  themselves 
in  position  to  resume  their  obligations  under  this  agreement, 
giving  notice  at  the  earliest  possible  moment,  to  the  second 
party  of  their  ability  to  resume. 

"  6th.  The  Erie  Railway  Company  for  itself  hereby  stipulates 
and  agrees  to  and  with  the  second  party,  that  on  or  before  the 
first  day  of  May,  A.  D.  1874,  it  will  give  full  and  complete  pos- 
session of  the  property  known  as  the  Weehawken  Oil  Yards, 
in  New  Jersey,  together  with  all  buildings,  erections,  docks, 
and  appurtenances  thereunto  belonging,  unto  the  second  party 
to  have  and  to  hold,  with  all  revenues  derived  therefrom,  from 
and  after  the  said  first  day  of  May,  A.  D.  1874,  or  until  the  ex- 
piration of  this  agreement,  as  otherwise  herein  provided.  The 
Erie  Railway  Company  further  agrees,  at  its  own  cost,  on  or 
\^§fpi\e  the  first  day  of  May,  A.  D.  1874,  to  put  said  buildings, 
erections,  and  appurtenances  in  good  repair ;  after  which  said 
second  party  shall  maintain  the  same  in  like  good  order,  and 
do  all  dredging  required  to  provide  and  preserve  the  requisite 
depth  of  water. 

"  7th.  In  consideration  of  the  possession  of  said  Weehawken 
Oil  Yards,  the  second  party  hereby  agrees  to  and  with  the 
Erie  Railway  Company  as  follows,  to  wit :  To  pay  weekly  to 
said  Erie  Railway  Company  the  sum  of  five  (5)  cents  on  each 
and  every  barrel  (of  145  gallons)  of  crude  oil,  and  the  same 
sum  on  each  and  every  barrel  (of  not  to  exceed  46  to  48  gal- 
lons) of  the  products  of  petroleum  passing  through  or  into  the 
aforesaid  yards ;  the  rate  of  five  (5)  cents  to  be  absolute  on 
all  said  refined  products,  but  subject  to  rateable  reductions  on 
crude  oil,  in  case  the  terminal  charges  on  crude  oil  are  re- 
duced, taking  present  schedule  of  rates  thereon  (adopted  No- 
vember, 1872),  a  copy  whereof  is  hereto  annexed,  as  the  stand- 
ard ;  the  Erie  Railway  Company  retaining  the  right  to  reduce 
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said  sdheduje  of  rates  ,  on  crude,  to  meet  competition ;  the: 
second  pany  farther  agrees  to  conduct  said  warehouse  busi-, 
ne.ss  in  the  name  of  the  Erie  Eailwav  Company,  at  its  own 
cost  and  expense,  to  assume  such  risks  on  the  oil  while  in  its: 
possession,  as  the  Erie  Railway  Company,  or  the  Atlantic  & 
Great  Western  Eailroad  Company  would  be  responsible  for  to 
forwarders,  consignees,  or  owners,  after  its  arrival  and  delivery 
in  cars  at  yards ;  to  make  the  charges  uniform  to  all  parties  who 
use  the  yards,  or  for  whom  services  are  performed  therein,  and 
always  as  low  as  any  other  oil  yard  affording  proper  facilities 
for  the  transfer,  stora-.e,  preparation  and  shipment  of  the  oil 
at  the  terminus  of  any  railway,  or  other  line  competing  with 
the  Erie  Railway,  at  or  adjacent  to  the  port  of  New  York,  and 
generally  so  to  manage  the  premises  as  to  give  all  patrons  of 
tlie  road  fair  and  equal  facilities  for  their  oil  business  at  uni- 
form cost,  to  retain  and  pay  the  present  superintendent  and 
other  oflScers  and  employees  of  the  yard,  so  long  as  their 
duties  are  satisfactorily  performed,  and  from  time  to  time  to 
appoint  such  other  officers  as  shall  not  be  objected  to  by 
the  Erie  Railway  Com pauy,  to  maintain  the  buildings,  erec- 
tions, and  mechanical  appliances  of  the  premises  in  as  good', 
order  as  when  possession  is  given,  natural  wear  and  unavoid-; 
able  (by  due  diligence)  damages  from  the  elements  excepted,  to 
make  no  rules  or  regulations  discriminating  against  any  other 
shipper  or  shippers,  or  receivers.  It  is  understood  and  agreed 
that  the  consent  of  the  Erie  Railway  Company  is  to  be  ob- 
tained before  any  refined  or  crude  oil  shall  be  received  at  the 
Weehawken  Oil  Yards,  which  arrives  from  the  west  via  any 
transportation  line  competing  with  the  Erie  Railway. 

"  8th.  It  is  further  agreed  that  the  second  party  shall  assume 
the  charge  and  collection  of  freights  and  charges — accounts  to 
be  rendered  and  adjusted,  and  paid  weekly — Erie  way  bills  to 
govern  quantities  received,  except  when  the  same  are  shown 
to  be  incorrect,  or  loss  in  transit  (except  from  natural  leakage), 
has  occurred  through  fault  or  neglect  of  suid  railway  com- , 
panics,  or  eii  her  of  them.  Any  new  fixtures  which  the  partyof 
the  second  part  may  add  to  the  property,  shall  be  and  remain 
its  property,  and  they  may  remove  the  same  at  their  cost,  at 
the  expiration  of  this  agreement,  unless  mutually  satisfactory 
terms  of  purchase  and  sale  can  be  agreed  to.  : 

"  9th.  This  agreement  to  take  effect  and  be  binding  upon  the 
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parties  herieto,  on  the  first  day  of  May,  A.  D.  1874,  and  to  con- 
tinue until  the  first  day  of  May,  A.  D.  1877,  provided,  how- 
ever, that  either  party  may  terminate  the  same  upon  giving 
notice  in  writing  to  the  other  party  six  (6)  months  in  advance 
of  its  intention  so  to  terminate  ;  and,  provided  further,  that 
within  thirty  days  after  the  election  of  a  new  Board  of  Direc- 
tors, of  either  the  Erie  or  Atlantic  &  Great  Western  Kail- 
way  Companies,  the  second  party  shall  have  the  right  to  ter- 
minate this  agreement,  by  giving  notice  in  writing  to  the  other 
party,  one  month  in  advance  of  its  intention  so  to  terminate, 
and  upon  the  expiration  of  either  of  said  periodsj  this  agree- 
ment shall  be  then  at  an  end. 

"  lOth.  In  consideration  of  the  premises,  the  party  of  the 
second  part  agrees  to  pay  to  the  Erie  Railway  Cornpanj, 
weekly,  the  sums  which  such  weekly  settlement  shall  show  to- 
be  due  to  the  said  first  parties,  as  freight  on  its  property  de- 
livered at  the  Weehawken  Oil  Yards. 

"  11th.  It  is  hereby  expressly  understood  and  agreed,  that 
neither  of  the  said  parties  of  the  first  part  shall  be  liable  for 
the  acts  or  defaults  of  the  other ;  and  that  each  shall  only  be 
liable  for  its  own  acts  and  defaults,  on  and  over  its  own  line 
and  premises. 

In  witness  whereof,  the  parties  hereto  have  aflSxed 
their  hands,  this  twentieth  day  of  April,  1874. 

(Sd.)  The  Erie  Railway  Company, 

By  G.  R.  Blanohakd,  Second  V.-Pt. 

(Sd.)  Tfte    Atl.\ntio   &  Gee  at  WESXEriN 

Raileoad  Company, 

By  J.  H.  Deveeeaux,  Prest. 

(Sd.)  Standaed  Oil  Co., 

(Sd.)  By  Wm.  Rockbt'ellee,   Vice- Prest.  " 

This  is  the  first  agreement  the  Erie  Railway  Company  or  its 
connections,  ever  had  with  the ,  Standard  Oil  Company,  for 
transportation  to  the  seaboard.  It  was  signed  by  me  by  direc- 
tion of  President  Watson,  and, as  I  was  the  second  vice-presi- 
dent in  charge  of  the  traffic. 

The  third  clause  of  that  contract  defines  the  relations  of  the 
parties  as. to  rates,  as  follows: 

"  3d.  Rates  of  freight  on  all  of  said  products  to  be  made 
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from  time  to  time,  between  J.  H,  Devereaux,  President  of  the 
Atlantic  &  Great  Western  Eailroad  Company,  and  the  Stand- 
ard Oil  Company — the  same  to  be  to  the  satisfaction  of  the 
said  J.  H.  Devereaux,  President,  to  be,  however,  no  higher  than 
is  paid  by  the  competitors  of  the  said  Standard  Oil  Company, 
from  competing  western  refineries  to  New  York  by  all  rail  lines, 
each  of  said  railway  companies  accepting  its  pro  rata  propor- 
tion of  the  through  rate  thus  made. 

"  4th.  The  party  of  the  second  part  agrees  not  to  ship  more 
than  fifty  (50)  per  cent,  of  the  product  of  its  said  refineries  by 
any  other  line  or  lines  eastward,  to  be  shown  by  monthly 
statement,  verified  by  its  President  and  Secretary." 

The  latter  clause  was  stipulated,  because  at  that  time  the 
Standard  Oil  Company  did  not  ship  over  the  Pennsylvania 
Railroad,  and  gave  its  whole  seaboard  business  to  the  Erie  and 
New  York  Central  lines. 

The  receipts  of  oil  at  New  York,  Philadelphia  and  Bal- 
timore, for  the  year  1874,  by  way  of  the  Pennsylvania  Eail- 
road alone,  were  3,170,000  barrels,  or  about  68  per  cent,  of  the 
whole  by  the  three  routes,  while  via  the  Erie  &  New  York 
Central  for  the  same  period,  they  were  but  1,868,000  barrels, 
or  37  per  cent,  for  two  trunk  lines,  of  which  there  was  consigned 
in  the  name  of  the  Standard  Oil  Company  673,547  barrels,  or 
36  per  cent,  of  the  oil  trafiic  of  the  Erie  &  New  York  Central, 
or  but  13  per  cent,  of  the  seaboard  arrivals,  excluding,  how- 
ever, the  small  shipments  of  the  Baltimore  &  Ohio  Railroad. 

During  the  largest  portion  of  the  operation  of  this  contract 
of  April,  1874,  the  Standard  Oil  Company  shipped  no  crude 
oil  via  our  line,  and  all  crude  oil  sent  by  the  Erie  Railway 
to  New  York,  was  from  Scheide  on  Neyhart's  account,  and  re- 
fined cil  from  G.  Heye,  who  consigned  it  to  himself  at  New 
York. 

I  think,  since  writing  that,  however,  that  there  were  some 
very  small  shipments  for  a  person  testified  to  by  Mr.  Scheide, 
by  the  name  of  Karns. 

Mr.  Scheide  continued  to  ship  crude  oil  over  our  line  until 
about  March,  1875,  a  year  after  the  contract  just  submitted 
was  made  with  the  Standard  Oil  Company,  and  Mr.  Heye 
shipped  over  our  line  for  eighteen  months  after  the  Standard 
contract  with  us  just  read,  at  about  which  periods  they  both 
advised  us  that  their  business  interests  had  been  purchased  by 
123 
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the  Standard  Oil  Company.  Until  that  period  the  rates  cKarged 
to  them  and  to  the  Standard  Oil  Company  by  the  Erie  Railway 
and  its  connections  were  at  least  equal ;  and  I  find  among  my 
letters  a  proposal  by  the  Standard  Oil  Company  to  load  all  our 
crude  oil  cars  at  a  net  rate  (net  to  us)  of  five  cents  per  barrel, 
over  the  rates  then  paid  ns  by  Mr.  Scheide.  Further,  as  the 
Standard  Company  received  no  rebates  below  our  rates  to  other 
shippers,  it  did  not  for  that  reason  purch  se  or  control  these  or 
any  other  oil  interests  through  any  advantage  it  then  possessed 
fi'om  the  Erie  Companj'  or  its  connections. 

The  Chairman — Of  what  date  are  you  now  speaking  ? 

The  Witness — As  late  as  November,  1875 ;  I  draw  an  infer- 
ence as  to  the  rates  by  our  line  being  the  same  as  hj  the  other 
lines  ;  I  believe  it  to  be  true  of  them  all. 

By  Mr.  Shipman  : 

Q.  This  lease  of  17th  of  April,  1874,  covenants  for  the  lease 
of  the  Weeliawken  Oil  Docks  to  the  Standard  Oil  Company  ; 
state  to  the  Committee  what  steps  were  taken  to  prevent  the 
use  of  these  yards  by  the  Standard  Company  as  against  other 
shippers,  and  why  the  lease  was  made,  and  its  results  ?  A. 
The  contract  of  the  Standard  Oil  Company  of  April  17,  1874, 
(which  is  in  evidence),  which  also  covenanted  for  the  lease  of 
the  Weehawken  Yards,  as  far  as  the  same  affected  shippers  or 
receivers  other  than  the  Standard  Oil  Company,  was  protected 
by  the  following  clause  : 

"  To  make  the  charges  uniform  to  all  parties  who  use  the 
yards,  or  for  whom  services  are  performed  therein,  and  always 
as  low  as  any  other  oil  yard  affording  proper  facilities  for  the 
transfer,  storage,  preparation  and  shipment  of  oil  at  the 
terminus  of  any  railway. 

"  To  manage  the  premises  so  as  to  give  all  patrons  of  the 
road  fair  aiid  equal  facihties  for  their  oil  business  at  uniform 
cost  *  *  *  *  and  to  make  no  rules  or  regulations 
discriminating  against  any  other  shipper  or  shippers  or 
receivers." 

It  will  be  also  seen  that  the  Erie  Railway  Company  retained 
the  right  to  reduce  the  schedule  of  rates  at  the  yards  on  crude 
oil  to  meet  competition 

Mr.  Steene— I  object  to  Mr.  Blanchard's  testifying  as  to  the 
legal  effect  of  that  contract.     He  is  not  an  expert  as  a  lawyer. 
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Tke  contract  speaks  for  itself ;  and  we  can  draw  our  own  iu- 
ferepces  as  to  the  legal  effect  of  that  contract. 

The  Witness — I  will  state  the  facts  which  justify  the  con- 
clusion. 

Mr.  Stekne — I  have  no  objection  to  his  stating  facts ;  but 
he  now  proposes  to  draw  an  inference  as  to  what  the 
meauing  of  that  clause  is.  I  think  he  should  be  confined  to 
a  statement  of  what  was  done  ;  what  steps  were  taken ;  and  if 
thei-e  was  a  breach  of  the  contract,  and  the  Erie  Company  took 
any  steps  to  enforce  it,  he  can  state  what  these  were  ;  but  as 
to  the  general  commercial  or  legal  effect  of  a  particular  clause 
of  a  contract,  we  can  draw  our  own  inferences  better  than  can 
Mr.  Blanchard,  who  is  not  a  lawyer,  but  who  was  the  freight 
agent  and  traflSc  manager.  I  object,  therefore,  to  his  infer- 
ences, as  being  improper  testimony  and  of  no  value. 

The  Witness — The  inferences  are  drawn  from  the  facts,; 
shall  we  leave  you  to  draw  inferences  which  are  directly  con- 
trary to  the  facts  ? 

Mr.  Sterne — You  assume  to  state  that  what  the  company 
did  protected  it  from  competition.  Whatever  steps  you  took 
with  that  view  are  facts,  which  you  can  state  ;  and  we  wil 
draw  our  own  inferences  as  to  the  effect. 

The  Chateman — The  Committee  are  able  to  draw  their  own 
conclusions  as  to  the  effect  of  the  contract.  Eead  that  state- 
ment again. 

The  Witness — "  It  will  also  be  seen  that  the  Erie  Railway 
Company  retained  the  rights  to  reduce  the  schedule  of  rates 
at  the  yards  on  crude  petroleum  oil  to  meet  competition,  which 
it  did  for  Mr.  Seheide,  from  $8  to  $5  per  car  on  crude  oil ;  and 
the  charges  for  the  various  services  in  connection  with  refined 
oil  was  the  reduced  prices  which  had  been  made  by  the  Erie 
Railway  Company  in  the  prior  November,  a  copy  of  which  was 
made  part  of  the  contract." 

Mr.  Sterne — That  ought  to  be  stricken  out,  as  the  contract 
speaks  for  itself. 

The  Chairman— I  see  no  objection  to  that ;  did  you  make 
that  rate  below  the  rate  to  the  Standard  Company  ? 

The  Witness — The  Standard  Company  was  shipping  no  re- 
fined oil  at  that  time  ;  and  the  reduction  was  only  upon  crude 
oil. 

The  Erie  Company  has  also  always  retained  and  paid  the 
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agent  and  several  employees  of  the  yard.  The  Pennsylvania 
Railroad  had  similar  yards  connected  with  its  terminus  at 
Communipaw,  New  Jersey,  which  yards  were  managed  by  the 
National  Storage  Company  ;  and  the  New  Tork  Central  had 
but  limited  terminal  facilities  for  oil  at  Sixty-fifth  Street,  North 
river.  New  York.  In  the  discussion  upon  this  contracts  we 
found  the  New  York  Central  Company  delivered  oil  at  the 
same  through  rates  at  the  yards  already  owned  or  controlled 
by  the  Standard  Oil  Company  at  Hunter's  Point,  Brooklyn  ; 
aind  the  Standard  Company,  for  a  considerable  time,  urged  the 
Erie  Company  to  similarly  deliver  their  oil  at  the  same  point, 
at  the  same  rates  ;  this  would  have  required  the  Erie  Company 
not  only  to  abandon  the  use  of  the  extensive  yards  provided  for 
this  business  at  Weehawken,  but  to  incur  an  expense  then  es- 
timated at  twelve  cents  per  barrel,  in  lieu  of  an  income,  as  in 
the  agreement  providedj  of  five  cents  per  barrel,  making  a  dif- 
ference in  the  net  result  to  the  railway  company  of  about  sev- 
enteen cents  per  barrel. 

The  Chairman — Were  you  under  any  obligation  to  deliver  at 
that  point- — ^^even  though  the  Standard  Oil  Company  required 
you  to  do  so  ? 

The  Witness — We  were  under  no  obligation  to  do  so  ;  but  if 
the  oil  cost  there  seventeen  cents  per  barrel  more  by  our  line 
than  by  others,  it  had  the  effect  to  throw  the  business  off  of 
our  road ;  the  Standard  Oil  Company  did  not  require  us,  but 
they  requested  us  to  deliver  it  at  Hunter's  Point ;  I  will  state 
the  reasons  in  what  follows  : 

This  difference  was  estimated  at  about  170,000  per  annum, 
on  the  business  at  that  time  ;  and  the  Erie  Company  therefore 
declined  to  deliver  the  oil  at  Hunter's  Point,  or  permit  it  to  be 
taken  from  its  yard  in  lighters  except  in  exceptional  cases ;  as, 
for  instance,  small  quantities  to  vessels  lying  in  the  stream, 
when  it  was  cheaper  than  for  vessels  to  go  to  the  docks. 

A  prop-,)sition  was  then  made  that  the  Standard  Company 
lease  the  yards  and  operate  them,  with  the  foregoing  protection 
to  other  shippers,  and  it  was  so  finally  agreed  to  as  detailed  in 
the  contract. 

By  Mr.  Stebne  : 

Q.  Why  did  the  leasing  of  the  yards  give  to  the  Standard 
Company  after  your  refusal  to  deliver  oil  at  Hunter's  Point,  an 
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advantage  equivalent  to  tliat  of  37  cents  per  barrel?     A.  li 
did  not  make  any  difference  to  them  ;  it  made  that  difference  to 
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Q.  If  it  did   not  make  any  difference  to  thLm,  why  should 
your  refusal  have  thrown  the  business  into  the  hands  of  an- 
other railroad  ?    A.  I  do  not  see  any  connection  between  your 
two  questions,  or  else  I  do  not  understand  the  question. 
By  the  ChaikmAn  : 

Q.  Why  could  you  not  have  said  to  the  Standard  Com- 
pany, "  we  will  deliver  at  our  own  docks?  "  A.  That  was  just 
what  we  did  say. 

Q.  Had  they  such  c-mtrol  of  the  market  that  you  could  not 
handle  your  own  oil  or  the  oil  at  your  terminus?  A.  We  could 
handle  the  oil ;  but  we  had  no  oil  of  any  moment,  except 
what  came  from  them. 

Q.  And  so  you  had  either  to  do  that  or  lose  their  traffic. 
A.  Or  lose  their  traffic. 

By  Mr.  Stebne  : 

Q.  They  took  the  lease,  so  far  as  they  were  concerned,  as  an 
equivalent  to  having  the  oil  delivered  to  them  at  Hunter's 
Point?     A.  Yes. 

Q.  Then  it  was  your  alternative  either  to  deliver  the  oil  at 
Hunter's  Point,  or  to  give  that  lease  -to  the  company  ?  A.  I 
have  said  nothing  of  the  kind,  and  I  desire  to  distinctly  and 
emphatically  deny  any  such  inference  from  my  statement. 

Mr.  Shipman—  They  leased  the  docks  ? 

The  Witness — They  leased  the  docks. 

The  Chairman — I  understood  you  to  say  that  if  you  had  not 
leased  your  docks  to  them  in  the  manner  you  did,  they  would 
have  sent  their  oil  by  way  of  the  New  York  Central,  and  you 
would  have  lost  the  traffic. 

The  Witness — The  Standard  Company  had  a  force  of  men 
real  estate,  houses,  tanks  and  other  facihties  at  Hunter's  Piont 
for  receiving  and  coopering  the  oil ;  and  they  had  their  cooper- 
age materials  delivered  over  there.  The  arrangement  prior  to 
that  time  was  that  the  Erie  Company  perlormed  this  service 
for  its  outside  refiners  at  Weehawken,  for  which  the  Erie  Com- 
pany made  specific  charges,  and  added  them  to  their  rates  for 
freight.  The  Standard  Company  said  to  us :  "  We  do  the 
business  at  low  cost  at  Hunter's  Point,  because  we  are  expert 
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oil  men,  and  know  liow  to  handle  it ;  we  pay  nobody  a  profit, 
and  cannot  and  ought  not  to  pay  j^ou  a  profit  for  a  service  that 
is  not  transportation,  any  more  than  inspecting  flour  or  cotton  ; 
and  the  New  York  Central  delivers  our  oil  at  that  point.  Now, 
if  you  will  deliver  our  oil  at  Hunter's  Point,  and  permit  us  to 
do  this  business,  you  may  do  so;  we  want  to  do  that  business, 
and  we  cannot  pay  to  the  Erie  Railway  Company  at  Wee- 
hawken,  a  profit  on  all  of  those  staves,  heads,  cooperage,  filling, 
refilling  and  inspection,  for  vfe  have  our  own  force  of  men,  and 
our  own  yards  necessary  for  this  work,  in  another  part  of  the 
harbor  of  New  York,  and  it  is  not  a  part  of  your  business 
as  a  carrii'r,  anyway."  In  lieu  thereof,  and  for  the  profits  that 
we  could  have  made  from  the  aggregate  of  these  charges,  we 
said  to  them  "  if  you  will  pay  us  a  fixed  profit  upon  each  one 
of  these  barrels  of  oil  arriving  here,  you  may  take  the  yards 
and  run  them,  subject  to  certain  limitations  as  to  what  you 
shall  do  for  other  people  who  continue  to  ship  oil  to  the  same 
yards  ;  and  that  the  list  of  charges  to  be  made  at  Weehawken 
were  to  be  the  same  as  those  made  at  New  York  ;  and  that 
they  should  not  exceed  the  list  of  charges,  which,  for  that 
purpose,  and  for  the  ]3rotection  of  the  ontside  pubhc,  were 
added  to  the  contract,  as  being  the  rates  we  had  charged  for 
the  same  services  in  the  prior  November. 

The  Chairman; — They  were  only  able  to  make  this  arrange- 
ment with  you  because  of  their  controlling  such  a  large  per- 
centage of  shipments  ?  A.  Clearly,  and  their  own  terminal 
facilities  in  Brooklyn  ;  if  the  larger  percentage  of  shipments 
had  belonged  to  outside  parties,  and  they  had  no  yards  of  their 
own,  we  would  probably  have  retained  the  yards  ourselves. 

Tlie  Atlantic  &  Great  Western  Company  was  interested  in 
this  conclusion,  because  if  the  oil  was  delivered  at  Hunter's 
Point,  it  would  have  been  required  to  pro  rate  the  charge 
therefor,  while,  as  agreed,  its  rate  was  not  subject  to  that 
among  other  reductions.  In  addition  to  these  cogent  reasons 
it  was  believed  by  Presidents  Watsons  and  Devereaux  that  the 
lease  would  more  fiimly  bind  the  .large  Standard  shipments 
to  their  railways,  and  to  that  extent  induce  them  not  to  con- 
sider as  much  as  otherwise,  other  water  or  rail  outlets,  and 
give  them  an  additional  or  more  permanent  interest  in  adher- 
ing to  our  line. 

After  Mr.  Je-w^^tt  became  President,  he  required  me  to  re- 
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port  the  circumstances  of  this  lease  as  known  to  me ;  and  the 
foregoing  and  other  main  reasons  decided  him,  after  full  exam- 
ination and  careful  consideration,  to  continue  the  arrange- 
ment. 

On  July  10th,  1874,  the  yards  were  almost  entirely  destroyed 
by  fire,  and  the  same  questions  arising  in  connection  with  re- 
building them,  the  same  facts  and  means  again  influenced  a 
substantial  renewal  of  the  arrangement,  which  has  continued 
until  this  time.  During  the  lease  of  these  yards  by  the  Stand- 
ard Company,  Mr.  Scheide  continued  to  ship  crude  oil  until 
March,  1875,  and  Mr.  Heye  to  send  refined  oil  to  the  same 
yards  until  Novembei',  1875,  receiving  equal  and  fair  treatment 
and  rates  in  handling  their  oil. 

Mr.  Sterne — T  object  to  the  statement  that  these  shippers 
received  fair  and  equal  treatment  at  those  yards  from  the 
Standard  Oil  Company.  That  is  a  defense  of  the  Standard  Oil 
Company,  which  is  not  relevant  here.  It  is  a  statement  which 
Mr.  Blanchard  can  know  nothing  about. 

The  Witness — Both  of  those  parties  stated  to  me  distinctly 
at  the  time  that  such  was  the  fact. 

Mr.  Sterne — Then  let  them  so  state.  It  is  clearly  hearsay 
evidence. 

The  Chaiuman — Finish  the  sentence  as  you  have  it  written. 

The  Witness — "  The  railway  company  modified  the  rates 
charged  to  them  for  yard  services,  and  the  transaction  of  the 
business  at  that  point  was  to  their  satisfaction,  as  stated  to  me 
at  that  time." 

Mr.  Sterne — What  they  may  have  stated  to  Mr.  Blanchard 
is  not  evidence  in  any  sense  of  the  term. 

Ml".  Shipman — We  are  charged  with  not  securing  to  outside 
shippers  fair  treatment.  Now,  if  in  the  day  and  time  of  it, 
when  the  thing  was  in  practical  operation,  the  outside  shippers 
came  to  us  and  stated  that  they  were  perfectly  satisfied  with 
the  arrangement,  certainly  we  have  a  right  to  state  that  fact  to 
vindicate  ourselves. 

The  Chairman — I  think  not.  I  think  that  the  objection  to 
both  of  these  sentences  is  well  taken.  The  way  to  prove  that 
they  had  equal  and  fair  treatment  is  to  prove  what  rates  were 
paid  by  each.  Mr.  Blanchard  simply  states  what  these  gentle- 
men said  to  him,  which  would  clearly  not  be  proper  evidence 
in  court. 
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Mr.  Shipman — It  is  a  part  of  the  res  gestae  ;  a  transaction  in 
relation  to  the  business,  on  the  day  and  'time  of  it,  and  it  would 
be  adinissable  in  a  court  of  law  on  the  ques-tion  as  to  whether 
we  were  discharging  our  duty  in  that  behalf  to  these  shippers 
or  not. 

Mr.  Sterne— I  do  not  think  that  it  would  be. 

Mr.  Shipman — The  Supreme  Court  have  sauctioued  the  same 
principle  over  and  over  again. 

The  Chaikman— Mr.  Scheide  has  already  testified  that  he 
was  satisfied  as  to  the  way  that  he  was  used.  I  do  not  think, 
so  far  as  that  statement  is  concerned,  that  it  is  at  all  advan- 
tageous for  you  to  state  it,  and  as  it  is  measurably  a  defense  of 
the  Standard  Oil  Company,  I  wish  you  would  strike  it  out. 

The  Witness— Shall  I  strike  out  the  words  "  equal  and  fair 
treatment  ?" 

The  Chairman — Yes. 

The  Witness— Shall  I  strike  out  the'  statement  that  "  the 
railroad  companies  modified  the  rates  ?" 

The  Chaikman — No. 

The  Witness— Shall  I  strike  out  the  words  that  "  the  trans- 
action of  the  business  at  that  point  was  to  their  satisfaction  ?" 

The  Chairman — Yes. 

Mr.  Shipman— You  can  state  that  you  had  no  information  to 
the  contrary. 

The  Witness — But  I  had  positive  information  that  it  was 
satisfactory  to  them. 

Mr.  Shipman — I  think  that  Mr.  Blanchard  may  be  permitted 
to  state  that  no  complaints  were  made. 

The  Chairman — Yes;  that  is  perfectly  proper. 

Mr.  Sterne — I  do  not  find  any  Standard  Oil  Company  con- 
tract from  the  Erie  Company  in  evidence.  I  now  remember 
that  Mr.  Jewett  testified  at  Saratoga  that  they  had  no  existing 
contract  witli  the  Standard  Oil  Company,  but  that  they  fol- 
lowed the  contract  of  the  New  York  Central  Eoad. 

The  Chairman — Let  us  have  that  fact  from  the  witness. 

Mr.  Shipman~How  is  that,  Mr.  Blanchard  ? 

The  Witness — There  is  no  contract  with  the  Standard  Oil 
Company. 

The  Chaikman — Was  it  your  understanding  that  you  were  to 
follow  the  contract,  in  evidence,  between  the  New  York  Central 
Eoad  and  the  Standard  Oil  Company  ? 
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The  Witness — No  ;  for  the  circumstances  diifer ;  I  have  been 
asked  to  produce  in  evidence  the  last  contract  we  have  made 
with  them ;  we  are  following  that  rather  than  the  one  with  the 
New  York  Central. 

The  Chaieman — ^You  have  not  given  us  that  contract. 

The  Witness — No  ;  but  I  will  before  I  get  through ;  my 
statement,  as  corrected,  will  rest  thus  : 

During  the  lease  by  the  Standard  Company,  Mr.  Scheide 
continued  to  ship  crude  oil  until  March,  1875,  and  Mr.  Heye 
to  send  refined  oil  to  the  yard  until  November,  1875.  The  rail- 
way company  modified  the  rates  charged  to  them  for  yard 
services,  and  no  complaints  were  made  by  them  of  yard 
service  or  charges  in  the  transaction  by  us  of  yard  services  at 
that  point. 

The  results  of  this  lease  were  to  secure  to  the  Erie  Com- 
pany the  relative  advantages  contemplated ;  and  in  1875  we 
received  revenues  of  about  $45,000  in  lieu  of  costs  of  delivery 
at  Hunter's  Point,  which  would  have  been  upwards  of  $60,000, 
or  an  advantage  of  $105,000  in  the  net  result  to  us  of  that  year. 
In  1878  our  income  from  this  royalty  was  over  $100,000  in  lieu 
of  an  estimated  outgo  of  $200,000,  at  but  ten  cents  per  barrel, 
had  we  delivered  the  oil  at  Hunter's  Point  as  did  the  New 
York  Central,  or  to  vessels  away  from  the  docks,  as  the  Penn- 
sylvania Railroad  is  compelled  by  shoal  water  to  do  from 
Communipaw ;  or  a  saving  to  our  company  of  about  $250,000 
upon  our  total  oil  traflQc  to  New  York  in  lb<78  between  the  two 
forms  of  delivery,  assuming  the  Standard  interest  to  have  re- 
ceived it  all. 

By  Mr.  Steene  : 

Q.  You  say  that  there  was  a  saving  of  $250,000 ;  is  that 
your'estimate  ?     A.  That  was  my  estimate  in  1878. 

Q.  Did  you  not  just  state  that  five  cents  per  barrel  was 
what  you  estimated  your  profit  to  be  on  the  handling  of  the 
oil,  cooperage,  and  etc.  ?  A.  Yes  ;  for  all  of  the  various  ser- 
vices that  we  were  expected  to  perform. 

Q.  If  that  was  your  profit  on  the  transaction,  how  does  it, 
come  that  you  consider  your  general  operation  of  the  Wee- 
hawken  docks  an  outlay  rather  than  a  profit  ?  A.  Because  if 
we  hiad  had  to  deliver  the  oil  at  Hunter's  Point  docks  we 
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would  have  lost  the  profits  and  paid  the  transfer  across  the 
harbor  besides. 

Q.  That  would  have  cost  you  how  much  ?  A.  Six  cents  per 
barrel. 

Q.  If  you  had  not  given  the  lease  of  the  Weehawken  docks 
to  the  Standard  Oil  Company,  then  the  Standard  Oil  Company 
would  have  been  compelled  to  perform  that  service  itself,  if 
the  company  had  continued  its  shipments  on, your  road  and 
deliver  the  oil  at  Hunter's  Point  ?  A.  We  would  have  been 
compelled  to  deliver  as  the  New  York  Central  delivered  ;  we 
must  make  common  points  of  delivery  at  common  rates. 

Q.  Is  that  by  reason  of  an  agreement  with  the  Now  York 
Ceintral  ?  A.  That  is  by  reason  of  a  rule  which  applies  to  all 
business  that  I  know  of ;  it  is  an  unfailing  rule ;  a  rule  that 
will  not  require  any  agreement,  it  is  so  universal. 

Q.  You  would  have  considered  yourself  under  obligation  to 
do  that  ?  A.  Yes  ;  as  we  deliver  grain  in  the  harbor  as  other 
railroads  do. 

Q.  Do  I  understand  that  you  would  have  considered  yourself, 
in  lieu  of  making  a  lease,  under  obligation  to  deliver  at  Hun- 
ter's Point?  A.  At  whatever  point  the  New  York  Central 
delivered — -'if  that  was  the  point. 

Q.  We  will  confine  it  to  Hunter's  Point ;  the  New  York  Cen- 
tral did  deliver  at  Hunter's  Point  ?     A.  Yes. 

Q.  And  you  would  have  considered  yourself  obliged  to  de- 
liver at  Hunter's  Point  ?     A.  Yes ;  at  the  same  rate. 

Q.  Why,  then,  did  you  refuse  at  the  same  rate  to  deliver  at 
Hunter's  Point,  if  that  was  a  custom  so  universal  that  it  did 
not  require  any  agreement  whatever?  A.  Because  we  be- 
lieved we  could  get  a  lease  which  was  a  saving  of  this  amount 
of  money. 

Q.  That  does  not  answer  my  question;  -if  that  is  the  best 
answer  you  can  make,  I  cannot  insist  upon  a  better  ;  is  that 
the  best  answer  you  can  make  to  that  question  ?  A.  That  is 
the  best  I  can  give  you. 

By  Mr.  Shipman  : 

Q.  State  now  if  any  contracts  were  made  between  the  trunk 
lines  as  to  the  apportionment  of  oil  between  them,  what  effect, 
if  any,  it  had  upon  the  contract  of  April  17th,  with  the  Stand- 
ard Oil  Company,  and  why  and  how  this  latter  contract  was  ah-. 
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rogated  ?  A.  The  Erie,  by  the  contract  of  April  17th  with  the 
Standard  had  successfully  divided  the  business  of  the  Stand- 
ard Company  with  the  New  York  Central ;  and  both  the  Erie 
and  Central  then  decided  to  place  their  shippers  and  maintain 
them  in  as  strong  a  position  as  the  Empire  Line  and  its  pa- 
trons ;  and  we  so  stated  to  that  company. 

Q.  That  Empire  Line  was  the  Pennsylvania  Road  ?  A. 
Yes. 

By  Mr.  Stebne  : 

Q.  And  your  shippers  were  the  Standard  Oil  Company  ? 
A.  Our  shippers  were  the  Standard  Oil  Company,  Mr.  Scheide 
and  Mr.  Heye. 

Q.  Had  you  any  Standard  Oil  shipments  on  the  1 7th  April, 
1874  ?  A.  That  is  the  date  of  the  contract  I  have  just  given 
you. 

Q.  When  you  speak  of  what  you  and  the  New  York  Central 
had  determined  to  do  for  your  shippers — confine  yourself  to 
this  service  under  that  contract.  A.  That  is  what  I  have 
done,  and  I  have  so  stated  distinctly. 

Q.  When  was  that  determination  arrived  at  ?  A.  Immedi- 
ately after  the  signing  of  the  contract. 

Q.  Immediately  after  the  signing  of  that  contract,  was  not 
the  Standard  Oil  Company  substantially  the  only  shippers  ? 
A.  No ;  Mr.  Scheide  and  Mr.  Heye  were  also  large  shippers  ip 
the  aggregate. 

Q.  What  was  the  proportion  of  shipments  made  by  the 
Standard  Oil  Company,  as  compared  with  those  made  by 
Scheide  and  Heye  ?  A.  The  Standard  Company  shipped  no 
crude  oil  whatever ;  and  Scheide  was  the  sole  shipper 
of  crude  oil  on  our  road;  of  the  refined  oil  about  85  per 
cent,  was  by  the  Standard,  and  15  per  cent,  was  Mr.  Heye,  as 
a  guess. 

Q.  As  to  the  Central' — the  whole  of  their  shipments  were 
Standard  Company?  A.  I  do  not  know  what  their  ship- 
ments were  or  io  whom. 

Q.  But  you  entered  at  that  time  into  an  agreement, with 
them  ?     A.  There  was  nothing  but  a  verbal  understanding. 

Q.  When  you  speak  of  agreements,  state  also  with  whom 
and  where  they  were  made  ?  A.  Every  agreement  that  we  have 
about  oil  is  stated  in  this  paper  without  the  slightest  conceal- 
ment or  evasion  of  any  kind  or  description  whatever. 
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Q.  When  you  speak  of  tlie  New  York  Central — with  whom 
was  the  negotiation  carried  on— with  what  men?  A.  I  should 
say  with  Mr.  Rutter,  though  I  may  have  talked  with  Mr. 
W.  K.  Vanderbilt,  or  Mr.  Tillinghast  or  Mr.  W.  H.  Vanderbilt. 

Q.  That  particular  agreement  of  1874,  was  with  whom  ?  A. 
I  cannot  state  ;  Mr.  Watson  would  see  Mr.  W.  H.  Vanderbilt 
at  times  and  say  certain  things  to  him ;  I  also  saw  Mr.  Rutter ; 
and  I  was  in  Mr.  Vanderbilt's  oflfice  on  several  conferences  ; 
but  I  cannot  state  with  whom  I  made  the  arrangements. 

By  Mr.  Shipman  : 

Q.  You  have  stated  that  immediately  after  the  contract  of 
April  17,  1874,  went  into  operation,  the  proportion  of  the 
Standard  oil — the  refined  oil — that  went  over  your  road,  was 
about  85  per  cent.  A.  I  think  so ;  of  the  refined  oil ;  per- 
haps more. 

Q.  And  Mr.  Heye  shipped  of  refined  oil  about  15  per  cent. 
A.  Yes. 

Q.  You  say  that  the  Standard  shipped  no  crude  oil  ?  A. 
None  at  all  at  that  time. 

Q.  That  was  shipped  by  Mr.  Scheide  ?     A.  Yes. 

Q.  How  did  the  amount  of  crude  oil  shipped  by  Mr.  Scheide 
compare  with  the  amount  of  refined  oil  shipped  by  the  Stand- 
ard Company,  and  by  Mr.  Heye ;  state,  if  you  can  ?  A.  I 
think  that  the  refined  oil  of  Mr.  Heye  and  the  crude  oil  of  Mr. 
Scheide  perhaps  equalled  in  amount  the  refined  oil  shipped  by 
the  Standard  Company  at  that  period. 

By  Mr.  Steene  : 

Q.  You  speak  of  what  was  consigned  to  the  Standard  Com- 
pany by  name  ?  A.  That  is  all  that  there  was  at  that  time. 
This  conclusion  finally  resulted  in  a  verbal  proposition,  early 
in  July,  187il,  from  J.  D.  Potts,  then  President  of  the  Empire 
Line,  that  while  matters  were  in  this  condition  it  would 
be  a  favorable  time  for  the  three  trunk  lines  to  pool,  and 
divide  their  entire  seaboard  oil  upon  a  money  basis,  the  trunk 
lines  and  their  interested  connections  first  agreeing  upon  their 
several  proportions.  As  Mr.  Potts  was  also  the  President,  and 
the  Empire  Line  was  the  owner  of  the  Union  Pipe  Lines,  he  at 
the  same  time  proposed,  without  consultation  with,  or  knowl- 
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edge  upon  our  part,  to  the  various  pipelines  in  the  thenoil 
district,  a  pipe  pool,  the  result  of  which  will  appear  later  in  my 
testimony.  While  the  contract  of  April  i7th,  between  the 
Erie  Eailway  and  the  Standard  Company  was  still  in  exis- 
tence and  operation,  the  discussions  upon  Mr.  Potts'  sugges- 
tion preceded,  were  concluded  and  were  finally  embodied  in  a 
pool  contract,  taking  eflfect  October  1st,  1874 

Q.  Have  you  that  contract?  A.  I  have  ;  it  has  not  before 
been  referred  to  in  the  course  of  this  discussion  ;  and  I  will 
now  read  it  as  evidence.     It  is  dated  October  1st,  1874 : 

"Memoeandum  op  an  Agbeement, 

made  between  the  Erie  JRailway  Company,  the  Pennsylvania 
Bailroad  Company,  the  Lake  Shore  &  Michigan  Southern 
Eailroad  Company,  the  Atlantic  &  Great  Western  Eailway 
Company,  the  Allegheny  Valley  Eailroad  Company,  the  Oil 
Creek  &  Allegheny  Eiver  Eailroad  Company,  and  the  Dun- 
kirk, Allegheny  Valley  &  Pittsburgh  Eailroad  Company,  for 
themselves  and  all  other  lines  leased,  operated  and  controlled 
by  them,  or  with  which  they  connect  for  the  purpose  of  effect- 
ing an  equitable  division  among  the  carriers  of  petroleum  oil 
to  the  seaboard. 

"  First. — Exhibits  of  the  total  oil  traffic  forwarded  from  the 
oil  regions  to  New  York,  via  the  three  trunk  lines,  and  to  Phil- 
adelphia and  Baltimore  via  the  Pennsylvania  Eailroad  routes, 
for  the  two  years  ending  July  31st,  1874,  show  that  during  that 
period  the  aggregate  proportion  to  New  York  was  62-^/^  per 
cent,  of  the  total,  and  37-i'Tnr  per  cent,  to  Philadelphia  and  Bal- 
timore jointly ;  it  is  declared,  for  the  purposes  of  this  agree- 
ment, thg,tthe  same  proportion  shall  govern  during  its  continu- 
ance, as  between  the  roads  transporting  oil  to  those  cities,  it 
being  further  understood  that  the  New  York  Central  Eailroad, 
the  Erie  Eailway  and  the  Pennsylvania  Eailroad  Companies  are 
entitled  to  share  alike  in  consignments  to  New  York,  and  that 
they  shall  be  so  divided  in  quantity  as  far  as  practicable;  ship- 
ments to  Baltimore  are  to  be  included  only  when  forwarded  i;ia 
the  Pennsylvania  Eailroad  routes.  If  the  Baltimore  &  Ohio 
Eailroad  Company  effects  a  connection  in  future  with  the 
Pennsylvania  oil  regions,  so  as  to  transport  crude  or  refined  oil 
thence  to  Baltimore  in  competition  with  the  parties  hereto,  the 
basis  of  the  division  in  so  far  as  it  effects  shipments  to  Balii)- 


3il6 
more,  may  then  be  revised  upon  the  request  of  any  party  here- 

tOi 

"  Second. — The  joint  proportion  due  the  three  trunk  lines,  car- 
riers of  oil  to  New  York,  and  that  of  the  Pennsylvania  Bailroad 
and  its  connections,  transporters  of  oil  to  Philadelphia  and 
Baltimore,  being  thus  ascertained,  fixed  and  agreed  to  as 
stated,  any  excess  of  traffic  transported  to  New  York  or  to 
Philadelphia  and  Baltimore  jointly,  or  to  New  York  by  any 
trunk  line,  party  hereto,  in  excess  of  the  other  to  the  same 
point,  shall  be  adjusted  as  follows  : 

"  Third. — If  the  three  trunk  lines  and  their  connections  jointly 
transport  to  New  York  an  aggregate  of  oil,  in  excess  of  62-,*^^^ 
per  cent.,  they  shall  pay  to  the  Pennsylvania  Bailroad  Com- 
pany, for  itself  and  its  connections  forming  its  routes  to  Phila- 
delphia and  Baltimore,  fifty  per  cent,  of  the  agreed  Philadel- 
phia through  rates  upon  said  excess,  in  the  proportion  in  which 
each  line  transported  oil  to  New  York. 

"  Fourth. — If  the  total  shipments  of  oil  to  Philadelphia  and 
Baltimore  jointly,  viaih&  Pennsylvania  Bailroad  routes,  exceed 
Sl-^^-ff  per  cent,  the  Pennsylvania  Bailroad  Company  shall  pay 
to  the  three  lines  leading  to  New  York,  for  themselves  and 
their  several  connections,  fifty  per  cent,  of  the  agreed  through 
rates  to  Philadelphia  upon  said  excess,  in  the  proportion  of 
one-third  thereof  to  each  trunk  line. 

"  Fifth. — If  any  trunk  line  or  lines  to  New  York  transport  an 
excess  over  one-third  of  the  aggregate  shipments  to  that  city, 
they  shall  pay  to  the  trunk  line  or  lines  transporting  less  than 
one-third,  fifty  per  cent,  of  the  agreed  net  through  New  York 
rates  upon  said  excess. 

"  Sixth. — In  all  rates  and  pool  adjustments,  the  connections  of 
the  several  trunk  lines  from  original  points  of  rail  shipments, 
shall,  and  they  hereby  agree  to  participate  in  equitable  pro- 
portions, to  be  agreed  as  between  each  trunk  line  and  them- 
selves ;  it  being  understood  that  all  shipments  of  crude  oil 
from  the  mouths  of  pipes  to  refineries  at  Pittsburgh,  Cleve- 
land, or  any  point  in  or  adjacent  to  the  oil  regions,  thence  in 
the  form  of  refined  oil  to  New  York,  Philadelphia  or  Balti- 
more, shall  be  included  in  the  pool  from  the  point  of  rail  ship- 
ment of  the  crude  to  the  point  of  destination  of  the  refined  oil, 
and  that  the  roads  transporting  such  oil  shall  participate  in 
the  pool,  as  above  provided  for.  
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"  Seventh.— Ih  the  above  and  all  other  matters  condected 
herewith,  each  of  the  trunk  lines  shall  act  and  pay  pool  bal- 
ances for  its  several  connections. 

"  Eighth.- — A  barrel  shall  be  computed  as  forty-five  gallons, 
whether  of  crude  or  refined  oil ;  naphtha,  benzine,  and  similar 
products,  in  bulk  or  barrels,  in  all  rates  and  adjustments 
growing  out  of  this  or  future  oil  agreements.  To  make  the 
operation  of  this  rule  uniform,  each  trunk  line  shall  appoint 
one  expert,  any  two  of  whom  shall  decide  upon  a  pla;n  for 
gauging  tanks,  and  they  shall  all  thereupon  gauge  all  tanks 
running  over  the  roads  of  the  parlies  hereto,  and  mark  their 
capacity  thereon  ;  said  experts  shall  also  determine  a  plan  for 
ascertaining  the  number  of  gallons  to  each  barrel  of  barreled 
oil. 

"  Ninth. — All  exhibits  and  computations  under  this  agreement 
shall  reduce  refined  oil  to  crude,  on  the  basis  of  one  and  one- 
third  barrels  of  crude  oil  for  each  barrel  of  refined ;  and  settle- 
ment of  pool  differences  shall  be  made  on  the  basis  of  the 
through  net  agreed  rate  on  crude  from  the  point  of  rail  ship- 
ment to  destination,  which,  until  changed,  is  $1.43  per  barrel. 
"  Tenth. — Commencing  October  1st,  1874,  it  is  agreed  that  the 
following  shall  be  through  freight  rates  from  any  refinery  in 
Cleveland,  Pittsburgh,  or  in  the  oil  regions,  upon  refined  oil : 

To  New  York $1  90  per  bbl. 

"   Philadelphia  and  Baltimore 1  75         " 

"   Boston 2  00 

Upon  crude  from  initial  points  of  rail  shipments 

To  New  York $1  fi5  per  bbl. 

"   Philadelphia   and  Baltimore 1  50         " 

"   Boston ,       ....       1  75 

"  The  roads  transporting  the  refined  oil  shall  refund  to  the  re- 
finers, as  a  drawback,  the  charges  paid  by  them  upon  the  crude 
oil  reaching  their  refineries  by  rail ;  and  the  roads  transport- 
ing through  crude  oil  to  the  eastern  seaboard  shall  refund  to 
the  shippers  twenty-two  cents  per  barrel;  both  of  said  draw- 
backs to  be  paid  only  on  oil  reaching  the  initial  points  of  rail 
shipment  through  pipes,  the  owners  of  which  maintain  agreed 
rates  of  pipeage,  it  being  understood  that  the  said  rates  of 
pipeage  shall  be  equitably  adjusted  as  between  the  several 
railroads,  and  that  they  shall  be  set  forth  in  a  contract  to  be 
entered  into  between  each  pipe  line  and  the  trunk  lines  parties 
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hereto  ;  such  agreed  rates  of  pipeage  being  of  importance  to 
the  parties  hereto,  and  constituting  a  valuable  consideration  to 
them. 

"  Oil  reaching  refineries  by  pipes  direct  shall  not  be  entitled 
to  the  drawbacks  on  refined  oil. 

"  When  a  refinery  receives  oil  both  by  pipes  and  rail,  and 
ships  the  same  in  whole  or  in  part  by  more  than  one  route  to 
Philadelphia  and  Baltimore,  or  New  York,  the  drawback  for 
the  fail  freight  paid  on  the  crude  oil  shall  be  paid  by  the 
transporters  of  the  refined  oil  in  proportion  to  the  total  amount 
of  refined  oil  transported  by  each  from  said  refinery,  regardless 
of  how  much  of  the  refined  oil,  so  transported  by  each,  is  the 
product  of  the  crude  brought  to  the  refinery  by  pipe  or  by 
rail. 

"  Eleventh. — Changes  in  the  oil  rates  shall  only  be  made  by 
agreement  of  the  trunk  lines ;  and  all  parties  interested  shall 
receive  sixty  days'  notice  of  such  intention,  it  being  understood 
that  all  changes  shall  take  efi'ect  on  the  first  day  of  a  month. 

"  TivelftJi. — The  following  local  rates  on  crude  oil  have  been 
established,  and  are  made  a  part  hereof,  and  they  shall  not  be 
exceeded  except  by  agreement  of  the  parties  directly  inter- 
ested :  1  , 

"By  the  A.  &  G.  W.  Ry.  Co.  and  C.  S.  &  M.  S.  Railways 
from  Oil  City,  Harrisville  or  Eaymilton  to  Cleveland,  35  cents 
per  barrel ;  by  the  Allegheny  Valley  Railroad  from  any  point 
north  of  Red  Bank  to  Oil  City  or  Titusville,  25  cents  and 
30  cents  per  barrel  when  to  Irvineton  on  through  eastern 
oil ;  also  by  the  A.  V.  R.  R.,  35  cents  per  barrel  on  oil  from 
any  point  on  its  line  to  Pittsburgh.  By  the  O.  C.  &  A.  R.  R. 
R.,  20  cents  per  barrel ;  Tidioute  to  Oil  City,  25  cents  per  bar- 
rel ;  Oil  City  to  Irvineton,  and  from  Tidioute  to  Irvineton,  15 
cents  per  barrel ;  also  25  cents  per  barrel  on  refined  oil  from 
Oil  City  and  Titusville  to  Union  and  Corry  via  both  Philadel- 
'phia  &  EriejRailroad,  and  A.  &  Gt.  W,  Ry.  line,  which  shall 
always  be  placed  upon  an  equal  basis  ;  on  refined  and  crude 
from  Rynd  Farm,  Tar  Farm  and  Columbia  Farm  to  Oil  City, 
15  cents  per  barrel ;  from  Greggs  and  Pioneer  to  Oil  City,  25 
cents  per  barrel. 

"  Thirteenth — All  settlements  under  this  agreement  shall  be 
made  monthly  by  the  auditor,  or  persons  designated  by  the 
parties  hereto. 
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"  FourteeniJi. — It  is  distinctly  understood  and  agreed,  that 
notMng  herein  contained  shall  be  construed  to  limit,  curtail,  or 
in  any  manner  to  regulate  the  oil  traffic  of  any  of  the  cities 
herein  named,  this  agreement  being  one  affecting  the  rail- 
roads, parties  hereto,  only,  and  being  intended  to  harmonize 
their  several  interests,  while  at  the  same  time  affording  full 
and  untramelled  facilities  to  oil  shipments  to  all  points  alike, 
thus  allowing  theftrade  to  take  its  natural  course. 

"Fifteenth. — It  is  hereby  agreed,  that  any  and  all  differences 
that  may  arise  under  operations  of  this  agreement,  which  can- 
not be  satisfactorily  adjusted  by  and  between  the  parties 
hereto,  shall  be  referred  to  the  Trunk  Line  Commissioners  for 
fair  and  equitable  settlement. 

"  Sixteenth. — To  equalize  the  transportation  charges  to  eastern 
and  western  refineries,  it  is  understood  that  naphtha,  benzine, 
gasoline,  or  similar  products,  and  residuum,  shall  all  be  charged 
and  collected  at  the  agreed  refined  rates  (at  present  $1.90  to 
New  York) ;  but  it  is  hereby  understood  and  agreed  that  each 
and  all  the  trunk  lines  may  refund  for  themselves  and  their 
several  connections,  the  entire  gross  refined  rate  (which  is  at 
present  11.90  to  New  York)  upon  those  products,  upon  the  fol- 
lowing conditions : 

"  1st.  These  articles  are  not  to  be  included  in  any  pool  settle- 
ments, adjustments  or  payments. 

"  2d.  The  amount  shall  not  exceed  fifteen  per  cent,  of  the 
amount  of  refined  oil  from  the  same  refineries. 

"  3d.  This  percentage  must  apply  in  the  same  calendar  month 
in  which  the  refined  oil  is  shipped. 

"  4th.  The  property  must  be  exactly  described  on  receipts, 
way-bills,  freight  bills,  freight  statements,  and  on  the  pack- 
ages. 

•'  5th.  Claimants  will  be  required  to  make  affidavits,  or  such 
other  forms  of  statements,  and  submit  such  proofs  and  their 
properly  to  such  examination  as  the  trunk  lines  may  require^ 
to  establish  evidence  that  the  character  of  the  property  trans- 
poirted  entitles  the  parties  to  the  drawback. 

"6th.  This  drawback  shall  only  be  paid  when  those  articles 
are  shipped  to  New  York,  Boston,  Philadelphia  or  Baltimore. 

"  7lh.  Any  shippers  ascertained  to  have  presented  a  fraudu- 
lent claim  for  such  drawback,  shall  thereafter  be  denied  any 
drawback  whatever  upon  those  products  by  any  and  all  lines 
parties  hereto. 
125 


3420 

"Seventeenth. — It  is  hereby  understood  and  agreed,  that  if  any 
trunk  line,  party  hereto,  ascertains,  upon  reliable  evidence,  that 
itself  or  either  of  the  other  trunk  lines,  parties  hereto,  has  been 
defrauded  in  the  repayment  of  the  said  drawback  on  benzine, 
gasoline,  naphtha  or  residuum,  or  that  an  attempt  has  been 
made,  or  an  improper  claim  has  been  presented,  with  that  ob- 
ject, all  parties  hereto  agree  to  promptly  discontinue  all  allow- 
ances therefor  to  all  shippers. 

"  Eighteenth. — It  is  agreed,  that  from  October  1, 1874,  the  Erie 
Eailway  Company  will  charge  eighteen  cents  per  barrel  of 
refined  oil  in  barrels  for  those  services  (including  ordinary 
storage)  at  their  Weehawken  Oil  Yards,  which  are  commonly 
known  as  warehousing  charges,  and  which  includes  delivery 
alongside  ships  lying  at  the  wharves  of  said  yards.  It  is  also 
agreed  by  the  Pennsylvania  Railroad  Company,  that  the 
Warehousing  Company  at  their  oil  terminus  shall  charge  the 
same  price  on  the  same  description  of  oil  for  similar  services, 
which  shall  be  held  to  include  delivery  alongside  ships  at  the 
wharves  in  deep  water  controlled  by  said  Warehousing  Com- 
pany. The  New  York  Central  &  Hudson  Biver  Railroad  Com- 
pany agree,  that  warehouses  to  which  they  deliver  refined  oil 
in  barrels  shall  not  charge  less  for  like  services  than  is  above 
agreed  to  be  charged  at  the  termini  of  the  other  aforesaid  roads. 
It  is  also  agreed,  that  neither  company  will  lighter,  or  pay  for 
lightering,  crude  oil,  but  will  require  consignees  of  crude  oil  to 
do  this  service  themselves,  or  at  their  own  cost. 

"Nineteenth.  —It  is  also  hereby  agreed,  that  the  following  rates 
shall  go  into  effect  January  1st,  1875,  on  the  same  basis  in  all 
other  particulars  as  hereinbefore  stated,  from  all  refineries  at 
Cleveland,  Pittsburgh,  and  at  points  in  or  adjacent  to  the  oil 
regions : 

To  New  York $2  15  per  bbl.  of  45  galls. 

"    Philadelphia  and  Baltimore.  2  00         "  " 

"    Boston 2  25        "  " 

"  Said  advance  not  to  be  shared  by  the  rail  lines  transport- 
ing the  crude  oil  to  the  refineries. 

"  The'  following  net  rates  on  crude  oil  shall  take  effect  on  the 
same  date,  from  the  rail  stations  at  the  mouths  of  the  pipes,  to 
the  following  points : 
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To  New  York ......  $1.61  per  bbl.  of  45  galls. 

"   Philadelphia  and  Baltimore .     1.46       "  " 

"   Boston 1.71 

"  Tioentieth. — Sixty  days'  notice  shall  be  given  in  writing  by 
either  party  to  all  the  others,  of  an  intention  to  terminate 
this  agreement ;  but  it  is  understood  that  such  notice  shall 
not  terminate  it  until  ninety  days  from  the  first  day  of  October, 
1874. 

The  Oil  Ckeek  &  AiLsaHENY  Eivee  Eailway, 
by  David  McCakgo,  Receiver. 

The  Ali^gheny  Valley  Railroad  Company, 

by  William  P.  Shinek,  Assistant  President. 
The  Pennsylvania  Eaileoad  Company, 
for  itself  and  connections, 

by  A.  J.  Cassatt,  M  Vice-President. 
The  Lake  Shore  &  Michigan  Southern  Eailway 
Company, 

by  A.  Stone,  Jr.,  Managing  Director. 
The  Erie  Eailway  Company, 

by  G.  E.  Blanchaed,  M  Vice-President. 
G.  E.  Blanchaed, 

for  The  Atlantic  &  Great  Western  Eail- 
ROAD  Company." 

These  facts,  and  the  settlements  made  between  the  trunk 
lines  in  accordance  therewith,  prove  conclusively  that  there 
was  nothing  in  our  contract  of  the  17th  of  April  with  the 
Standard  Oil  Company,  or  the  rates  or  practice  thereunder, 
inconsistent  with  the  obligations  of  the  later  or  trunk  line 
pool  of  October,  1874;  that  they  were  not  an  exception  to 
its  terms,  and  that  they  had  no  advantages  under  that  con- 
tract. 

Mr.  Sterne — I  object  to  that  statement  as  an  inference  of 
the  witness,  and  I  move  to  strike  it  out. 

The  Witness — Then  I  desire  to  state  it  as  a  positive  state- 
ment, and  not  as  a  conclusion  ;  I  will  modify  it  to  this  extent : 

There  was  nothing  in  the  Standard  Oil  Company  contract  of 
April,  1874,  in  conflict  with  the  pool  contract  of  October  1, 1874; 
and  under  the  pool  contract  of  the  1st  of  October,  the  Standard 
Company  paid  absolutely  the  tariff  rates  paid  by  everybody  else 
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shipping  over  tlie  Erie  Eoad  ;  and  I  certainly  believe  that  to 
be  true  of  the  New  York  Central  and  Pennsylvania  Eoads. 

Mr.  Steene — That  we  can  determine  for  ourselves  ;  I  insist 
that  all  that  should  be  stricken  out. 

The  Witness — Am  I  to  be  denied  the  privilege  of  stating 
what  I  know  as  to  the  rates  charged  ? 

Mr.  Sterne — The  inconsistencies  of  the  two  contracts  is 
an  inference  which  we  can  draw  as  well  as  can  Mr.  Blanchard. 

Tiie  Witness — No,  you  cannot  ;  for  I  had  charge  of  the 
freights,  and  you  had  not. 

Mr.  Steene— I  think  that  all  that  part  of  the  testimony  is 
gratuitous,  and  no  possible  value,  because  it  undertakes  to 
determine  the  meaning  of  contracts,  and  their  consistencies 
with  each  other ;  the  witness  is  not  stating  a  fact,  but  an 
inference. 

The  Witness — It  is  a  fact  undeniable,  and  absolutely  incon- 
trovertible. 

Mr.  Steene — You  are  not  now  making  any  statement  with 
reference  to  the  rates. 

The  Witness — I  did  make  such  a  statement. 

The  Chaieman — Will  you  read  the  statement  as  you  have 
modified  it  ? 

The  Witness — From  these  facts  and  the  settlements  made 
between  the  trunk  lines  in  accodance  with  the  pool  "contract 
there  was  nothing  in  our  contract  of  the  17th  of  April  with  the 
Standard  Oil  Company,  or  the  rates  or  practice  thereunder, 
inconsistent  with  the  obligations  of  the  later  or  trunk  line  pool 
of  the  1st  of  October,  1874,  and  they  were  not  an  exception  to 
its  terms  and  had  no  advantages  thereunder. 

The  Chaieman — It  is  difficult  to  separate  a  justification  of 
the  action  of  the  railroad  from  a  justification  of  the  Standard 
Oil  Company ;  I  think  if  you  modify  that  statement,  it  may  be 
permitted  to  go  in.  We  do  not  in  the  slightest  degree  want  to 
interfere  with  anything  that  is  proper  so  far  as  relates  to  the 
railroads.  It  is  clearly  an  inference.  The  actual  rates  would 
be  the  best  proof. 

The  Witness — I  now  propose  to  give  them ;  they  were  ab- 
solutely, under  this  pool  contract,  the  same  ;  I  desire  to  swear 
to  that  solemnly. 

To  arrive  at  the  basis  of  percentages  for  this  contract  was  a 
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difficulty  with  -which  the  Erie  had  to  contend,  owing  to  the 
causes  I  have  before  stated  ;  when  the  statistics  were  filed  for 
the  two  years  ending  July  31,  1874,  the  New  York  Central 
Company  had  36-^75-  per  cent,  of  the  New  York  business  only  ; 
the  Erie  Kailway  but  25xV  per  cent.,  and  the  Pennsylvania 
Kailroad,  S8^  per  cent. ;  the  agreement  was,  nevertheless,  ar- 
rived at  to  give  each  company  one-third  of  the  New  York  oil ; 
but  the  proportion  to  thereafter  come  to  New  York  was,  of 
course,  reduced,  because  of  the  small  business  the  Erie  had 
done  in  the  two  preceding  years,  as  I  have  detailed. 

Mr.  Sterne — How  do  you  reconcile  that  with  the  agreement 
by  which  was  read,  in  which  the  Standard  Company  agrees  to 
ship  over  your  line  50  per  cent,  of  its  whole  shipment,  in  con- 
sideration of  the  lease  of  the  docks  ? 

The  Witness — The  Standard  Company  shipped  nothing  by 
the  Pennsylvania  Eoad;  therefore  50  per  cent,  of  its  shipments 
was  to  us  and  50  per  cent,  to  the  New  York  Central ;  Mr.  Wat- 
son's award  to  the  Erie  Kailroad,  January  6, 1872,  was  271  per 
cent,  of  the  whole  of  the  oil  arriving  at  the  seaboard. 

Mr.  SaiPMAN — What  do  you  mean  by  Mr.  Watson's  award  ? 

The  Witness  -That  was  made  before  he  became  President 
of  the  Erie  Koad ;  the  trunk  lines  all  referred  the  division  be- 
tween the  roads  to  him,  and  he  made  that  award. 

Mr.  Sterne — That  was  when  he  was  President  of  the  South 
Improvement  Company  ?  A.  No  ;  he  was  not  at  that  time,  I 
think  ;  that  was  before  he  was  Presdent  of  the  South  Im- 
provement Company  ;  that  is  my  recollection  ;  and  I  desire  to 
state  explicitly  at  this  point  that  neither  the  Standard  Com- 
pany nor  any  one  in  its  interest  had  anything  to  do  with  sug- 
gesting or  making  the  railway  pool  agreement  of  October  1 ,  1874, 
beyond  the  hearing  given  to  all  oil  interests  during  its  discus- 
sion; and  to  repeat  that  the  contract,  and  the  manner  in  which 
it  was  to  deal  with  the  pipe  lines  was  the  suggestion  of  the 
President  of  the  Empii-e  Line  organizations,  rival  in  every 
sense  to  the  Standard  Oil  Company  and  the  Erie  Eailway. 

Mr.  Steene— That  is  a  defense  of  the  Standard  Oil  Com- 
pany to  which  I  object ;  it  ought  not  to  go  in. 

Mr.  Shipman— Mr.   Blanchard   is   simply   stating   that   the 


standard  Oil  Company  had  nothing  whatever  to  do  with  the 
negotiating  in  fixing  that  pool ;  and  that  is  a  fact. 

Mr.  Steene — How  can  he  know  that  ? 

Mr.  Shipman — Mr.  Blanchard  participated  in  all  of,  the 
discussions;  he  was  one  of  the  parties  who  carried  on  the  ne- 
gotiation which  finally  ripened  into  that  agreement. 

The  Witness — If  you  desire,  Mr.  Chairman  I  can  give  you 
twenty  reasons  why  I  know  it. 

The  Chaibman — If  you  know  it,  that  is  sufiioient ;  was  the 
Standard  Oil  Company  represented  at  those  conferences  ? 

The  "Witness — Only  at  a  very  few  of  them ;  the  railroads 
proceeded  without  any  reference  to  the  Standard  Oil  Com- 
pany. 

Mr.  Stebne — To  all  of  the  testimony  which  relates  to  the 
fact,  or  to  the  inference,  that  the  Standard  Oil  Company  did 
not  control  or  guide  ultimate  conduct  of  all  the  trunk  lines, 
I  object ;  Mr.  Blanchard  can  state  that  so  far  as  he  was  con- 
cerned, that  the  Standard  Oil  Company  did  not  to  his  knowl- 
edge, in  the  slightest  degree,  influence  his  action  ;  there  is  no 
objection  to  that ;  if  he  is  bound  to  give  negative  testimony 
upon  that  point,  I  am  willing  that  he  should  state  that ;  but 
he  surely  cannot  be  permitted  to  state  that  Mr.  Eutter,  or  Mr. 
Cassett,  or  Mr.  Devereaux  were  not  influenced,  directly  or  in- 
directly, by  the  Standard  Oil  Company. 

Mr.  Shipman — He  does  not  attempt  to  say  that;  he  simply 
says  that  the  Standard  Oil  Company  had  nothing  to  do  with 
the  pooling  contract. 

The  Chairman — He  may  limit  that  statement  to  the  Erie 
Kailway  Company  and  otherwise  leave  the  statement  as  it  is. 

The  Witness — The  statement  is  so  limited:  "  I  desire  to 
state  explicitly  at  this  point  that  so  far  as  the  Erie  Kailway  is 
concerned  neither  the  Standard  Oil  Company,  nor  any  one  in 
its  interest,  had  anything  to  do  with  suggesting  or  making  the 
railway  pool  agreement  of  October  1st,  1874,"  &c.  The  letter 
(testified  to  by  Mr.  Paterson)  of  Mr.  Kutter,  dated  September  9, 
1874,  which  has  been  read  in  evidence,  gave  notice  to  the 
shippers  by  this  line  of  the  terms  of  the  agreement,  then 
practically  determined  to  be  put  into  efi'ect  the  first  of  the 
next  month  by  all  of  the  trunk  lines. 
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By  Mr.  Steene  : 

Q.  Is  that  a  circular  to  which  you  assented  ?  A.  I  had  noth- 
ing to  do  with  the  circular. 

Q.  Did  you  know  of  the  intended  issue  of  that  ?  A.  I  did 
not ;  we  had  to  advise  all  of  our  connections,  and  they  had  to 
advise  all  of  theirs. 

Q.  Did  you  advise  yours  in  the  terms  of  that  circular  ?  A. 
Not  in  the  terms  of  the  circular ;  we  advised  them  in  accord- 
ance with  the  contracb.  The  principal  reasons  which  led  to  the 
contract  being  made  in  this  form,  were  the  following 

Mr.  Steene — I  should  like  to  have  that  statement  of  the 
reasons  which  influenced  the  Erie  limited  ? 

The  Witness — These  representations  were  made  to  officers 
of  the  trunk  lines  when  they  were  together ;  I  was  present  at 
those  conferences  and  heard  those  representations  over  and 
over  again. 

The  Chaieman — "VVe  will  hear  all  of  the  sentence  read,  so 
that  we  can  better  understand  what  he  is  coming  to. 

The  Witness — The  principal  reasons  which  led  to  the  con- 
tract being  made  in  this  form,  were  the  following  :  It  had  been 
urgently  represented  to  the  trunk  lines  by  some  refiners  at  the 
west,  as  well  as  by  others  at  the  seaboard,  and  also  by  crude 
shippers  and  receivers,  and  by  owners  of  pipelines,  that  it  was 
in  every  way  desirable  that  the  refiners  at  Cleveland,  Pitts- 
burgh and  those  at  t.he  seaboard  be  put  upon  a  basis  of  equal- 
ity in  the  gross  rates  of  transportation  to  and  from  the 
refineries,  to  do  which  the  element  of  distance  must,  to  a 
large  degree,  be  disregarded,  or,  in  other  words,  that  each 
transporter  must  look  to ,  its  average  monthly  rate  from  all 
points  of  refining  and  production,  instead  of  the  specific  rates 
from  each  or  any  point,  and  also  that  where  the  Pennsylvania 
Railroad  had  but  400  miles  to  the  seaboard,  against  550  by 
the  Erie  and  570  by  the  New  York  Central,  the  disparity  as 
between  the  trunk  lines  must  not  discriminate  against  the 
latter  railroads  or  New  York,  in  the  proportions  of  distance. 
Some  refiners,  as  at  Philadelphia  and  elsewhere,  and  producers 
at  difi"erent  points,  desired  that  in  considering  the  subject  in 
this  spirit  of  equalization,  the  railways  go  much  further  and 
fix  rates  of  transportation,  so  as  to  equalize  the  different 
prices  of  coal,  the  costs  of  cooperage,  materials  and  barrels, 
the  acids  used  in  manufacture,  &o.,  but  the  railways  deolinedi 
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with  the  statement  that  they  might  as  well  be  asked  to  equal- 
ize, by  their  rates,  the  various  rents,  salaries  and  taxes  of  dif- 
ferent refiners  at  different  points,  and  we  decided  to  limit  their 
action  to  transportation  only.  The  refiners  then  represented 
that  refineries  located  at  different  points  enjoyed  different 
classes  of  transportation  facilities  ;  for  example,  those  located 
at  Pittsburgh  could  and  did  at  times  receive  large  amounts  of 
their  crude  oil  by  bulk  boats  down  the  Allegheny  river,  at 
very  low  rates,  and  were  then  but  350  miles  to  tide-water  at 
Philadelphia,  smd  were  limited  to  rail  outlets  to  the  seaboard  ; 
the  refiners  at  Oil  City  might  receive  oil  direct  from  pipes  at 
their  doors;  but  were  then  limited  like  the  Pittsburgh 
refiners  to  all  rail  outlets  to  the  east  over  two  hundred  miles 
longer  rail  haul  to  New  York  than  their  Pittsburgh  roads  to 
Philadelphia.  The  Titusville  jefiners  had  to  pipe  their  oil  to 
their  works,  and  were  then  located  upon  branch  roads,  which 
charged  higher  rates  than  those  forwarding  from  points  upon 
main  lines.  As  the  application  of  this  rule  of  equalization  to 
Cleveland  has  been  specially  criticised  before  this  Committee, 
I  desire  to  explain  in  detail  why  it  was  applied  to  that  City. 

The  Chaikman — You  say  that  the  trunk  lines  arrived  at  a  de- 
termination. In  what  contract  was  that  determination  ex- 
pressed ? 

The  Witness — In  this  pooling  contract  which  I  have  just 
read. 

Mr.  Steenb — In  that  connection,  state  whether  these  consid- 
erations were  considered  by  you  valid  and  forcible. 

The  Witness — Very  forcible,  for  reasons  to  be  stated. 

Mr.  Sterne — And  you  acquiesced  in  the  justice  of  that  pro- 
position to  equalize  the  position  of  the  refineries,  in  so  far  as 
transportation  was  concerned,  so  as  to  put  them  all  on  an 
equal  footing  with  New  York? 

The  Witness — I  did  ;  we  had  to  limit  the  amount  going  by 
each  road  in  the  pool. 

First. — Although  it  was  more  remote  from  the  points  of  pro- 
duction than  Pittsburgh,  Cleveland  was  a  refining  point  clearly 
in  the  interest  of  New  York  and  the  Erie  and  Central  lines,  as 
Pittsburgh  was  for  Pennsylvania  and  its  great  railway,  and  both 
cities  required  and  were  entitled  to  equal  transportation  pro- 
tection. 

Second. — The  Pennsylvania  Hailroad  could  reach  Cleveland 
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by  the   Cleveland  &  Pittsburgh  Kailroad,  and  under  control, 
while  the  Central  and  Erie  could  not  reach  Pittsburgh. 

Third. — Cleveland  is  situated  upon  the  shore  of  Lake  Erie 
with  direct  water  communication  via  the  Welland  Canal  and 
St.  Lawrence  Kiver  to  Europe,  in  the  interest  of  Canada. 
Through  rates  of  freight  could  be  had  from  Cleveland  to 
foreign  ports  lower  at  that  time  than  by  rail  to  New  York,  and 
thence  to  the  same  foreign  ports.  Besides  that,  the  former 
avoided  the  risks  by  fire,  by  railway  trains,  a  portion  of  the 
leakage,  and  the  hauling  and  costs  at  New  York.  We  argued 
that  these  facilities  were  open  but  seven  months  or  so  in 
twelve  ;  but  answer  was  made  that  the  principal  consumption 
of  oil  is  in  the  winter  months,  and  that  the  European  supply 
largely  leaves  this  country  many  weeks  before  lake  navigation 
closed.  At  that  time  the  western  railways  connecting  with  the 
Central  and  Erie  to  Cleveland  were  relatively  independent  of 
the  trunk  lines  upon  this  oil  traffic,  and  they  had  an  interest  in 
developing  the  trade  to  and  via  Cleveland,  out  of  which  traffic 
they  could  have  secured  higher  rates  to  Cleveland  had  the  east 
bound  oil  left  Cleveland  by  water  instead  of  by  rail. 

Further. — If  at  any  time  there  was  interruption  or  lack  of 
vessels  at  Cleveland  to  go  via  the  St.  Lawrence  river,  the 
Cleveland  refiners  had  the  alternate  and  equally  cheap  route 
via  the  Erie  Canal  and  Hudson  river,  by  which  they  had  for- 
merly sent  all  their  oil  to  New  York  successfully. 

In  various  meetings  which  preceded  the  agreement  of  Octo- 
ber 1st  this  position  was  discussed,  conceded,  and  fairly 
adopted  and  maintained  by  the  Erie  and  New  York  Central 
Eoads,  and  conceded  by  the  Pennsylvania  Eailroad,  and  has 
been  shown  to  have  been  wise  from  our  standpoint,  as  no  oil 
has  gone  from  Cleveland  via  the  Welland  Canal  since  that 
time.  It  was  further  just  by  the  fact  that  rates  westward  from 
Cleveland  and  Pittsburgh  were  similarly  equalized  by  the  roads 
interested. 

The  agreement  was  therefore  finally  made  that  no  matter 
where  the  refinery  might  be  located,  within  the  agreed  dis- 
tricts, the  combined  trunk  Hnes  and  their  several  connections 
would  equalize  the  gross  transportation  to  the  seaboard  as  far 
as  their  wisdom  could  provide,  leaving  each  refinery  such  other 
advantages  in  coal,  glue,  cooperage,  labor,  &c.,  as  it  might  be 
entitled  to.  In  other  words,  the  rail  transporters  decided  to 
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place  every  refinery  located  at  every  point  upon  an  equality  as 
to  rates,  both  upon  refined  and  crude  oil. 

As  the  necessary  result  of  this  conclusion  it  was  then  further 
agreed  to  make  the  through  rail  rates  from  the  junctions  of  the 
pipes  with  the  rail,  to  include  the  transportation  in  each  case 
of  sufficient  crude  oil  to  the  refineries  to  make  the  number  of 
barrels  of  refined  oil  which  might  be  sent  from  the  refineries  to 
the  various  seaboard  cities  upon  the  basis  of  1^  barrels  of 
crude  oil  required  to  make  one  barrel  of  refined.  This  allow- 
ance, by  improvements  in  refining,  has  since  been  reduced  to 
ly^  barrels. 

Mr.  Sterne— That  means  that  you  carry  1|  barrels  to  the 
refinery,  and  the  barrel  of  refined  oil  back  to  the  point  where 
it  starts,  without  charge  ? 

The  Witness — No ;  it  does  not. 

Mr.  Steene — Then,  what  does  it  mean  ? 

The  Witness — I  will  .state  if  you  will  wait  until  I  give  you  an 
illustration. 

There  was  a  further  provision  in  the  contract  intended  to 
still  more  completely  equalize  all  refining  points  in  respect  to 
transportation,  to  the  efi'ect  that,  as  refiners  at  the  seaboard, 
who  had  paid  freight  upon  the  crude  oil  at  the  fixed  rates 
would,  after  such  refining,  have  other  products  of  the  same  oil 
in  naphtha,  benzine,  gasoline,  and  residuum  for  sale,  without 
paying  additional  freight  therefor,  all  of  which  articles  com- 
manded current  and  higher  market  values  at  the  seaboard  than 
at  the  west ;  and  the  railways  further  agreed,  subject  to  cer- 
tain contingencies  and  rules,  appearing  in  this  contract,  to 
transport  those  articles  from  the  western  refineries  to  the  sea- 
board free  of  cost. 

To  illustrate  the  whole  statement  by  an  example  :  Suppose 
100  barrels  of  refined  oil  to  have  been  sent  from  Cleveland  to 
New  York  by  rail  ;  the  consignee  was  required  to  first  pay 
freight  therefor  at  New  York  upon  delivery,  $1.90 ;  to  make 
this  quantity  of  refined  oil  at  that  time,  he  had  already  paid 
freight  on  say  133 J  barrels  of  crude  oil  from  the  pipes  to 
Cleveland,  at  35  cents  per  barrel,  or  say  $46.67  ;  he  had,  there- 
fore, paid  out  from  the  pipes  to  the  refinery,  and  thence  to 
New  York  by  transportation  only,  on  100  barrels  refined,  and 
the  quantity  of  crude  oil  required  to  make  it,  $236.67,  or  $2.37 
per  barrel ;  therefore,  at  the  end  of  the  month  we  refunded  the 
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$46.67  already  paid  on  the  crude  oil,  so  that  the  rate  paid  net 
was  $1.90  to  him  and  all  other  refiners. 

The  Chairman — That  was  just  precisely  the  same  as  if  the 
oil  had  been  refined  at  the  mouth  of  these  pipes  and  then 
brought  to  New  York  ? 

The  Witness — Just  the  same. 

The  Chairman — Then  you  do  really  carry  this  crude  oil 
from  the  mouth  of  the  pipes  to  Cleveland,  and  then  what  it 
amounts  to  in  refinied  oil,  to  the  City  of  New  York,  right  back 
by  this  oil  district,  at  the  same  price  at  which  you  would  bring 
refined  oil  from  the  oil  district  ? 

The  Witness — Yes  ;  direct  from  the  refinery ;  if  the  refinery 
was  located  at  the  mouth  of  the  pipe. 

Mr.  Sterne — Then  why  did  you  say  just  now  that  that  was 
not  so  ? 

The  Witness — Because  you  asked  if  we  transported  it  for 
nothing ;  we  get  paid  for  it ;  we  give  back  only  the  crude 
equivalent. 

The  Chairman — Was  not  the  inevitable  effect  of  that  to  pre- 
vent the  transportation  of  crude  oil  to  New  York  ? 

The  Witness — No ;  and  I  will  show  you  how  enormously 
the  transportation  of  crude  oil  has  increased  as  compared  with 
the  refined. 

If  a  refiner  at  Oil  City  had  not  first  paid  railroad  freight 
upon  crude  oil  to  his  refinery,  we  refunded  nothing,  so  that  all 
there  is  of  this  question  is,  that  the  trunk  lines  carried  the  oil 
from  Cleveland  and  Pittsburgh  at  precisely  the  rates  charged 
from  Oil  City,  Titusville,  or  elsewhere ;  and  the  New  York 
trunk  lines,  to  secure  to  themselves  and  this  city  their  share 
of  this  great  trafiic,  carried  it  because  of  their  longer  distances, 
at  a  much  less  ra'.e  per  mile,  and  therefore  less  profit,  than 
was  received  by  the  Pennsylvania  Railroad  ;  I  trust  that  this 
explains  the  so  called  crude  equivalent  transportation  ;  it  was 
done  alike  for  all  the  refiners  in  the  then  oil  district,  and 
wherever  located. 

I  now  wish  to  explain  the  much  misrepresented  or  misunder- 
stood fact  that  we  agreed  to  refund  22  cents  per  barrel  on 
crude  oil  reaching  refineries  by  the  pipes,  which  maintained 
the  rates  of  pipeage,  which  had  been  agreed  upon  by  the  pi|ies 
themselves,  and  the  charge  that  this  was  in  the  interest  of  the 
Standard  Company  or  its  pipe  lines. 
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By  Mr.  Stebne  : 

Q.  Assuming  a  refinery  to  be  situated  at  Carrolton  station* 

and  another    refinery    at  CleTeland A.  There    was    no 

refinery  in  the  Carrolton  region  at  that  time. 

Q.  Then  let  us  take  your  old  oil  region  ;  you  ran  down  to 
Parlier  ?     A.  We  ran  to  Oil  City. 

Q.  Were  there  not  refineries  at  Oil  City?     A.  I  think  so. 

Q.  Assuming  a  refinery  to  be  situated  at  Oil  City,  and  an- 
other at  Cleveland  ?  A.  We  carried  oil  for  both  refineries  at 
at  precisely  the  same  price. 

Q.  That  is  one  thing ;  but  you  did  more  than  that ;  you 
carried,  substantially,  did  you  not,  the  oil  from  the  mouth  of 
the  pipe  at  Oil  City,  to  the  refinery  at  Cleveland  ?  A.  No  ;  it 
came  up  there  by  the  Atlantic  &  Great  Western  Railroad. 

Q.  You  carried  from  the  mouth  of  the  pipe,  wherever  it  was 
situated  on  the  Allegheny  Valley  Railroad,  to  Cleveland,  a 
distance  of  how  many  miles  ?  A.  No ;  to  Cleveland  only  35 
cents  was  deducted,  which  was  the  rate  from  Oil  City. 

Q.  Then  you  did  carry  from  Oil  City  to  Cleveland,  for  the 
Cleveland  refinery,  the  crude  oil  for  nothing,  and  carried  back 
again  to  Oil  City  its  equivalent  in  refined  oil,  also  for  nothing, 
and  in  that  way  put  the  Oil  City  refinery  upon  precisely  the 
same  footing  by  that  gratuitous  service — to  Cleveland  and 
back  again  to  Oil  City — as  the  Cleveland  refinery  ?  A.  We 
carried  oil  from  Oil  City  to  Cleveland,  aud  then  to  New  York, 
at  precisely  the  price  we  charged  from  Oil  City  direct ;  is  not 
that  a  sufficient  answer? 

Q.  What  distance  is  it  that  you  carried  in  that  way  substan- 
tially for  nothing?     A.  I  cannot  tell  you. 

Q.  Don't  you  know  the  distance  from  Oil  City  to  Cleveland? 
A.  I  do  2iot. 

Q.  Is  there  any  point  upon  your  line  where  refineries  are 
situated,  of  which  you  can  give  me  the  distance  from  that  point 
to  Cleveland  ?  A.  I  cannot  state  that ;  I  should  think  that  it 
was  about  luO  miles  from  Oil  City  to  Cleveland. 

Q.  Therefore,  that  carriage  was  about  300  miles  ?  A.  Yes. 
During  the  extended  discussions  of  the  trunk  lines  and  their 
connections  upon  this  whole  complicated  and  difficult  subject, 
each  and  all  of  them  were  visited  by  five  or  six  gentlemen, 
then  representing  the  then  leading  pipe  lines  and  interests  in 
the  oil  regions. 
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Mr.  Sterne— That  I  object  to. 

The  Witness,— That  conference  between  all  the  trunk  lines 
and  those  gentlemen  took  place  at  the  West  End  Hotel,  Long 
Branch. 

Mr.  Stebne— Were  you  present  at  that  conference? 

The  Witness— I  was  present  at  that  conference  ;  I  am  not 
stating  hearsay  about  this  thing. 

Mr.  Steene — Who  represented  the  trunk  lines  ? 

Tlie  Witness— Mr.  Butter,  the  New  York  Central ;  Mr.  Cas- 
sett  represented  the  Pennsylvania  Eailroad ;  the  Baltimore  & 
Ohio  not  being  represented. 

Mr.  Sterne — Then  there  is  no  objection  to  that. 

The  Witness— They  said  that  as  the  railroad  companies 
were  proceeding  upon  the  basis  of  equalizing  the  transporta- 
tion rates  of  both  crude  and  refined  oil  from  all  points  alike, 
they  believed  that  the  rail  arrangement  could  only  be  main- 
tained by  including  the  transportation  rates  by  pipes  as  well 
as  by  rail,  and  that  a  pool  of  the  earnings  of  the  pipes  was 
hen  pending,  which  proposed  to  fix  the  rates  of  pipeage  at  30, 
cents  per  barrel,  and  that  of  said  30  cents,  8  cents  per  barrel 
was  regarded  as  the  minimum  of  pipe  cost  to  the  shortest  pipe 
line,  and  22  cents  was  of  course  the  maxium  pipe  profits  ;  they 
therefore  desired  the  railroad  companies  to  co-operate  with 
them  in  the  maintenance  and  uniformity  of  the  then  pipe  rates 
of  30  cents  ;  this  general  proposition  was  urged  upon  the  Erie 
Company  by  Mr.  Henry  Harley,  who  had  been  its  oil  agent 
during  the  administration  of  Mr.  Gould,  and  who  was  at  that 
time,  and  has  always  been,  opposed  to  the  Standard  Oil  Com- 
pany ;  Mr.  Harley  was  doubtless  selected  to  urge  this  view 
upon  the  Erie  Railway  Company,  because  it  had  then  been  for 
some  time,  and  is  yet,  the  owner  of  a  large  amount  of  the 
stock  of  the  Pennsylvania  Transportation  Company,  a  pipe  line 
organization  of  which  he  was  the  President ;  and  to  show  to  the 
railway  companies  that  the  pipe  lines  had  so  agreed  to  tliis 
pipe  pool,  and  that  such  agreement  was  not  in  the  interest  of 
any  single  pipe  line,  or  shipper,  he  produced  a  contract,  then 
or  afterward  executed,  a  copy  of  which  I  desire  to  submit  in 
evidence,  as  follows : 

"  MEMORA.NDUM  OF  AGREEMENT  entered  into  this  fourth  day  of 
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September,  A.  D.  1874,  by  and  between  the  following  parties, 
viz.  : 

"  Firsi. — J.  J.  Vandergrift,  G.  V.  Forman  and  John  Pitcairn, 
Jr.,  partners  themselves,  and  agreeing  that  they  have  authority 
to  represent  all  other  partners  in  the  association  trading  under 
the  name  of  the  United  Pipe  Lines,  and  holding  themselves  in- 
dividually responsible  to  the  other  parties  hereto  that  they 
have  such  authority. 

"  Second. — The  Union  Pipe  Company  by  Charles  P.  Hatch, 
Manager. 

"  Third — The  Antwerp  Pipe  Company  and  the  Oil  City  Pipe 
Company,  each  being  corporations  under  the  laws  of  the  State 
of  Pennsylvania. 

"  Fourth — The  American  Transfer  Company,  a  corporation 
under  the  laws  of  the  State  of  Pennsylvania. 

"  Fifth. — The  Grant  Pipe^Company,  a  corporation  under  the 
laws  of  the  State  of  Pennsylvania. 

"  Sixth. — The  Karns  Pipe  Line  Company,  a  corporation  un- 
der the  laws  of  the  State  of  Pennsylvania. 

"  Seventh. — The  Relief  Pipe  Line  Company,  a  corporation 
under  the  laws  of  the  State  of  Pennsylvania.  ' 

"Eighth. —  The  Pennsylvania  Transportation  Company,  a 
corporation  under  the  laws  of  the  State  of  Pennsylvania. 

"Ninth. — J.  J.  Vandergrift,  G.  V.  Forman  and  John  Pitcairn 
Jr.,  trading  under  the  name  of  Vandergrift,  Forman  &,  Com- 
pany, and  owning  and  representing  the  Milton  and  Sandy 
Pipe  Lines. 

"  Whereas,  The  pipe  lines  owned  and  controlled  by  the  par- 
ties hereto,  have  a  joint  capacity  for  transportation  more  than 
twice  as  great  as  the  total  volume  of  petroleum  produced  in 
the  district  traversed  by  said  lines ;  and.  whereas,  the  sepa- 
rate and  discordant  relations  now  prevailing  among  the  par- 
ties hereto,  lead  to  a  needless  multiplication  of  extensions, 
branches,  and  other  matters  involving  heavy  cost,  which  ulti- 
mately becomes  in  some  shape  a  charge  upon  the  business 
transported,  and  also  leads  to  the  offering  of  open  or  secret  in- 
ducements of  an  illegitimate  nature,  such  as  rebates,  special 
rates,  selling  oil  for  less  than  its  cost  and  full  pipeage  rates, 
and  in  other  ways  hereby  to  attract  an  under  share  of  traffic  to 
the  respective  lines  represented  herein  ;  and  whereas,  it  is  be- 
lieved to  be   desirable   both   for   the  interests  of  the  parties 
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hisreto  and  those  of  the  public  wtom  ttey  serve,  that  all  need- 
less expenditure  and  all  illegitimate  inducements  should  cease  ; 
now,  therefore  for  those  purposes  and  for  other  valuable  con- 
siderations mutually  moving  the  parties  hereto,  they  do  each 
respectively  agree  with  each  other,  as  follows  : 
.  "First. — The  parties  hereto,  do  not  by  these  presents,  create 
in  any  respect  a  paitnership  with  each  other,  but  each  party 
is  to  be  wholly  and  solely  responsible  for  all  of  its  own  acts  in 
the  conduct  of  its  business  for  its  certificates,  receipts  and  col- 
lection of  its  charges,  its  expenses,  shortages,  maintainance 
and  [management  of  its  property,  and  of  its  engagements  and 
obligations  of  every  sort. 

"  Second. — The  pipe  lines  which  are  covered  by  this  agree- 
ment are  those  which  are  or  may  be  owned  by  any  of  the  par- 
ties hereto,  and  which  are  situated  south  of  Oil  City,  and 
which  terminate  at  any  of  the  following  points,  viz.:  points  on 
the  Franklin  Branch  of  the  Atlantic  &  Great  Western  Eail- 
way,  points  on  the  Jamestown  &  Franklin  Branch  of  the 
Lake  Shore  &  Michigan  Southern  Eailway,  points  on  the 
Alleghany  Valley,  between  or  at  Oil  City  and  Pittsburgh, 
points  on  the  Schenango  &  Alleghany  Eailroad  and  points 
on  the  Butler  Branch  Railroad,  excepting  two  small  pipe  lines, 
one  owned  by  F.  Prentice  &  Company,  running  from  Mt.  Hope 
to  Foster,  and  one  owned  by  Vandergrift,  Forman  &  Company, 
called  the  Franklin  Pipe  Line  running  from  the  heavy  oil 
district  to  Franklin,  Pa. 

"  Third.— 'Each  party  hereto  shall  retain  eight  (8)  cents  per 
each  forty-two  (42)  gallons  remaining  after  deduction  of  al- 
lowances for  shortage  and  sediment,  on  all  of  the  oil  it  actually 
pumps ;  also,  all  allowances  made  it  on  such  oil  to  meet 
shrinkage  and  sediment,  and  also  all  of  its  other  receipts  of 
every  description,  except  as  stated  in  the  next-article. 

"  Fourth. — Each  party  shall  account  monthly  to  the  Executive 
Committee  hereinafter  provided  for,  at  the  rate  of  twenty-two 
(22)  cents  for  each  forty-two  (42)  gallons  of  Petroleum  (after 
deducting  shrinkage  allowances)  received  by  it  for  transporta- 
tion during  such  mouths ;  which  twenty-two  (22)  cents  shall 
be  considered  by  said  Committee  as  a  common  fund  to  be 
cleared  and  divided  on  the  basis  hereinafter  designated. 

"  Fifth. — The  Executive  Committee  shall  consist  of  one  rep. 
resentative  from  each  of  the  parties  hereto. 

"  Each  representative  to  be  appointed  by  the  party  he  rep- 
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resents  to  be  changeablfe  from  time  to  time  by  such  party,  at 
its  pleasure ;  the  said  Committee  shall  faithfully  execute  such 
provisions  of  this  agreement  as  are  by  its  terms  confided  to 
them. 

"Their  action  must,  in  all  cases,  be  unanimous  before  it 
shall  be  binding  upon  any  pa,rty  hereto. 

"  They  shall  keep  a  record  of  their  proceedings,  to  which  each 
of  the  members  shall  have  free  access,  and  whenever  desired 
by  any,  a  full  transcript,  or  any  part  thereof. 

"  The  members  of  said  Committee  shall,  until  changed,  as 
hereinbefore  provided,  be  as  follows  :  Charles  P.  Hatch,  repre- 
senting the  Union  Pipe  Company  ;  A.  M.  Hughes,  represent- 
ing the  Antwerp  Pipe  Company  and  the  Oil  City  Pipe  Com- 
pany ;  D.  O'Day,  representing  the  American  Transfer  Com- 
pany ;  E.  B.  Allen,  representing  the  Grant  Pipe  Company ; 
S.  T>.  Karns,  representing  the  Karns  Pipe  Line  Company; 
F.  Prentice,  representing  the  Relief  Pipe  Line  Company; 
H.  Harley,  representing  the  Pennsylvania  Transportation 
Company ;  E.  Hopkins,  representing  the  United  Pipe  Lines, 
Milton  Pipe  Line  and  the  Sandy  Pipe  Lines. 

"  Sixth. — Bach  party  hereto  shall  furnish  to  the  Executive 
Committee,  on  or  before  the  5th  of  each  month,  a  report  of  its 
business  for  the  mouth  next  preceding,  duly  verified  by  the  affi- 
davit of  its  proper  officer  or  agent ;  and  the  amounts  found  due 
by  the  Executive  Committee  from  any  of  the  parties  hereto,  shall 
be  paid  by  them  through  the  Executive  Committee,  to  the  par- 
ties to  whom  they  may  be  due,  on  or  before  the  10 ^h  of  the 
month  in  which  the  report  is  made. 

'■  Seventh. — The  Committee  shall  prescribe  the  form  of  said 
return,  and  shall  act  as  a  clearing  house  thereof.  They  shall 
have  power  to  verify  the  same  by  inspection  of  books  and 
records,  and  shall  make  to  each  party  hereto,  on  or  before  the 
10th  day  of  each  month,  a  full  exhibit  of  the  results  of  the  re- 
turns and  clearings  for  the  the  next  preceding  month. 

"  Eighth. — The  Committee  shall  prescribe  and  enforce  uni- 
form rates  and  conditions  for  the  reception,  storage  and  trans- 
portation of  oil,  including  substantially  uniform  wordings  of  cer- 
tificates and  gangers'  tickets;  uniform  condit  on  for  the  ac- 
cepting of  tanks  owned  by  other  parties ;  uniform  conditions 
as  to  responsibility  for  losses  through  unavoidable  causes, 
such  as  lightning;  and  uniform  rates  of  allowances  for  shrink- 
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ages.  Until  changed  by  said  Committee,  the  rates  for  trans- 
tation  shall  be  as  follows : 

"  For  each  42  gallons  remaining  (after  deducting 
allowance  for  shrinkage  and  sediment,  viz.,  from  all  points 
which,  by  any  pipe  lines  represented  herein,  which  terminate 
at  Oil  Oity  or  on  the  various  railways  as  hereinbefore  described, 
thirty  (30)  cents  ;  excepting,  First,  on  oil  reached  by  pipes 
terminating  on  the  A.  V.  E.  E.  south  of  Oil  City,  and  north  of 
Parker  City.  Second,  on  oil  from  the  west  side  of  the  Al- 
leghany river,  not  pumped  from  north  of  Bear  Creek.  Third, 
on  oil  pumped  from  Sheakley  to  Monterey  by  the  united 
lines,  and  from  south  of  Bear  Creek  and  north  of  Sheakley 
district  by  the  Union  and  Karns  lines,  all  of  which  shall  be 
twenty-five  (25)  cents.  But  the  rates  on  oil  covered  by  the 
third  exception  shall  be  made  thirty  (30)  cents  on  or  before 
January  l&t,  1875.  The  only  remaining  exceptions  to  these 
rates  on  such  private  contracts  at  different  figures,  as  each 
party  may  now  have,  a  list  of  which  together  with  any  special 
conditions  appertaining  thereto  shall  be  filed  with  the  Execu- 
tive Committee  on  or  before  September  1  th,  1874;  no  new 
contracts  for  transportation  or  storage  or  tankage  shall  be 
made  by  any  party  whatever,  except  at  the  regular  rates  as 
herein  fixed,  or  as  shall  be,  from  time  to  time,  fixed  by  the  Ex- 
ecutive Committee.  All  rates  less  than  thirty  (30)  cents  may 
be  at  any  time  advanced  to  thirty  (30)  cents  by  the  party  sub- 
ject thereto. 

"Ninth. — The  Committee  shall  adopt  all  proper  and  practica- 
ble measures  to  secure  the  transportation  by  each  line  of  a 
share  of  the  total  oil  pumped  each  month  by  all  the  lines, 
equal  in  percentage  to  the  share  of  the  common  fund  allotted 
to  each  herein,  having  reference  to  the  facilities  of  each  party 
for  doing  the  work;  they  shall  assign  to  each  party,  and. as 
eai-ly  in  each  case  as  possible,  such  share  of  the  duty  of  a:ak- 
ing  extensions  and  connections  with  wells  as  most  legitimately 
appertains  to  it,  or  as  maj'  be  required  by  the  well  owner,  or 
by  the  contracts  of  each  party  ;  but  constant  reference  shall 
be  had  to  maintaining  for  each  party  its  share  as  heretofore 
described  of  the  total  oil  to  be  transported,  and  to  distribut- 
ing the  total  cost  involved  as  nearly  as  practicable  in  the  pro- 
portion of  the  common  fund  assigned  to  each,  and  no  other 
party  shall  make  such  improvements  except  by  consent  of  said 
127 
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Committee.  The  Comimittee  shall  arrange  with  a  chief  gauger 
and  the  needful  assistants  (all  of  whom  shall  be  under  oath  to 
act  honestly  and  impartially),  to  gauge  from  time  to  time  all 
tanks  with  which  the  lines  of  the  parties  hereto  are  or  may  be 
connected,  or  car  tanks  which  they  may  load ;  and  may  collect 
,the  expense  thereof  from  the  parties  hereto  in  proportion  to 
their  respective  shares  of  the  common  fund  ;  and  may  also  as- 
sess upon  the  trade  such  reasonable  charge  for  car  gauging, 
or  may  wholly  waive  such  charge  as  they  may  deem  judicious. 
The  Committee  shall  have  general  power  to  inaugurate  and 
carry  into  effect  any  other  features  than  those  especially  named 
herein  which  will  not  be  inconsistent  with  and  which  will  in 
their  judgement  more  effectually  accomplish  the  purposes  and 
spirit  of  the  agreement. 

"  Tenth. — The  division  of  the  common  fund  shall  be  as  fol- 
lows : 

"The  United  Pipe  Lines  twenty-nine  and  one-half  {i^\)  per 
cent. 

"  The  Union  Pipe  Company  twenty-five  and  one-half  (^S^) 
per  cent. 

"  The  Antwerp  Pipe  Company  and  Oil  City  Pipe  Company 
seven  (7)  per  cenb. 

"  The  American  Transfer  Company  seven  (7)  per  cent. 

"  The  Grant  Pipe  Company  seven  (7)  per  cent. 

"The  Karns  Pipe  Line  Company  seven  (7)  per  cent. 

"  The-  Belief  Pipe  Line  Company  seven  (7)  per  cent. 

"The  Pennsylvania  Transportation  Company  seven  (7)  per 
cent. 

.     "  The  Sandy  Pipe  Line  &  Milton  Pipe  Line  three  (3)  per 
cent. 

"  Eleverdli. — All  parties  hereto  agree  to  faithfully  carry  out 
the  spirit  and  purposes  of  this  agreement,  and  to  do  nothing 
between  the  date  of  its  execution  and  the  date  of  its  taking 
effect,  inconsistent  therewith,  and  it  is  mutually  agreed  that 
from  the  date  of  its  taking  effect  until  it  is  terminated,  any  vio- 
lation thereof  by  any  party  will  work  an  injury  to  the  whole 
interest  of  not  less  than  ten  thousand  ($10,000)  dollars  ;  and  if 
any  such  violation  shall  not  be  fully  rectified  by  the  offending 
party  within  thirty  (30)  days  after  written  notice  shall  have 
been  given  to  the  said  offending  party  by  the  Executive  Com- 
mittee, through  its  Secretary,  upon  a  vote  of  all  of  said  Com- 
mittee except  the  representative  of  the  offending  party,  it  is 


3437 

agreed  that  ten  thousand  ($10,000)  dollars  shall  be  the  stipu- 
lated and  liquidated  damages  for  each  and  every  such  viola- 
tion so  unrectified,  which  damage  shall  be  collected  by  the 
Executive  Committee,  and  shall  be  divided  among  the  other 
parties  hereto  in  the  same  relative  proportion  as  the  common 
fund  is  divided.  This  contract  shall  take  effect  on  the  first 
day  of  October,  A.  D,  1874,  and  shall  continue  for  two  (2) 
years,  and  shall  continue  after  the  expiration  of  said  two  (2) 
years  until  after  three  (3)  months'  written  notice  shall  have 
been  given  by  either  of  the  parties  hereto  to  the  Executive 
Committee,  through  its  Secretary,  of  a  wish  to  have  it  terminate, 
at  the  expiration  of  which  notice  it  shall  cease  and  determine. 
"  In  witness  whereof,  the  parties  hereto,  by  their  representa- 
tives, have  affixed  their  signatures  this  4th  day  of  September, 
A.  D.  1874. 

"  The  United  Pipe  Lines  by 

J.  J.  Vandergrift, 

George  V.  Fobman, 
John  Pitcaibn,  Jr. 
By  Geo.  V.  Forman,  Attorney 
For  themselves  and  others. 
"  The  Sandy  &  Milton  Lines  by 

J.  J.  Vandergrift, 
George  V.  Forman, 
John  Pitcairn,  Jr., 
By  Geo.  V.  Forman,  Attorney, 

"  For  the  Kelief  Pipe  Line  Company, 

F.  Preston,  President. 

"For  the  American  Transfer  Company, 

Dan.  O'Day,  Superintendent. 

"  For  the  Union  Pipe  Line  Company, 

Chas.  p.  Hatch,  Manager. 

"  For  the  Grant  Pipe  Company, 

E.  B.  Allen,  President. 

"For  the  Earns  Pipe  Line  Company, 

S.  J).  Kabns,  President. 

"  For  the  Antwerp  Pipe  Company, 
and  the  Oil  City  Pipe  Company, 

E.  C.  Bradley,  President. 

"  For  the  Pennsylvania  Transportation  Company, 

Henry  Harley,  President. 
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By  Mr.  Shipman  : 

Q.  I  would  like  to  ask,  for  my  own  information,  what  rela- 
tion these  pipe  line  people  have  to  the  producers  of  oil,  any 
more  than  that  they  are  the  transporters  of  it  through  the 
pipe  regions  ?     A.  I  do  not  know  of  my  own  knowledge. 

Q.  Are  they  largely  owned  by  the  producers  of  oil,  or  do 
you  not  know  ?  A.  I  do  not  know  the  ownership  of  the  lines 
at  all. 

By  the  Chairman  : 

Q.  This  proposition  was  submitted  to  you  by  whom  ?  A. 
By  Mr.  Harley,  on  behalf  of  the  association — written  in  the 
same  handwriting  with  the  contract  on  behalf  of  the  pipe 
lines,  showing  what  they  intended  to  do,  and  their  desire  to 
make  rates  direct  from  the  point  of  production  through  their 
pipes,  and  over  our  line  to  the  seaboard. 

Q.  It  is  what  they  wanted  to  do  ?  A.  Yes ;  what  they 
wanted  to  do. 

Q.  The  proposition  which  was  made  to  you,  you  declined  ? 
A.  Yes. ;  this  proposition  I  also  wish  to  put  in  evidence. 

Q.  It  is  the  proposition  which  you  declined?     A.  Yes. 

Mr.  Sterne — How  is  it  relevant  ? 

Mr.  Shipman — We  want  to  show  the  history  of  the  transac- 
tion ;  and  this  is  one  of  the  reasons  that  influenced  our  action. 

The  Witness — The  agreement  is  grouped  as  between  three 
railroads  ;  the  proposition  submitted,  was  as  follows  : 

"  Memorandum  of  Agreement,  made  this  day  of 

for  mutual  valuable  considerations,  between  the  railroad 
companies  named  in  section  1st  hereof,  as  parties  of  the  first 
part,  and  the  pipe  lines  named  in  same  section,  as  parties  of 
the  second  part. 

Section  1. — The  parties  of  the  first  part  are  as  follows : 

"  First  Group. — The  New  York  Central  &  Hudson  Kiver 
Bailroad  Company,  and  the  Lake  Shore  &  Michigan  Southern 
Railroad  Company,  who  hereby  agree  that  they  are  authorized 
to  act  for  themselves,  and  for  the  remainder  of  the  group, 
which  are  their  mt  diate  and  immediate  rail  connections  be- 
tween the  oil  regions  of  Pennsylvania  and  the  Atlantic  Sea- 
board, whether  via  Cleveland  or  otherwise. 

"  Second  Group. — The  Erie  Railway  company  and  the  At- 
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lantic  &  Great  Western  Railway  Company,  who  hereby  agree 
that  they  are  authorized  to  iict  for  themselves,  and  for  the  re- 
mainder of  the  group,  which  are  their  mediate  and  immediate 
rail  connections  between  the  oil  regions  of  Pennsylvania  and 
the  Atlantic  Seaboard,  whether  via  Cleveland  or  otherwise. 

"  Third  Group. — The  Pennsylvania  Railroad  Company  for 
itself,  and  as  lessee  of  the  Philadelphia  &  Erie  Railroad  Com- 
pany and  the  Allegheny  Railroad  Company,  who  hereby  agree 
that  they  are  authorized  to  act  for  themselves,  and  for  the  re- 
mainder of  the  group,  which  are  their  mediate  and  immediate 
rail  connections  between  the  oil  regions  of  Pennsylvania  and 
the  Atlantic  seaboard,  via  Pittsburgh  or  otherwise. 

"  The  parties  of  the  second  part,  embrace  the  following  pipe 
line  companies,  transporting  oil  produced  in  Clarion  County, 
north  of  the  Clarion  river,  in  Venango  County,  north  of  Oil 
City,  in  Armstrong  County,  west  of  the  Allegheny  river,  and  in 
Butler  County,  north  of  the  Butler  Branch  Railroad,  viz.  : 

"  United  Pipe  Lines. 

"  Union  Pipe  Company. 

"  Antwerp  and  Oil  City  Pipe  Company. 

"  American  Transfer  Company. 

"  Grant  Pipe  Company. 

"  Relief  Pipe  Line  Company. 

"  Karns  Pipe  Line  Company. 

"  Pennsylvania  Transportation  Company. 

"  Milton  &  Sandy  Pipe  Lines. 

"  Sectiori'2. — It  is  agreed  that  this  contract  shall  take  effect 
when  the  members  of  the  second  party  shall  have  effected  such 
a  combination  among  themselves  for  a  period  co-existent  with 
the  terms  of  the  contract,  as  shall  enable  a  single  executive 
body  to  represent  them,  and  to  sign  this  agreement  and  carry 
its  provisions  into  effect.  It  is  also  agreed  that  each  group 
constituting  the  parties  of  the  first  part  acts  for  itself,  through 
those  members  thereof,  who  agree  herein  to  act  as  its  repre- 
sentatives, and  does  not  act  jointly  with  the  other  groups  or 
either  of  them. 

"  Section  3. — The  second  party  is  hereby  authorized  to  make 
from  the  wells,  with  which  any  of  its  members  connect  as  low 
through  rates  ^o  Boston,  New  York,  Philadelphia  and  Balti- 
more per  barrel  of  crude  oil  as  the  first  parties  currently  make 
to  the  same  points  from  any  railway  station,  at  which  any  of 
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said  pipes  deliver  to  auy  of  the  members  of  either  groups  of 
railroads,  and  shall  retain  an  amount  equal  to  twenty  (20)  per 
cent,  based  on  New  York  rate  as  their  share.  These  rates 
shall  be  made  by  the  pipe  lines  of  the  second  party,  and  the 
rail  lines  of  the  first  party,  and  shall  be  per  barrel  of  (40)  forty 
gallons,  and  shall  be  as  low  as  by  any  competitive  pipe  and 
rail  lines  to  the  seaboard. 

"  The  second  party  agree  not  to  receive  oil  for  shipment  by 
barges,  or  otherwise,  than  by  one  or  more  of  the  roads  of 
the  first  party,  except  at  a  local  rate  of  thirty  cents  per  barrel. 
They  agree  to  make  the  rates  from  the  wells  alike  to  the  same 
points  reached  by  the  same  groups  or  parts  thereof. 

"  The  parties  of  the  first  part  agree  to  make  equal  or  com- 
mon point  rates  on  oil  to  New  York  (with  the  customary  dif- 
ference of  fifteen  cents  more  to  Boston,  and  fifteen  cents  less 
to  Philadelphia  and  Baltimore),  from  every  station  on  their 
respective  lines,  or  any  of  them  situated  in. 

"  These  rates  shall  be  made  rating  forty  gallons  of  crude 
oil  as  a  barrel,  and  shall  be  the  same  whether  the  said  oil  goes 
direct  to  the  aforesaid  seaboard  cities,  or  is  refined  at  Cleve- 
land, Pittsburgh,  or  at  Oil  Creek  refineries,  to  the  products 
thereof  forwarded  to  said  cities.  In  case  of  such  refining  en 
route,  it  shall  be  considered  that  three  barrels  of  refined  oil 
are  equivalent  to  four  barrels  of  crude  oil,  and  any  products 
from  the  refining  process  in  excess  of  said  three  barrels  of  re- 
fined oil,  shall  be  charged  a  price  from  the  refinery  equal  to 
the  through  rate  on  crude  oil,  less  the  share  of  said  through 
rate  charged  from  the  shipper's  point  of  the  crude  to  such  re- 
finery. 

"Rates  to  points  between  the  oil  regions  and  said  seaboard 
cities  shall  not  be  less  than  rates  to  said  cities. 

"  Section  4.  The  first  party  further  agrees,  that  no  pipe  line 
outside  of  those  constituting  the  second  party,  and  obtaining 
oil  from  the  districts  from  which  the  second  party  ships,  as 
hereinbefore  set  forth,  shall  be  permitted  to  make 
through  rates  from  the  wells,  or  shall  have  their  oil 
carried  from  the  point  of  pipe  delivery  to  the  railroad  at  any 
less  rate  than  the  current  through  rate  from  the  wells  by 
the  joint  routes  of  the  parties  hereto,  the  intent  and  purpose 
of  this  agreement  being  to  constitute  the  second  party  exclu- 
sive branches  and  feeders  of  the  first  party,  and  as  part,  con- 
sideration of  their  becoming  and  of  agreeing,  which  they  her 
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by  do,  to  provide  all  needful  pipe  facilities  for  the  aforesaid 
districts,  and  to  forward  the  oil  as  nearly  as  shippers  will 
permit,  by  the  roads  of  the  first  party,  in  such  proportions  as 
the  members  of  the  first  party  shall,  from  time  to  time  unani- 
mously prescribe,  so  as  to  assure  them  against  adverse  al- 
liances with  rivals. 

"  On  any  oilon  which  the  party  of  first  part  receives  a  greater 
rate  than  they  would  be  entitled  to,  after  deducting  twenty 
per  centum  of  through  rate,  as  herein  contemplated,  then 
this  excess  shall  be  paid  to  the  associated  pipe  lines.  It 
being  understood,  however,  that  this  only  afifects  oil  received 
from  districts  with  which  the  associated  lines  are  connected. 

"  Section  5.  The  eighteen  per  centum  due  to  the  second 
party,  shall  be  collected  from  the  receiving  railroad  company, 
by  each  member  of  the  second  party,  on  the  oil  it  delivers  as 
delivered,  and  said  road  shall  consider  this  as  back  charges, 
and  as  part  of  the  through  rate. 

"  Section  6.  The  first  party  shall  not  reduce  the  rates  when 
fixed,  until  after  ten  days'  written  noti  e  to  the  second  party, 
nor  advance  them  without  consent  of  secocd  party,  until  after 
sixty  days'  written  notice  to  the  second  party,  and  any  advance 
shall  take  effect  only  on  the  first  day  of  a  month.' 

"  The  rate  from  wells  to  New  York,  shall,,  until  changed,  be 
one  dollar  and  twenty -five  cents  per  barrel  of  forty  gallons. 

"  Section  7.  The  first  party  will  have  nothing  to  do  with 
allowances  made  the  second  party  for  losses  by  evaporation, 
shrinkage  and  other  causes,  or  for  storage  furnished,  and  will 
not  be  responsible  for  any  acts  in  connection  with  oil  (except 
as  to  the  rates  as  aforesaid)  until  said  oil  is  delivered  into 
.  their  cars,  or  cars  which  have  been  furnished  by  them  or  by 
others  for  transportation  over  their  lines. 

"  Section  8.  It  is  further  agreed,  that  in  giving  through  rates, 
the  said  party  shall  do  so  subject  to  the  conditions  on  the  sale 
of  a  bill  of  lading  attached  hereto,  and  forming  part  of  this 
agreement. 

'■■  Section  9.  In  case  of  any  violation  of  this  agreement  by 
any  of  the  members  of  either  party  remaining  unrectified, 
after  thirty  days'  written  notice  thereof  shall  have  been  given, 
such  offending  member  shall  pay  for  each  such  violation  to 
the  other  party,  the  sum  of  ten  thousand  dollars,  which  it  is 
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hereby  agreed  shall  be  the  stipulated  and  liquidated  damages 
for  each  such  violation. 

"  Section  10.  This  contract  shall  commence  and  shall  con- 
tinue two  years  and  afterwards  until  terminated.  It  may  after 
said  two  years  be  terminated  by  any  member  of  either  party 
hereto  giving  thiee  months'  written  notice  to  the  other  party 
of  wish  to  end  it,  at  the  expiration  of  which  notice  it  shall  cease 
and  determine." 

I  stated  to  the  gentleman  who  came  to  see  me,  that  I  re- 
garded this  as  the  most  spasmodic  and  violent  attempt  on  the 
part  of  the  tail  to  wag  the  dog  that  I  had  ever  seen,  and  that 
under  no  circumstances  would  my  advice  secure,  in  any  way, 
the  direct  or  indirect  compliance  with  the  .terms  of  that  con- 
tract ;  I  believe  that  I  was  credited  with  the  falling  through 
of  that  arrangement;  because  the  other  companies,  in  full 
conference,  agreed  with  my  view  of  it. 

After  this  refusal,  careful  consideration  was  given  to  the 
pipe  pool,  which  was  in  accord  with  our  conclusions  in  so  far 
as  was  its  intent  to  make  the  pipe  rate  for  transportation  from 
the  wells  alike  to  all  shippers,  as  they  also  disregarded  dis- 
tances by  making  uniform  rates  through,  regardless  of  the 
entire  length  of  the  pipes  or  their  cost  or  location,  and  the  rail- 
road companies  agreed  to  aid  them  in  the  enforcement  of  their 
pool  to  that  extent  in  the  manner  shown  by  the  railway  agree- 
ment of  October  1st,  to  wit,  by  retaining  '22  cents  peri  barrel 
from  our  charges,  which  had  been  increased  by  that  amount, 
sought  to  assure  it,  viz.,  from  $1.27  to  $1.47,  until  proof  was 
had  by  the  delivering  trunk  lines  that  the  agreeing  pipe  lines 
had  observed  their  obligations  to  each  other  in  good  faith. 
The  further  reason  weighed  with  us  in  entering  into  and  pro. 
tecting  the  pipe  rate  and  agreement,  that  if  any  pipe  line  cut 
the  pipe  rates,  the  trunk  lines  or  interest  to  which  such  cut 
rate  oil  was  delivered,  would  immediately  possess  advantages 
over  the  others  which  there  was  no  other  means  to  reach  or 
correct,  and  which  would  rapidly  divert  the  oil  to  that  course, 
and  might  thereby  readily  increase  its  proportion,  and  destroy 
the  rail  as  well  as  the  pipe  line  pool. 

By  Mr.  Stekne  : 

Q.  How  did  you  satisfy  yourself  that  this  pool  really  in- 
cluded all  of  the  pipe  lines  ?  A.  I  am  going  on  to  show  that 
it  did  not,  and  what  we  did  to  get  them  in. 
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Q.  Then  you  made  your  arrangements  to  give  this  22  cents 
rebate  to  the  lines  that  maintained  the  agreed  rates  of  pipeage, 
in  ignorance  of  the  fact  whether  or  not  the  agreeing  pipes  did 
or  did  not  inchide  all  ?     A.  No  ;  we  knew  that  they  did  not. 

Q.  Did  not  that  necessarily  place  the  pipe  lines  that  did  not 

enter  into  that A.  If  you  will  wait  until  I  complete  my 

statement  you  will  find  that  your  question  is  already  answered. 

Q.  Did  not  that  place  the  pipe  lines  that  were  not  in  that 
pool  at  a  very  serious  and  great  disadvantage?  A.  Decidedly; 
if  we  concurred. 

Q.  Now  you  may  proceed.  A.  At  the  time  the  pipe  lines 
presented  their  pool  agreement,  attention  was  also  called  to 
the  fact  that  it  had  not  been  signed  by  various  smaller  pipe 
lines,  viz.,  the  Oil  City  Line,  Sage  Kun  Line,  Rouseville  Line, 
Eynd  Farm  Line,  Petroleum  Creek  Line,  and  several  others ; 
and  that  no  agreement  had  apparently  been  cr>ntemplated  or 
made  with  the  Columbia  Conduit  Company,  which  was  then 
pushing  for  Pittsburg,  and  an  independent  connection  with  the 
Baltimore  &  Ohio  Railroad. 

Q.  Mr.  Scheide  mentioned  a  pipe  line  which  was  not  in  that 
pool,  and  which,  at  his  suggestion,  sent  you  a  small  quantity  of 
oil?  A.  Yes;  the  Hunter  &  Cum  mings  ;  that  was  constructed 
afterwards  ;  it  was  not  then  in  existence. 

The  lines  already  in  that  pool  expressed  their  belief  in  their 
ability  to  nevertheless  control  those  smaller  lines,  and  induce 
them  to  maintain  the  agreed  pipe  rates  of  the  others.  [After 
the  railway  arrangement  went  into  effect,  and  as  the  smaller 
pipe  lines  did  not  so  agree,  representatives  of  the  rail  lines 
met  the  officers  of  the  smaller  pipes  at  the  west,  and  -the  rail- 
ways agreed  to  extend  the  payment  of  the  drawback  to  oil 
coming  through  their  pipes,  if  they  would  maintain  the  same 
rates,  which  they  did  for  a  limited  time.] 

Q.  Do  you  mean  to  say  that  you  did  ?  A.  I  do  not ;  it  was 
the  representatives  of  our  connectiog  railways. 

Mr.  Sterne — -Then  that  is  objectionable ;  it  is  irrelevant  and 
hearsay. 

The  Witness — Mr.  Chairman,  do  you  want  all  the  facts  cut 
out? 

The  Chairman — If  there  is  any  part  of  that  statement 
which  you  cannot  swear  to  of  your  own  knowledge  you  can 
strike  it  out. 
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The  Witness— I  cannot  swear  to  that. 
■   Mr.  Shipman — Is  that  fact  with  regard  to  the  meeting  of 
those  western  roads,  in  relation  to  those  pipe  lines,  important 
here? 

The  Witness — I  think  it  is  ;  to  show  that  we  prepared  to 
to  extend  to  them,  and  did  extend  to  them  the  same  rebates, 
as  Mr.  Scheide  has  testified,  in  relation  to  the  Hunter  &  Cum- 
mings  Pipe  Line. 

The  Chairman — Read  that  portion  which  is  now  objected 
to. 

The  Witness — (After  reading  the  portion  above  enclosed  in 
brackets.)  I  can  testily  to  this,  and  I  wish  to  supplement 
what  Mr.  Scheide  said,  by  a  statement  of  positive  knowledge 
on  my  part ;  Mr.  Scheide  came  to  me  on  behalf  of  the  Hunter 
&  Cuuimings  Line,  and  stated  to  me  that  they  were  not  in  the 
pipe  pool ;  that  one  of  the  gentlemen  connected  with  the 
Pipe  Line  was  a  personal  friend,  in  addition  to  being  a 
business  acquaintatice  with  whom  he  had  considerable 
transactions,  and  he  desired  to  know  definitely  from  the  Erie 
Railway  Company  if  the  Erie  Railway  Company  would  pay 
the  same  drawback  on  oil  coming  through  his  pipe,  notwith- 
standing the  fact  that  he  was  not  in  the  pipe  pool ;  I  said  to 
Mr.  Scheide  that  we  would  pay  this  '22  cents,  and  as  a  matter 
of  fact  he  purchased  a  certain  amount  of  oil ;  I  would  not 
have  recollected  the  amount  if  he  had  not  stated  it  the  other 
day  ;  he  presented  to  me  proof  that  that  oil  came  through  Hun- 
ter &  Cummings'  pipe,  and  I  thereupon  personally  directed 
the  payment  of  the  amount  representing  the  drawbacks  through 
that  pipe  ;  to  that  fact  I  am  prepared  to  testify. 

Mr.  Sterne — When  was  it  that  the  pipe  was  completed  and 
running. 

The  Witness — That  appears  by  the  statement  which  I  gave 
to  the  Chairman. 

The  Chairman— Do  you  mean  the  statement  submitted  in 
connection  with  the  map,  giving  the  date  of  the  completion 
of  those  pipes? 

The  Witness — Yes. 

Mr.  Steene — That  gives  the  directions  of  the  pipes  ;  but 
does  it  give  also  the  name  of  the  concern  that  owns  the 
pipes  ? 

The  Witness— Yes  ;  that  sentence  then  will  stand  thus  :  The 
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lines  already  in  the  pool  esin  essed  their  belief  in  their  ability  to 
nevertheless  control  those  smaller  lines,  or  to  induce  them  to 
maintfiin  tbe  agreed  pipe  rates  of  the  other  lines. 

This  railway  pool  of  October  1st,  1874,  was  thus  made  to 
extend  without  preference  to  about  sixteen  pipe  lines,  aud  I 
at  no  time  during  the  discussion  met  the  representatives  of  the 
Standard  Company,  or  received  any  letters  or  advice  from 
them  pro  or  con  in  the  whole  pipe  matter,  to  the  best  of  my 
recollection  and  belief. 

For  thpse  principal,  with  other  minor  reasons,  and  under 
these  conditions,  the  contract  of  1st  October,  1874,  was  put 
into  effect,  and  it  was  believed  would  afford  exact  and  equal 
rates  both  tlirough  the  pipes  and  by  rail  to  all  parties,  thus 
covering  all  the  transportation  from  the  wells  to  the  seaboard. 

The  contract  with  the  Standard  Compauy  of  April  17,  1874 
as  T  have  said,  contained  nothing  inconsistent  with  our  obliga- 
tions to  the  Pennsylvania  and  New  York  Central  Railroads 
and  the  New  York  Central,  under  their  later  contract,  and  our 
company,  convinced  the  Pennsylvania  Railroad  of  that  fact 
during  the  discussions  both  as  to  rates  and  each  and  every  other 
detail  agreed  to,  but  President  Jewett  thought  it  better  to  rely 
upon  the  arrangements  between  the  railway  companies  alone, 
and  decided  to  avail  himself  of  the  ninth  clause  of  the  agreement 
with  the  Standard  Oil  Company  of  17th  of  April,  1874,  which 
provided  that  either  party  might  terminate  it  by  six  months' 
written  notice,  but  that  notice  might  be  given  by  the  Standard 
Company  within  thirty  days  after  the  election  of  a  new  Board 
of  Directors  of  the  Erie  or  Atlantic  &  Great  Western  Company. 
This  trunk  line  oil  pool  of  October  1st  being  in  operation.  Presi- 
dent Jewett  gave  notice  of  the  termination  of  the  Standard 
agreement  of  April  1,  1874,  on  the  -Hist  October,  1874,  which 
would  have  terminated  in  six  months.  It  was  the  31st  of  the 
following  May,  but  an  election  having  in  the  meantime  taken 
place  upon  the  Atlantic  &  Great  Western  Railroad,  the 
Standard  Oil  Company  gave  tlie  thirty  days'  notice  it  had  the 
right  to  do  on  the  13th  January,  1875,  which,  therefore,  termi- 
nated the  agreement  upon  the  13th  February,  1875,  about 
three  months  and  a-half  before  President  Jewett's  notice 
could,  under  the  contract,  take  effect. 

The  trunk  line  agreement  of  October  1st,  1874,  continued 
in  force,  and  pool  settlements  were  made  thereunder  for  but 
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five  months,  namely,  until  the  close  of  February,  1875,  during 
which  time  the  Erie  CompaDy  paid  $31,019.05  and  received 
$6,570.55. 

Notice  of  the  abandonment  of  that  contract  was  given  by 
the  Erie  Company,  April  1st,  1875,  although-  no  statements  or 
moneys  were  exchanged  for  March,  and  dissatisfaction  with  its 
operations  had  been  expressed  by  us  prior  to  that  time,  the 
reasons  therefor  being  as  follows  : 

The  higher  rates  of  the  pipe  pool  had  stimulated  new  pipe 
lines,  and  the  Hunter  &  Cummings  Line  and  other  small  pipes 
had  been  completed,  or  did  not  maintain  the  agreed  rates  of 
pipeage.  The  Columbia  Conduit  Company  had  also  been  com- 
pleted to  Pittsburgh,  in  the  interest  of  the  Baltimore  &  Ohio 
Company,  and  either  acting  upon  the  then  policy  or  advice  of 
that  company,  or  with  a  desire  to  be  bought  out,  declined  to 
charge  equal  rates  of  pipeage  or  agree  to  any  fixed  rates,  a  fact 
which  threatened  the  diversion  of  oil  largely  to  Baltimore,  the 
Baltimore  &  Ohio  Railroad  not  being  in  the  trunk  line  oil  pool 
of  October  1,  1876,  and  publicly  and  frequently  announcing 
its  endeavor  to  divert  the  oil  trade  to  Baltimore. 

We  also  believed  that  large  drawbacks  or  commissions  were 
paid  by  the  Pennsylvania  Railroad  to  the  Empire  Line  in 
addition  to  those  provided  in  our  joint  pool  contract ;  and  our 
belief  has  since  been  confirmed  by  later  knowledge  of  the  fact 
that  the  Pennsylvania  Railroad  paid  to  the  Empire  Line  about 
30  per  cent.,  including  the  use  of  cars  ;  and  the  mileage,  being 
about  ten  (10)  per  cent,  at  current  rates  of  car  service,  left  the 
commission  equal  to  about  20  per  cent.,  an  advantage  not  pos- 
sessed by  any  other  shipper  or  company  over  any  of  the 
northern  lines. 

It  was  clear  that,  as  the  Empire  Line  added  to  its  already 
large  resources  not  only  this  commission  upon  the  oil  business 
excepting  Pittsburgh,  but  the  added  profits  upon  its 
pipe  lines,  that  its  combined  operation  and  profit  united  to 
control  an  increasing  share  of  the  entire  trade  and  put  it  in 
strong  financial  shape  for  a  control  which  it  subsequently 
entered  upon  to  absorb  also  a  large  refining  interest. 

As  the  northern  trunk  lines  made  no  similar  arrangements, 
allowances  or  commissions  to  any  forwarder  or  receiver,  and 
derived  no  profit  from  any  pipe  lines,  it  was  clearly  unfair  to 
concede  them  to  the  Empire  Line,  and  the  agreement  which 
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gaVe  it  these  growing  ndvantages  was  very  properly  an- 
nulled. 

We  also  desired  the  actual  transportation  of  the  oil  rather 
than  to  receive  money  from  others,  as  we  liad  done  during  the 
pool,  as  their  incfeased  business  might  finally  result  in  a  de- 
mand for  larger  percentages  if  the  pool  continued. 

1  directed  careful  examination  of  our  records  up  to  the  date 
of  the  abandonment  of  this  oil  pool  contract ;  and  upon  the 
auvhority  of  General  Freight  Agent  Vilas  state  that  the  net 
rates  charged  to  the  Standard  Company  during  this  period  to 
through  points  were  uniform  with  the  rates  charged  by  our 
lines  to  other  shippers,  taking  into  account,  as  before  stated, 
the  transportation  of  the  crude  equivalent  to  their  lefineries. 

By  the  Chaihma.n  : 

Q.  I  find  in  one  of  these  oil  contracts  a  section  ending  like 
this :  "And  generally  so  manage  the  business  as  to  give  to  the 
parties  of  the  second  part."  etc.;  does  that  mean  the  Standard 
Oil  Company  ?     A.  That  means  the  railroad. 

Q.  No  ;  for  it  says,  "  fair  and  equal  facihties  for  their  oil 
business ;"  it  must  mean  the  Standard  Oil  Company.  A.  Is 
that  one  of  our  contracts  ? 

Q.  It  is  one  of  the  New  York  Central  contracts,  which  is  in 
evidence  ;  do  you  not  agree  to  give  to  the  parties  designated 
by  the  Standard  Oil  Company  the  same  facilities  that  you  give 
to  them  ?  A.  Yes  ;  in  one  of  our  contracts  there  occurs  the 
same  clause,  which  I  heard  read  at  Saratoga,  from  the  New 
York  Central  contract— and  that  they  were  to  specify  who  the 
parties  were  that  represented  them. 

Q.  They  did  specify  them  to  you  ?     A.  Yes. 

Q.  Will  you  give  us  the  names  ?  A.  There  were  but  two, 
I  think  :  Charles  Pratt  &  Co.  and  the  Acme  Oil  Company ; 
I  think  that  these  are  all  they  have  ever  specified  to  come 
under  our  agreements. 

Q.  Do  you  know  whether  or  not  they  are  in  the  habit  of 
farming  out  their  facilities  to  various  small  refineries  in  differ- 
ent localities  ?     A.  I  do  not. 

Adjourned  to  October  25,  1879,  10  a.  m. 
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New  York,  October  25tii,  1879. 

The  Committee  met  pursuant  to  adjournment. 

Present :  Messrs.  Hepburn,  Noyes  and  Wadsworth. 

Oeorge  B.  Blanchard's  examination  resumed  : 

By  Mr.  Steene  : 

Q.  Let  me  ask  you  a  question  before  you  proceed ;  when 
did  you  say  that  you  first  became  familiar  with  the  Standard 
Oil  mattei?     A.  You  mean  as  a  whole  ? 

Q.  Your  first  acquaintance  with  it?  A.  The  time  of  the 
discussion  on  the  contract  of  the  17th  of  April,  1874. 

Q.  1874  ;  you  came  on  the  railway  in  1872,  didn't  you  ?  A. 
The  1st  of  October,  1872. 

By  Mr.  Shipman  : 

Q.  You  found  a  contract  in  existence  then,  didn't  you  ?  A- 
No,  not  to  my  knowledge,  with  the  Standard  Oil  Company. 

By  Mr.  Steene  : 

Q.  No,  with  the  South  Improvement  Company?  A.  No; 
there  was  no  ooatraol  with  the  South  Improvement  Company 
during  my  time. 

Q.  You  mean  you  made  none  ?  A.  I  made  none,  and  none 
was  in  existence. 

Q.  Did  you  find,  among  the  records  of  the  Erie  Eailway 
Company,  in  posting  yourself  upon  the  history  of  this  connec- 
tion of  the  railways  with  the  petroleum  business,  an  arbitration 
made  by  Mr.  Watson  January  6th,  1872  ?  A.  I  never  knew 
until  the  Saratoga  meeting,  when  you  introduced  those  papers, 
that  the  Erie  Bailway  Company  had  ever  had  a  contract  with 
the  South  Improvement  Company,  or  that  Mr.  Watson  ever 
made  an  arbitration. 

Q.  Isn't  there  a  memorandum  or  memoranda  in  writing  of 
this  arbitration  between  these  various  railway  companies, 
signed  by  Mr.  Watson,  in  which  he  apportioned  the  oil  to  the 
various  railways  and  fixed  the  rates  ?  A.  I  have  never  seen  it 
if  there  is. 

Q.  I  have  a  pamphlet  containing  the  testimony  of  Mr.  Wat- 
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son,  which  was  given  before  the  Committee  on  Commerce  of 
the  House  of  Representatives  on  the  South  Improvement 
Company  ?  A.  I  have  seen  the  same  thing  in  the  same  pam- 
phlet, but  I  have  never  seen  the  original. 

By  Mr.  Shipman  : 

Q.  You  went,  in  your  narrative  of  yesterday,  down  to  the 
contract  of  March  1st,  1S75  ;  one  was  for  rates,  one  for  com- 
missions, and  the  third  for  the  Weehawken  leases  ;  now,  I  want 
you  to  state  whether  these  contracts  were  made  as  the  result  of 
any  conference,  understanding  or  agreement  with  the  other  trunk 
lines,  and  if  so,  with  which  of  them,  under  what  circumstances, 
and  what  were  the  causes  that  led  the  Erie  Company  to  make 
them,  and  what  has  been  theiroperation  ?  A.  The  preliminary 
discussions  and  general  conclusions  i  elating  to  those  contracts 
were  all  with  President  Jewett,  although  many  of  their  details 
was  subsequently  discussed  and  suggested  by  me  ;  and  the  rea- 
sons influencing  him  to  make  them  have  been  stated  by  him  in 
his  testimony  ;  I  was  directed  to  carry  them  out,  and  have  from 
time  to  time  attended  meetings  at  which  the  rates  thereunder 
were  advanced  or  reduced  I  believe  those  contracts  were  not 
concluded  until  the  latter  part  of  April  or  early  in  May,  and 
were  then  dated  back  to  the  disruption  of  the  trunk  line  oil 
pool,  in  order  to  secure  our  guaranteed  proportion  of  oil  ship- 
ments from  that  earlier  date  and  without  interruption. 

By  the  Chairman  : 

Q.  Can  you  give  that  date  of  the  disruption  ?  A.  I  stated 
yesterday,  the  1st  of  April,  I  think.  The  transportation  con- 
tract continued  to  guarantee  us  50  per  cent,  of  the  business 
of  the  Standard  Oil  Company,  which  50  per  cent,  should 
not  be  less  than  the  percentage  we  had  received  in  the  year 
1874  of  the  total  arrivals  at  the  seaboard  ;  and  at  this  time, 
for  that  reason,  the  Standard  Oil  Company  had  no  transporta- 
tion arrangements  with  the  Pennsylvania  Eailroad,  and  this  fact 
and  guaranty  induced  us  to  disregard  the  question  as  to  whether 
or  not  the  Standard  Company  had  similar  or  other  contracts 
with  th«  New  York  Central  or  its  connections,  our  only  in 
terest  in  the  question  being  as  to  whether  rates  were  equal  and 
if  we  received  our  guaranteed  share  of  the  oil. 

There  was  no  understaning  or  agreement  by  the  Erie  Com- 
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pany  to  my  knowledge  that  the  New  York  Central  Company 
or  Pennsylvania  Railroad  or  either  of  them  had  or  had.  not 
similar  or  other  contracts  with  the  Standard  Oil  Company. 

They  were  shipping  by  the  New  York  Central  route,  and  we 
assumed  from  their  large  business,  terminal  arrangements,  etc.," 
that  some  defined  understanding  probably  regulated  such  large 
iuterests,  but  we  were  not  consulted  as  to  the  terms  or  condi- 
tions of  its  contracts  with  other  companies  if  it  had  any,  be- 
cause \^e  relied  upon  their  responsible  guaranty  to  give  us  our 
proportion  of  the  total  arrivals  of  oil  at  the  seaboard  and  at 
rates  equal  to  those  of  other  companies,  as  ample  protection 
to  our  interests. 

At  the  time  this  transportation  contract  was  made  by  the 
Erie  Company,  other  considerations  than  relief  from  risks  and 
thu  equalization  of  the  arrivals  at  the  seaboard  bore  upon  the 
contracts  for  an  allowance  of  ten  per  cent.  It  continued  to  be 
our  belief,  since  fuUy  confirmed  by  Mr.  Cassatt's  testimony 
that  other  shippers  via  the  Empire  Line  over  the  Pennsylvania 
Railroad  had  at  least  similar  rates  and  arrangements,  to  which, 
on  the  part  of  the  Erie  Company  no  objection  was  offered  ;  it 
also  continued  to  be  the  fact  that  the  Empire  Line  continued 
to  receive  in  addition  to  its  probable  pipe  profits,  the  same  or 
about  the  same  large  commission  as  before,  from  the  Pennsyl- 
vania Railroad,  and  it  was  believed  by  the  officers  of  the  Erie 
in  making  this  contract  with  the  Standard  Company  that  the 
allowance  to  it  of  10  per  cent,  was  not  much  more  than  one 
half  the  allowance  then  being  made  by  the  Pennsylvania 
Railroad  to  the  Empire  Line. 

In  addition  thereto,  we  secured  the  actual  transportation  of 
our  full  share  of  the  oil,  at  the  agreed  rates,  without  delays  or 
disputes  in  adjustments,  or  the  preparation  or  exchange  of  the 
pool  statements. 

It  maintained  the  business  to  New  York  and  provided 
against  any  increase  to  our  rival  railways  or  ports,  no  matter 
how  the  territory  of  oil  production  might  shift  or  vary, 
and  while  under  the  trunk  line  pool  we  could  not  influence 
the  various  shippers  to  send  them  oil  over  our  railway  or  to 
this  city,  unless  their  varying  and  dissimilar  interests  all  agreed 
as  (they  did  not),  and  no  matter  how  much  one  company 
might  be  in  deficit,  the  Standard  Company  is  compelled  to 
send  it  over  our  line.     The  loading  and  unloading  and  taking 
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the  risks  was  also  an  important  item  to  us  as  has  before  been 
detailed,  and  relieved  us  from  a  class  of  claims  we  had  paid 
prior  to  that  time. 

It  was  also  important  to  us,  that  by  this  contract  we  were 
explicitly  released  from  large  losses  when  the  great  fire  con- 
sumed the  Weehawken  Docks  in  July,  1874. 

The  9th  section  of  the  contract  has  also  been  of  much  value 
to  us.  In  the  delivery  of  oil  to  vessels  or  exporters  the 
Standard  Compnny  assumes  all  the  risks  and  expenses  of  de- 
lays to  ships,  and  their  demurrage,  even  if  it  be  the  fault  of  the 
railway  by  non-delivery,  and  I  have  known  of  cases  where 
this  amounted  to  a  large  sum. 

In  1877  when  the  general  and  extended  railway  strikes  oc- 
curred, this  clause  also  released  us  beyond  doubt  from  large 
claims  that  might  otherwise  have  been  urged. 

The  freight  rates  provided  by  the  railway  pool  of  October 
1st,  1874,  were  not  changed  until  October  1st,  1875  ;  and  my 
recollection  is,  that  it  was  not  until  the  discussion  upon  that 
change  that  anything  was  definitely  known  by  any  of  the  trunk 
lines  of  the  arrangements  of  the  others  with  the  Standard  Oil 
Company.  At  that  meeting  the  10  per  cent,  reduction  to  be 
allowed  the  Standard  was  distinctly  understood,  as  due  upon 
its  shipments  via  all  the  trunk  lines  in  consideration  of  the 
facts  stated,  and  it  then  first  came  to  my  knowledge  that  War- 
den, Frew  &  Co.,  of  Philadelphia,  represented  the  Standard 
Oil  Company,  as  Charles  Pratt  &  Company  represented  their 
crude  interests  at  New  York  via  our  line. 

The  last  contract  continued  in  operation  without  complaint 
or  lack  of  harmony  among  the  trunk  lines,  and  the  division 
of  oil  continued  to  be  made  as  agree:!,  until  in  the  fall  of  1876 
it  became  known  to  me,  as  well  as  to  other  officers  of  our  com- 
pany, that  the  Empire  Line  was  not  only  shipping  for  others 
at  like  rates,  and  receiving  for  itself  an  equal  or  greater  com- 
mission than  that  allowed  the  Standard  Oil  Company,  but  that 
it  contemplated  engaging  in  the  refining  of  oil  at  Philadelphia, 
and  had  for  some  time  been  actually  interested  in  refining  oil 
at  New  York.  The  information  of  President  Jewett  confirmed 
this,  and  at  different  subsequent  interviews  with  Mr.  Cassatt 
or  Mr.  Potts,  upon  various  oil  subjects,  Mr.  Kutter  and 
myself,  protested  against  the  Pennsylvania  Eailroad  being 
not  only  indirectly  the  owner  of  the  pipe  lines,  and  buy- 
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ing  and  selling  crude  oil  in  the  market,  but  was  engaging  in 
the  construction  of  refineries  as  well.  The  objections  so 
taken  on  behalf  of  our  companies  in  those  particulars,  were 
sustained  by  our  Presidents,  and  the  Standard  Oil  Company 
was  advised  that  if  we  made  an  issue  with  the  Pennsylvania 
Eailroad  upon  this  subject,  we  should  require  them  to  give  us 
fifty  per  cent,  of  their  entire  business  as  being  in  literal,  and 
technical  accordance  with  our  last  contract  with  them. 

By  Mr.  Steene  : 

Q.  You  had  not  received  that  amount  before  ?  A.  We  had 
not ;  as  I  state,  we  ascertained  that  Warden,  Frew  &  Co.,  rep- 
resented them,  and  therefore  we  had  not  received  it. 

Q.  They  had   been   shipping  therefore A.  Over   the 

Pennsylvania  line ;  I  have  the  dates  here. 

The  Standard  Oil  Company  agreed  in  that  event  to  comply, 
and  at  a  later  date  we  did  insist  upon  the  position  we  had 
taken,  until  finally  the  Standard  Company,  acting  upon  our  re- 
quirements, withdrew  its  shipments  from  the  Pennsylvania 
Eailroad,  sometime  in  March  1877,  and  thereafter  to  October 
17,  1877,  sent  all  its  oil  to  Philadelphia  and  New  York,  by  way 
of  the  Erie  and  New  York  Central  routes.  What  followed  in 
that  connection  as  to  the  conference  between  the  Standard  Oil 
Company  and  the  Pennsylvania  Railroad,  are  matters  about 
which,  I  then  knew  nothing  ;  it  was  no  part  of  our  stipulation 
that  the  Empire  Line  should  go  out  of  the  transportation  busi- 
ness or  sell  either  its  pipes,  refineries  or  cars  to  the  Standard 
Oil  Company  or  anyone  else,  and  we  were  not  to  my  knowl- 
edge, consulted  By  the^  Standard  Company,  the  Empire  Line 
or  the  Pennsylvania  Railroad  upon  any  of  those  points. 

Indeed,  it  can  be  plainly  seen  that  it  would  have  suited  us 
much  better  to  have  had  the  Empire  Line,  pipes,  and  refining 
plant  purchased  by  any  one  else,  than  the  Standard  Company, 
in  order  that  we  might  have  obtained  a  more  exclusive  control 
of  its  large  business: 

We  simply  demanded  that  a  rival  railroad  should  not  buy 
pipe,  ship  by  rail,  refine  and  sell  or  bull  or  bear  oil  at  its 
pleasure  to  our  detriment,  and  that  of  our  patrons  who  could 
not  compete  against  such  a  combination.  The  fact  that  the 
Empire  Line  bought  and  shipped  oil  is  proven  by  Mr.  Oassatt's 
recent  testimony.  J 
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He  also  states  that  they  were  building  refineries  at  the  close 
of  1876,  at  both  Philadelphia  and  New  York ;  his  testimony 
also  confirms  my  statements  as  to  the  demands  of  the  Central 
and  Erie,  that  the  Empire  Line,  as  the  creature  of  his  railway 
company  only  cease  these  outside  operations. 

I  also  infer  from  his  testimony,  that  the  Standard  Oil  Com- 
pany did  not  ask  the  Empire  Line  to  stop  transporting,  but 
only  that  it  should  stop  refining. 

He  still  further  says  in  his  testimony,  that  it  was  the  Empire 
Line  that  asked  to  be  bought  out,  and  that  it  was  his  own 
railway  company  that  insisted  that  the  Standard  buy  the  pipe 
lines  of  the  Empire  Transportation  Company. 

Mr.  Stekne— AUthe  repetition  by  Mr.  Blanchard  of  what  Mr. 
Cassatt  testified  to,  I  desire  to  have  stricken  out ;  it  is  wholly 
argumentative. 

Mr.  Shipman — Eead  that  again. 

The  Witness— "The  fact  that  the  Empire  Line  bought  and 
shipped  oil  is  proven  by  Mr.  Oassatt's  recent  testimony." 

Mr.  Sterne — Whatever  that  proves,  it  proves ;  I  object  to 
Mr.  Blanchard's  stating  what  Mr.  Cassatt  states. 

The  Witness  —I  was  going  to  say  that  I  do  not  see  unless  I 
state  these  facts,  how  I  can  show  how  and  why  we  acted. 

The  Chairman — Read  on  further. 

The  Witness — "He  also  states  that  they  were  building  re- 
fineries at  the  close  of  1876,  at  both  Philadelphia  and  New 
York  ;  bis  testimony  also  confirms  my  statements  as  to  the  de- 
mands of  the  Central  and  Erie,  that  the  Empire  Line,  as  the 
creature  of  his  railway  company  only  cease  these  outside 
opera.tions.  I  also  infer  from  his  testimony,  that  the  Standard 
Oil  Company  did  not  ask  the  Empire  Line  to  stop  transport- 
ing, but  only  that  it  should  stop  refining.  He  still  further  says 
in  his  testimony  that  it  was  the  Empire  Line  that  asked  to  be 
bought  out,  aud  that  it  was  his  own  railway  company  that  in- 
sisted (jhat  the  Standard  buy  the  pipe  lines  of  the  Empire 
Transportation  Company." 

Mr.  Sterne — He  did  not  state  that  in  those  words,  if  I  re- 
member his  testimony. 
Mr.  Shipman — If  he  did  not,  we  will  have  it  corrected. 
The  Witness — This  question  was  asked  Mr.  Cassatt :  "  Are 
"  you  confident  that  the  notice  or  request  to  purchase,  came 
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"  from   the  Empire  people  ?     Answer.  Entirely  so  ;  ye^,  sir ; 
"  entirely  so." 

Mr.  Steene — That  is  not  what  you  state ;  you  state  that  Mr. 
Cassatt  says  that  the  Standard  people  did  not  insist  that  the 
Empire  people  should  not  carry,  but  simply  insisted  that  they 
should  not  refine ;  now,  I  do  not  remember  in  Mr.  Oassatt's 
testimony  any  such  phrase,  although  such  an  inference  might 
flow  from  it. 

The  Witness — I  do  not  say  that  the  Standard  insisted  that 
they  should  not  carry. 

Mr.  Sterne— You  state  that  Mr.  Cassatt  states  that  the 
Standard  people  insisted  that  the  Empire  Transportation  Com- 
pany should  not  refine,  but  did  not  insist  that  they  should  not 
carry.  That  may  be  an  inference  that  flows  from  Mr.  Cassatt's 
testimony,  but  he  does  not  so  state. 

By  the  Chairman  : 

Q.  Do  you  know  whether  he  so  states  in  words  ?  A.  I  think 
he  does. 

Mr.  Shipman — If  you  do  not,  you  can  change  your  answer 
and  say  "  I  understand  that  Mr.  Cassatt  states  so." 

Mr.  Sterne — "I  infer  "  would  be  more  proper. 

Mr.  Shipman — Very  well.  Tou  overlook  one  point ;  we  do 
not  offer  this  as  a  defense  of  the  Standard  Oil  Company  at  all ; 
we  only  want  to  show  the  motives  under  which  we  acted. 

The  Chaibm'^.n — We  do  not  understand  you  are  trying  to  de- 
fend them  at  all. 

The  Witness— Not  the  slightest. 

The  Chaiiiman— It  may  have  that  effect.  So  far  as  in  defend- 
ing yourselves  it  is  necessary  to  defend  them,  we  will  let  you  go. 

Mr  Shipman — Perhaps  the  Chairman  knows  that  we  do  not 
agree  with  Mr..  Cassatt  on  some  facts.  (To  the  witness.)  If 
you  find  it  stated  explicitly  so,  call  Mr.  Sterne's  attention  to  it, 
and  if  you  do  not,  just  put  it  in  that  you  inferred  that  from  his 
testimony. 

The  Chairman— You  may  make  that  annotation  now ;  then 
if  you  find  the  statement  you  can  change  it  back. 

The  Witness— He  still  further  says  that  in  his  testimony 
that  it  was  the  Empire  Line  that  asked  to  be  bought  out,  and 
that  it  was  his  own  railway  company  that  insisted  that  the 
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Standatd  buy  the  pipe  lines  of  the  Empire  Transportation 
Company.     Any  objection  to  that  ? 

The  Chaieman— I  did  not  so  understand  his  testimony— that 
the  Empire  Line  insisted  upon  being  bought  out.     ■ 

Mr.  Steene — It  is  my  inference,  from  Mr.  Oassatt's  testi- 
mony, that  after  this  fight,  which  was  exhausting  to  the  Penn- 
sylvania Company  and  the  New  York  companies,  they  de- 
termined, as  the  result  of  it,  to  divide  the  Standard's  business 
witii  the  New  York  companies  and  sell  out  the  Empire  Trans- 
portation business  to  the  Standard  people. 

The  Witness — Mr.  Cassatt  says,  and  I  now  quote  from  Mr. 
Cassatt's  testimony  : 

"  Q.  In  your  testimony  you  stated  that  the  Pennsylvania 
'  Eailroad  Company,  in  its  contract  with  the  Empire,  had  the 
•  right  to  purchase  out  the  properties  of  that  company,  and 
you  have  described  later  in  your  testimony  the  methods  by 
which  that  right  was  subsequently  exercised ;  will  you  please 
state  whether  the  Pennsylvania  Railroad  Company  gave  no- 
tice to  the  Empire  of  their  design  or  desire  to  exercise  this 
right  of  purchasing  at  any  time  before  ?  A.  No,  sir  ;  it  was 
not  a  matter  of  notice  ;  it  was  a  matter  of  arrangement  be- 
tween us ;  a  matter  of  negotiation  ;  as  I  said  before,  the  Em- 
pire Transportation  Company  differed  with  the  officers  of  the 
Pennsylvania  Railroad  Company,  or  the  management  of  the 
Pennsylvania  Railroad  Company,  as  to  the  policy  of  their  re- 
maining in  the  business  of  refining  oil,  and  they  said  to  us, 
rather  than  go  out  of  the  refining  of  oil — the  business  of 
refining  oil — they  would  prefer  we  would  buy  them  out ;  we 
had  no  right  to  force  them  to  stop  refining  oil ;  we  had  a 
right  to  buy  them  out,  and  when  they  requested  we  should, 
we  agreed  to  do  it. 

"  Q.  Are  you  confident  that  the  notice  or  the  request  to  pur- 
chase came  from  the  Empire  people  ?  A.  Entirely  so ;  yes, 
sir  ;  entirely  so. 

"  Q.  Was  that  wish  expressed  in  the  shape  of  any  written 
paper  or  letter?  A.  No,  sir;  it  was  expressed  verbally ;  it  was 
expressed  at  a  much  earlier  day  than  the  date  of  this  contract 
or  these  negotiations  took  place  ;  it  was  expressed  first  in  the 
fall  of  1876,  when  the  question  of  the  advisability  of  the  Em- 
pire Line  being  in  the  refining  business  first  came  up,  and  it 
was  then  that  it  was  suggested  by  oflScers  of  the  Empire  Line 
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"  that  we   had  better  take  control  of  this  traffic  ^ourselves  and 
"  buy  them  out. 

"  Q.  At  or  about  the  time  that  these  negotiations  between  the 
"  Standard  and  the  Pennsylvania  Eailroad  Company  came  to  a 
"  settled  form  in  the  contract  of  October  17th,  was  there  a  com- 
"  bination  or  arrangement  efl'ected  between  the  various  trunk 
"  lines,  including  the  Pennsylvania  and  the  other  principal 
"  routes  connected  with  the  oil  country,  providing  for  a  distri- 
"  bution  or  division  of  that  traffic  between  the  lines?  A.  No, 
"  sir  ;  there  was  no  combination  of  that  kind  made  between  the 
"  lines ;  the  sole  arrangement  made  was  that  expressed  in  that 
"  letter. 

"  Q.  That  is  the  one  adverted  to  in  the  answer  ?  A.  The 
"17th  of  October. 

"  Q.  Was  there  no  stipulation  entered  into,  or  arrangement 
"  effected  between  the  trunk  lines,  looking  to  a  division  of  the 
"  oil  traffic  ?  A.  A  contract  made  between  the  trunk  lines, 
"  looking  to  a  division  of  the  oil  traffic  ?  No,  sir ;  there  was 
"  not." 

Mr.  Sterne — I  cannot  see  the  distinction  ;  the  way  Mr. 
Blanchard  puts  it,  he  evidently  has  misread  the  testimony  in 
that  resnect ;  the  inference  is  that  the  offer  came  from  the 
Empire  Company  to  the  Standard  Company  with  reference  to 
selling  out. 

The  Witness — No ;  I  did  not  say  so  at  all. 

The  Chairman — That  is  the  way  I  understood  you  to  state. 

Mr.  Sterne — You  will  find  that  the  inference  is  that  the 
offer  came  from  the  Empire  Company  to  the  Standard  Com- 
pany to  be  bought  out  by  the  Standard,  whereas,  on  the  con- 
trary, the  fact  is  that  the  fight  proceeded  until  the  Pennsyl- 
vania Compatfy  got  tired  of  it,  and  then  the  offer  came  from 
the  Pennsylvania  Company  to  the  Empire  Company,  suggest- 
ing the  selling  out  of  the  whole  concern. 

The  Witness— Here  again,  Mr.  Chairman,  is  the  following  : 

(Beading  again  from  Mr.  Cassatt's  testimony :) 

"  Q.  I  understood  you  to  say  that  the  Standard  people  insisted 
"  that  you  should  purchase  out  the  Empire  Transportation 
"  Company  ?     A.  No,  sir ;  they  did  not. 

"  Q.  What  did  they  insist  upon  ?  A.  What  I  stated  was  this, 
"  they  insisted  that  the  first  condition  of  their  coming  back  on 
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"  our  line  to  ship  oil  over  our  road,  must  be  that  the  Empire 
"  Transportation,  which  company  did  all  our  oil  business,  repre- 
"  sented  us  in  the  oil  business,  must  cease  refining  oil  in  com- 
"  petition  with  us  ;  the  Empire  Transportation  Company  ob- 
"  jected  to  going  out  of  the  refining  business,  and  called  upon 
"  us  and  asked  us  to  buy  them  out,and  close  out  their  contract  ; 
"  they  said  they  would  prefer  to  be  bought  out,  and  go  out  of 
"  the  business  entirely,  rather  than  go  out  of  the  refining  busi- 
"ness." 

Then  further  he  says  : 

"  Q.  What  other  terms,  if  any,  did  the  Standard  combination 
"  insist  upon  ?  A.  That  was  the  only  point  that  they  insisted 
"  upon  ;  that  was  the  first  condition  that  they  made  ;  then  when 
"  the  Empire  Transportation  Company  decided  that  rather  than 
"  sell  out  their  refining  interest,  which  they  thought  was  bad 
"  policy — there  we  differed,  you  know— then  the  question  camo 
"  up  as  to  who  should  buy  this  plant  of  the  Euipire  Transpoita- 
"  tion  Company  ;  the  Standard  Company  wanted  us — somebody 
"  had  to  buy  it — they  offered  to  buy  the  refining  interest ;  they 
"wanted  us  to  buy  the  pipe  line  and  cars  ;  we  objected  to  buy- 
"  ing  the  pipe  lines  ;  said  that  was  out  of  our  province,  and  we 
"insisted  that  they  should  buy  the  pipe  Unes,  and  it  resulted  in 
"  their  buying  the  pipe  lines  and  refining  plant  property. 

"  Q.  Did  they  buy  from  the  Empire  Transportation  Company 
"or  the  Penns3lvania  Kailroad  Company  ?  A.  They  bought 
"  directly  from  the  Empire  Transportation  Company ;  we  bought 
"  the  cars  directly  from  the  Empire  Transportation  Company, 
"  paying  them  in  car  stock  certificates,  and  they  bought  the  re- 
"  fining  interests  and  pipes,  paying  them  in  cash,  and  the  nego- 
"tiation,the  principal  part  of  the  negotiation,  after  we  got  that 
"far,  was  to  bring  these  two  parties  together  as  to  the  price." 

Now,  my  testimony  in  place  of  that  is  :  "  He  still  further 
says  in  his  testimony,  that  it  was  the  Empire  Line  that  asked 
to  be  bought  out,  and  that  it  was  his  own  railway  company 
that  insisted  that  the  Standard  buy  the  pipe  lines  of  the  Em- 
pire Transportion  Company." 

Mr.  Stebne — That  gives  a  totally  unfair  presentation  of  Mr. 
Cassatt's  testimony.  It  seems  to  me  that  it  is  altogether 
argumentative,  and  while  it  might  be  perfectly  proper  tor  Judge 
Shipman  to  draw  such  an  inference  from  Mr.  Cassatt's  testi- 
mony, it  is  not  proper  for  Mr.  Blanchard  to  interject  into  the 


3458 

testimony  here  aa  inference  which  would  be  highly  improper 
for  a  witness  to  draw. 

Mr.  Shipman — I  think  I  can  remove  the  difficulty.  You  can 
say :  "  Mr.  Cassatt  testified  as  follows,"  and  then  copy  his  tes- 
timony exactly. 

Mr.  Stebne— That  which  you  have  read,  I  have  no  objection 
to  your  incorporating. 

The  Chaikman — It  is  the  better  way  if  you  want  to  quote  his 
testimony,  to  quote  it  directly  rather  than  to  construe  it. 

By  Mr.  Shipman  : 

Q.  There  is  no  difficulty  in  incorporating  just  what  he  says? 
A.  None  at  all. 

Q.  Then  go  on  and  state  what  your  action  was  in  conse- 
quence of  it?     A.  That  answers  the  question. 

By  Mr.  Steene  : 

Q.  Then  you  will  add  just  precisely  what  you  aave  just  now 
read  from  Mr.  Cassatt's  testimony  ?     A.  Yes. 

Q.  In  the  place  of  your  construction  ?     A.  Yes. 

By  Mr.  Shipman  : 

Q.  Now,  have  you  answered  the  last  part  of  my  question  ; 
were  those  contracts  made  as  the  result  of  any  conference,  un- 
derstanding or  agreement  with  the  other  trunk  lines,  and  if  so, 
with  which  of  them,  and  under  what  circumstances — what  were 
the  causes  that  led  the  Brie  Company  to  make  them,  and  what 
has  been  their  operation  ?     A.  I  stated  those. 

By  Mr.  Steene  : 

Q.  You  lost  by  reason  of  making  that  contract,  a  proportion 
of  your  50  per  cent,  carriage  of  oil,  didn't  you  ?  A.  Of  the 
standard  business  we  did,  but  we  gained,  as  I  shall  show  in 
the  carriage  of  the  total  to  the  City  of  New  York,  and  our  ship- 
ments -increased.  It  was  the  Pennsylvania  Eoad  that  lost  by 
that  contract ;  I  will  show  it  in  barrels  and  percentage  both. 

Q.  That  you  gained  absolutely  in  the  per  cent,  of  business  ? 
A.  Absolutely  in  the  per  cent,  of  business ;  we  gained  in  the 
percentage  of  the  total  production. 

Q.  Has  not  that  been  entirely  due  to  the  discoveries  of  the 
new   oil  regions — the    Bradford  District  ?     A.  No,   I   say  we 
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gained  in  the  percentage  of  the  production,  if  it  is  ten  millions 
of  barrels,  we  gained  a  percentage  of  it. 

Q.  Ts  not  that  gain  in  percentage  due  to  the  discovery  of 
the  new  oil  regions?  A.  Not  at  all;  it  has  no  reference  to  it 
whatever. 

Q.  Do  you  mean  to  say  that  you  have  gained  from  1876, 
when  this  fight  took  place — a  percentage  of  the  oil  that  is 
carried  from  the  old  oil  district  ?  A.  I  mean  that  we  gained  a 
percentage  of  the  total  that  is  carried  from  the  whole  district, 
old  and  new ;  we  gained  just  as  large  a  percentage  from  the  old 
■district  as  we  did  from  the  new.  For  example,  it  is  very  easy 
to  explain  that  now  ;  the  City  of  New  York  received  under  the 
old  percentage  about  62  per  cent.,  as  the  result  of  this  con- 
test; the  City  of  New  York  received  of  the  whole  business 
'  going  to  the  seaboard  -we  don't  know  where  it  comes  from — 
Bradford  or  Piirker  or  wherever  else  it  may  be  found — if  we 
get  63  per  cent,  instead  of  62  ;  that  is  a  New  York  gain  as  the 
result  of  this  contest  and  as  a  permanent  addition  to  its 
business. 

By  the  Chairman  : 

Q.  Your  proportion  of  this  shipment  is  arbitrary  ?  A.  Is 
arbitrary— whether  the  number  of  barrels  shipped  be  a  hun- 
dred thousand  or  a  million. 

Q.  If  the  new  regions  had  not  been  discovered,  you  would 
not  have  gained  any  ?  A.  Yes,  we  would  ;  no  matter  where  it 
comes  from  ;  we  get  63  per  cent,  wherever  they  briug  it  from  ; 
if  they  bring  it  from  California. 

Q.  But  you  would  not  gain  on  the  total  shipment?  A.  "We 
.might  not  gain  in  quantity,  but  I  mean  we  gain  in  the  per- 
centage of  whatever  comes  here,  and  if  the  production  fell  off 
Philadelphia  would  lose  more  than  New  York  proportionate  to 
the  old  per  cents. 

By  Mr.  Steene  : 

Q.  How  can  you  gain  in  percentage  if  it  was  guaranteed  that 
you  should  have  50  per  cent,  of  the  whole,  and  subsequently 
you  had  to  pay  out  of  your  proportion  a  percentage  to  make 

up  that   which   the  Pennsylvania  Company  had  not A. 

We  did  not  have  to  payout  of  our  proportion,  they  had  to  pay 
out  of  theirs. 

lao 
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Q,  There  was  not  a  barrel  of  oil  shipped,  as  I  understHud  it, 
for  a  time  during  the  contest,  over  the  Pennsylvania  Eailroad 
by  the  Standard  Oil  Company  ;  the  whole  of  the  shipments 
were  made  by  the  New  York  Central  and  Erie,  were   they  not? 

A.  Of  their  shipments. 

Q.  After  that  you  divided  the  Standard  shipments  between 
the  Pennsylvania  and  New  York  &  Erie  didn't  you  ?  A.  We 
didn't  do  it ;  the  Standard  did  it. 

Q.  The  shipments  were  divided  ?     A.  Yes. 

Q.  Now ;  did't  you  pay  out  of  the  Standard  shipments  a 
proportion,  or  give  a  proportion  of  the  Standard  shipment  to 
the  Pennsylvania  in  that  way  ?  A.  Well,  I  now  see  your  differ- 
ence; I  am  referring  to  the  pool  contract  of  October,  1874,  by 
whicli  New  York  received  about  62  per  cent;  there  was  a  time 
from  March  to  October,  1876,  when  the  New  York  Central  and 
the  Erie  Company  received  more  than  63  per  cent.,  but  I  am 
referring  to  the  permanent  arrangement  that  secured  more 
than  the  old  arrangement ;  during  this  contest  we  had  no  means 
of  knowing  whether  we  carried  more  or  less  than  68  percent.; 
the  centest  went  on,  no  statements  were  exchanged  and  we  had 
no  means  of  knowing  what  we  received. 

By  Mr.  Shipman  : 

Q.  As  compared  with  the  others  ?  A.  As  compared  with 
the  others  ;  it  might  have  been  50  per  cent,  and  it  might  have 
been  75  ;  but  as  permanent  condition  conceded  by  the  other 
roads,  the  New  York  Central  and  New  York  &  Erie  Roads 
gained. 

Q.  You  have  read  the  testimony  of  Mr.  Cassatt  in  the  pro- 
ceedings in  Pennsylvania  ?  A.  I  have  read  every  word  of  it, 
I  believe. 

Q.  You  have  read  it  in  print  ?     A.  Yes,  sir. 

Q.  Then  you  know  what  his  statements  were  as  regards  the 
rates  that  were  made  at  that  time  by  all  the  routes?     A.  Yes 

Q.  Now,  state  to  the  Committee  concisely  and  briefly* 
whether  any  combinations  existed  between  the  Erie  and  the 
Standard  Oil  Company  for  buying  or  selling  oil,  also  what 
rates  you  derived  from  the  transportation  of  oil  for  the  Stand- 
ard Oil  Company,  during  that  period  ? 

Mr.  Sterne— Will  you  postpone  that  question  for  a  moment 
while  I  ask  the  witness  a  question  ? 
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By  Mr.  StErne  : 

Q.  How  low  did  you  carry  the  oil  during  that  contest  ?  A. 
I  am  just  about  to  state  that ;  that  is  one  of  the  questions  he 
asked. 

By  Mr.  Shipman  : 

Q.  Now,  I  want  you  to  state  all  the  facts  in  that  connection 
as  concisely  as  pos^sible  ? 

A.  Mr.   Gassatt  testified  March  8th,  1879,  as  follows  : 

"  We  did  not  succeed  in  bringing  the  Empire  Transportation 
"  Company  and  the  Standard  Oil  Company  together,  and  it 
"  resulted  in  a  complete  breach,  and  the  Standard  Oil  Com- 
"  pany  took  their  business  off  our  road  and  we  had  a  severe 
"  contest  from  the  time  they  did  so  to  the  19th  October ;  dur- 
"  ing  that  time,  the  Empire  Transportation  Company  itself, 
"  did  all  the  refining  it  could  in  competition  with  the  Standard 
"  Oil  Company,  and  all  the  other  refineries  not  connected  with 
"  the  Standard  Oil  Company,  we  induced  to  come  on  our  line 
"  and  ship,  but  we  did  it  at  -a  very  great  loss  to  the  company  ; 
"  we  stood  what  loss  there  was ;  the  Empire  Transportation 
"  Company  was  buying  oil  in  the  region,  selling  it  in  New 
"  York,  and  settling  with  us  for  the  difference." 

A\'hile  Mr.  Cassatt  testified  to  this  fact  -as  true  of  his  own 
company,  he  also  testified  referring  to  the  New  York  Central 
and  Erie  Roads. 

"They  transported  their  oil  in  competition  with  us  at  rates 
"  we  did  not  know  anything  about." 

It  therefore  appears  that  the  Pennsylvania  Company  carried 
oil  for  less  than  nothing,  without  our  knowing  what  their  rates 
were. 

The  Standard  Oil  Company  withdrew  its  shipments  from 
the  Pennsylvania  Railroad  in  March,  1877,  and  resumed  them 
by  that  line  after  the  settlement  of  the  dif6culties  on  the  17th 
October,  1877. 

During  that  time  the  net  rates  to  the  Erie  Railway  Com- 
pany, after  paying  the  charges  of  the  American  Transfer 
Company  for  the  transfer  at  Oil  City,  and  for  services  at  Car- 
rolton,  were  as  follows  : 
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March  26t]i,  1877,  to  April,  both  inclusive,  net,  77 1  cents 
per  barrel. 

April  9th  to  May  20th,  both  inclusive,  net,  45  cents  per 
barrel. 

May  21st,  until  contest  was  adjusted,  35  cents  per  barrel. 

From  Bradford : 

March  26th,  1877,  to  April  8th,  net,  53|  cents  per  barrel. 

April  9th  to  May  20th,  net,  36  cents  per  barrel. 

May  21st  to  adjustment  of  diiSculty,  35  cents  per  barrel. 

These  sums  were  the  net  rates  to  us  on  the  business  we  did 
for  the  Standard  Oil  Company  during  that  entire  period,  after 
paying  the  American  Transfer  Company  allowances  for  the 
services  of  its  pipe  lines  ;  it,  therefore,  appears  that  the  New 
York  Central  and  Erie  Companies  charged,  and  the  Standard 
Oil  Company  paid,  higher  rates  than  their  competitors  over 
the  Pennsylvania  Railroad,  including  Mr.  Ohlen,  Lombard  and 
Bush  and  others,  with  whom  the  Empire  Line  had  contracts 
at  that  time ;  and  I  wish  to  testify  still  further  that  neither 
the  Erie  Company  nor  any  one  acting  by  its  concurrence  or 
orders  bought  or  sold,  or  refined,  or  was  interested  in  the  pur- 
chase or  sale,  or  profits  or  losses;  of  crude  oil  or  refined  oil 
during  that  or  any  other  period. 

By  Mr.  Sterne  : 

Q.  When  you  say  "net,"  did  you  deduct  mileage  on  cars? 
A.  No,  we  never  considered  that  in  the  rate  at  all  ]  mileage  is 
simply  equivalent  to  putting  our  own  cars  in  the  service. 

Q.  Net  30  cents,  do  you  say,  or  35  ?     A.  35. 

Q.  Net  35  cents  a  barrel — how  much  is  that  for  a  tank  car 
load  from  Oil  City  to  New  York  ?  A.  All  this  crude  oil,  dur- 
ing that  contest,  I  believe,  with  very  rare  exceptions,  came 
from  Bradford ;  some  of  the  Standard  Company's  cars  on  our 
line,  the  new  ones,  carried  100  barrels  ;  the  old  ones  carried  85  ; 
if  they  carried  100  barrels,  it  was  $35  a  car. 

By  Mr.  Shipman  : 

Q.  When  you  were  at  Saratoga,  during  the  session,  you 
stated  that  you  would  undertake  to  prove  that  the  Standard 
Oil  Company  did  ship  over  the  Pennsylvania  Railroad  prior 
to  the  difficulties  of  March,  1877  ;  now,  state  what  proof  you 
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have  on  that  subject  ?  A.  Oq  the  date  on  which  this  state- 
ment was  made  by  me,  at  Saratoga,  I  telegraphed  Mr.  Cassatt, 
at  Pliiladelphia,  and  the  foUowing  is  his  reply,  dated  Septem- 
ber 1st  : 

"  The  Standard  Oil  Company  commenced  to  ship  over  the 
"  Pennsylvania  Eailroad  in  October,  1874,  and  continued  to 
"  ship  until  the  difficulty  occured  in  March,  1877 ;  I  cannot 
"  give  you  the  amount  they  sh.ipped,  but  I  think  it  amounted 
"  to  about  half  the  entire  shipment  by  our  lines." 

On  the  8th  September,  Mr.  Cassatt  said  by  letter  to  me  : 

"  In  reply  to  your  favor  of  the  3d  inst.,  I  beg  to  say  that 
"  the  Standard  Oil  Company  shipped  over  the  Pennsylvania 
"  Railroad  prior  to  March,  1877,  and  after  October  17th,  in 
"  the  same  year,  but  not  between  those  dates ;  it  was  also  un- 
"  derstood  by  the  Pennsylvania  Railroad,  that  Warden, 
"  Frew  &  Company  represente  1  the  interest  of  the  Stand- 
"  ard  Oil  Company,  frorn  the  making  of  the  first  contract 
"  with  Warden,  iTrew  &  Company,  which  was  I  think,  in  the 
"  early  part  of  1875 ;  I  do  not  understand  how  Mr.  Sterne 
"  could  make  the  statement  as  you  say,  that  in  my  testimony 
"  I  have  said  that  no  oil  was  shipped  over  our  line  for  account 
"  of  the  Standard  Oil  Company  until  after  the  contest,  which 
"  ended  October  17th,  1877  ;  he  must  have, entirely  misunder- 
"  stood  my  testimony,  as  you  will  see  by  referring  to  the  written 
"  copy  in  which  you  will  observe,  that  I  said  that  the  Stand- 
"  ard  Oil  Company  did  ship  with  us  until  about  March  or 
"  April,  1877,  and  also  gave  cause  for  their  withdrawing  their 
"  shipments  from  our  line." 

By  referring  to  Mr.  Cassatt's  testimony  of  March  '21st, 
1879,  I  find  the  following  : 

"  When  was  your  attention  first  directed  as  representing  the 
"  railroad  as  a  transporter  to  the  Standard  Oil  Company,  as  a 
"  customer  of  the  road?" 

To  which  he  replied  : 

"  My  first  connection  with  the  oil  business  of  the  Pennsyl- 
"  vaaia  Riilraad  Company  was  in  the  spring,  I  think,  of  1873  ; 
"  at  that  time  the  Standard  Oil  Company  was  not  shipping 
"  over  the  Pennsylvania  Railroad,  but  was  shipping  over  the 
"  Eri-  and  New  York  Central  Roads. 

"  Q.  Shipping  from  where  ?     A.  Mainly"  from  Cleveland. 

"  Q.  In  small  or  considerable  quantities  ?     A.  In  very  large 
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"  quantities ;  they  were  the  largest  refiners  at  that  time  in  the 
"  country  ;  subsequently  to  that,  thej  consolidated  with  War- 
"  den,  Frew  <fe  Company  of  Philadelphia,  bought  them  out 
"  and  paid  them  in  stock ;  Warden,  Frew  &  Company,  had 
"  been  before  that  our  largest  customers ;  all  other  of  our 
"  largest  customers  had  failed." 


By  the  Chaieman  : 

Q.  At  the  time  you  gave  those  rates,  the  mileage  on  oil  cars 
was  14  cents,  wasn't  it  ?  A.  No,  I  think  it  was  one  cent ;  I  have 
a  statement  showing  the  -/ariation  of  mileage  on  all  cars  indis-, 
criminately. 

By  Mr.  Steene  : 

Q.  Now,  the  difficulty  that  Mr.  Cassatt  speaks  of  between 
the  Standard  people  and  the  Pensylvauia  Bailroad,  was  what  ? 
A.  The  difficulty  of  the  Standard  Company  taking  their  ship- 
ments away  from  them. 

Q.  You  are  speaking  of  an  antecedent  difficulty?  A.  The 
diflSculty  of  refining. 

By  Mr.  Shipman  ; 

Q.  It  was  an  issue  between  the  railroads,  was  it  not?  A. 
The  Erie  Railway  Company,  as  I  have  stated,  and  the  New 
York  Central  both  made  issue  with  the  Pennsylvania  Railroad 
as  to  their  being  interested  as  the  principal  stockholders  and 
the  controllers  of  the  Empire  Line  in  the  refining  of  oil ;  they 
had  no  more  right  to  do  it,  in  my  judgment,  than  they  had  to 
mill  flour. 

Q.  In  the  contest  between  the  New  York  roads  and  the 
Pennsylvania  Road,  you  had  the  support  and  co-operation  of 
the  Standard  Oil  Company  ?  A.  Yes  ;  we  required  that  they 
should  give  it  to  us.  • 

By  Mr.  Sterne  : 

Q.  You  insisted  that  they  should  withdraw  from  the  Penn- 
sylvania Company  ?     A.  We  did. 

Q.  As  a  condition  of  your  making  the  fight  ?  A.  As  a  con- 
dition for  onr  making  the  tight  for  ourselves. 

Q.  If  you  made  the  fight  for  yourselves,  do  you  think  it  is  a 
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hardship  that  the  Pennsylvania  Company  is  in  the  refining' 
business  in  New  York  ?     A.  I  do. 

Q.  Why?  A.  Because  they  had  entire  control  of  pipes 
tanks,  storage  facilities,  tank  cars  and  refineries,  and  could 
buy  or  sell,  bull  or  bear,  and  make  a  profit  or  loss  on  oil. 

Q.  And  had  not  the  Standard  the  same  thing — hadn't  they 
control  of  pipes  and  control  of  refineries  and  everything  of 
that  kind  ?  A.  Precisely,  except  that  with  us  it  was  two  in- 
terests doing  it,  and  with  them  it  is  one,  and  one  interest  always 
has  an  advantage  over  two. 

Q.  You  have  heard  of  Peter  Wright  &  Sons,  haven't  you  ? 
A;  I  have. 

Q.  Have  you  ever  made  any  fight  with  the  Pennsylvania 
Company  as  to  their  doing  any  grain  business  under  the  name 
of  Peter  Wright  &  Sons  ?     A.  We  have  not. 

Q.  Why  don't  you  likewise  make  a  fight  on  that  ?  A.  I  have 
here  Mr.  Cassatt'sand  Mr.  Roberts'  advices  about  Peter  Wright 
&  Sons.  It  was  stated  or  suggested  two  or  three  times  at 
Saratoga  that  that  firm  was  the  Pennsylvania  Railroad  dis- 
guised as  grain  ;  and  right  here,  I  had  better  read  what  Mr. 
Cassatt  says  on  the  subject ;  I  never  had  heard  until  the  re- 
markable proposition  which  was  submitted  at  Saratoga,  that 
Peter  Wright  &  Sons  were  the  Pennsylvania  Road  in  the  pur- 
chase and  sale  of  grain  ;  if  I  had  we  would  have  made  this 
same   contest  with  them  if  I  could  have  had  any  voice  in  it. 

Q.  How  did  that  difficulty  first  come  to  your  notice  ?  A.  I 
can't  recall  definitely ;  you  mean  the  fact  that  the  Pennsyl- 
vania Railroad  was  refining  oil  ? 

Q.  Yes  ;  when  did  you  first  discover  the  fact  that  the  Penn- 
sylvania Company  was  refining  oil  ?  A.  Sometime  in  the  fall 
of  1876. 

Q.  From  whom  did  you  get  your  information  ?  A.  I  think 
it  first  came  to  us  from  somebody  who  was  engaged  in  the 
lightering  of  material,  and  through  a  lighterman  who  was 
engaged  in  the  lightering  of  material  for  the  purpose  of  build- 
ing these  refineries. 

Q.  Where — in  Jersey  City?  A.  I  don't  remember  where — 
whether  at  Bayonne  or  somewhere  down  there,  or  the  Sone  & 
Fleming  improvements  ;  we  immediately  asked  the  Standard 
Company  to  ascertain  about  it,  and  through  their  sources  of 
information  they  did,  and  we  subsequently  put  it  to  the  Penn- 
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sylvania  Eailroad  officers  at  some  meeting,  and  their  answers 
were  no  evasive  tLat  we  considered  them  as  good  as  admis- 
sions. 

Q.  Then  tLe  Standard  people  gave  you  the  definite  informa- 
tion ?  A.  The  Standard  people  obtained  the  definite  infoima- 
tion. 

Q.  Where  were  these  refineries  situated  ?  A.  Tliey  were 
building  in  Philadelphia  and  had  been  interested  in  New  York. 

Q.  Which  ones  ?     A.  Which  ones  in  I^ew  York  ? 

Q,  Yes.     A.  I  think  the  Sone  &  Fleming  refinery. 

Q.  In  Jersey  City  ?  A.  I  don't  know  where  it  is  located  ;  I 
only  know  it  by  its  name. 

By  Mr.  Shipman  : 

Q.  Please  state  to  the  Committee  whether  or  not  in  the  set- 
tlement of  thii-t  contest  your  company  and  the  port  of  New 
Yoik  secured  an  increased  percentage  of  the  total  oil  business, 
and  whether  or  not  the  Standard  Oil  Company  had  anything 
to  do  with  the  proportions  among  the  different  trunk  lines 
— all  the  other  facts  bearing  upon  this  question  ?  A.  It  has 
been  shown  that  under  the  pooling  contract  of  October  1st, 
1874,  the  New  York  lines  received  t)2.46  per  cent.,  and  the 
Pennsylvania  Eailroad  37.54  per  cent,  to  Philadelphia  and 
Baltimore,  jointly,  in  addition  to  which  the  Baltimore  &  Ohio 
Company  had  a  considerable  oil  traffic  from  West  Virginia  and 
Pittsburgh  ;  after  the  difiSculty  was  adjusted  by  the  Pennsyl- 
vania Railroad  October  17th,  1877,  New  York  received  t)3  per 
cent,  of  the  total ;  the  increase  of  -[-irV  of  one  per  cent,  being 
equal  to  about  50,('00  barrels,  or  700  car  loads,  not  including 
the  Baltimore  &  Ohio  oil,  but  a  much  greater  increase  after 
that  was  included.  In  addition  to  this  concession  to  New  York 
the  New  York  lines  stipulated  and  required  that  the  37  per 
cent,  remaining  should,  in  future  take  care  of  the  percentage 
of  the  Baltimore  &  Ohio,  which  became  a  party  to  the  subse- 
quent rates,  commissions  and  arrangements  to  the  extent  of 
11  per  cent,  of  the  total  arrivals  at  the  seaboard,  so  that 
thereafter  we  had  GH  per  cent,  of  the  total  arrivals  at  the  sea- 
board instead  of  ()2.4(3  per  cent,  of  the  arrivals  at  Philadel- 
phia and  New  York,  leaving  Baltimore  out. 
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By  Mr.  Sterne  : 

Q.  These  are  the  percentages  that  are  apportioned  by  the 
Standard  Oil  Company  ?  A.  They  were  not  apportioned  by 
the  Standard  Company,  and  the  Standard  Company  had  noth- 
ing to  do  with  them. 

Q.  They  are  apportioned  between  the  railways,  and  the 
Standard  Oil  Company  carries  them  out  ?  A.  The  Standard 
Oil  Company  carries  them  out ;  the  Standard  Oil  Com- 
pany had  nothing  to  do  with  determining  the  percentage 
of  oil  to  be  transported  by  either  of  the  trunk  lines ;  nor 
with  the  percentages  allotted  to  any  of  the  seaports  to 
which  it  was  consigned  ;  those  were  matters  which  we  did  not 
submit  to  the  Standard  Company,  nor  did  they  ask  that  we 
should ;  they  simply  agreed  that  after  the  railroad  companies 
had  decided  that  question  between  themselves  they  would 
agree  to  equalize  the  business  with  their  shipments  in  the 
agreed  proportions,  whatever  they  might  be,  only  claiming  that 
any  road  for  which  they  undertook  this  service  should  trans- 
act their  business  upon  the  same  terms  as  it  was  being  done  by 
the  other  trunk  lines ;  I  believe  the  objects  accomplished  by 
that  contract  were  greatly  to  the  interests  of  New  York  as  a 
port,  by  securing  to  it  613  per  cent,  of  this  large  traffic 
against  but  26  to  Philadelphia  and  to  11  Baltimore, 
and  in  that  respect  was  clearly  to  the  advantage  of  the 
City  and  State  of  New  York,  and  I  believe  that  if  it  be  set 
aside  by  the  railway  companies,  or  otherwise,  the  result  would 
be  a  revival  of  all  former  difficulties  and  a  less  business  to  this 
port,  and  it  is  that  fact  which  may  induce  other  trunk  lines 
to  stimulate  the  discussion  of  this  question  at  this  time.  If  we 
could,  by  a  similar  contract,  secure  a  similarly  permanent  pro- 
portion of  other  equally  great  staples  arriving  at  the  seaboard, 
such  as  grain,  cotton  and  tobacco,  &c.,  I  should  regard  a 
like  contest,  although  unprofitable  in  itself,  a  great  success  for 
New  York  when  averaged  over  a  series  of  years. 

Q.  Don't  you  think  New  York  gets  to-day  more  than  63 
per  cent.,  as  compared  with  Philadelphia  and  Baltimore? 
A.  I  think  it  does. 

Q.  Of  all  the  other  products  ?     A.  Yes,  sir. 

Q.  Then  it  gets  less  oil  than  it  does  of  the  other  products  ? 
A.  No*  I  beg  your  pardon,  I  misunderstood  you. 

q.  Yes,     A.  By  rail? 
131 
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Q.  If  it  gets  but  per  cent,  of  the  oil,  and  it  gets  a 
larger  percentage  of  wheat  and  every  other  of  the  great 
staples  of  this  country — cotton,  &c.  ?     A.  By  rail  ? 

Q.  Well,  by  rail,  or  rail  and  canal ;  whatever  comes  comes 
by  rail,  in  the  shape  of  oil,  doesn't  it  ?     A.  Yes,  sir. 

Q.  And,  therefore,  it  New  York  gets  but  63  per  cent, 
of  the  product  of  oil,  and  obtains  a  larger  percentage  of 
every  other  product,  how  can  you  say  that  a  like  contract 
would  inure  to  the  advantage  of  New  York  ?  A.  If  63 
per  cent,  is  more  than  we  get  of  grain  it  is  to  our  advantage  ; 
if  it  is  less,  it  is  to  our  disadvantage  if  we  could  change  it. 

Q.  Therefore,  as  it  is  less,  it  is  to  "our  disadvantage,"  is  it  not? 
A.  If  it  is  less,  it  is  to  our  disadvantage  if  we  could  change  it. 

By  Mr.  Shipman  : 

Q.  Is  it  less  ?     A.  It  is  not  less. 

Mr.  Sterne — Yes. 

The  Witness — Taking  out  the  canal. 

Mr.  Steene — Nothing  to  do  with  the  canal ;  this  is  a  pro- 
duct that  comes  exclusively  by  rail. 

The  Witness — That  is  what  I  say. 

By  Mr.  Shipman  : 

Q.  It  appears  from  Mr.  Cassatt's  testimony,  ah'eady  put  in 
evidence  in  this  investigation,  that  his  company  billed  oil  at 
$1.90  per  barrel,  and  refunded  to  the  Standard  Oil  Company 
enough  to  make  the  net  rate  to  that  company  80  cents  per 
barrel  ?     A.  That  is  for  a  limited  time. 

Q.  Now,  I  want  to  know  whether  this  was  done  by  your 
company,  and,  if  so,  for  what  reason  ?  A.  Speaking  for  the  Erie 
Company,  it  collected  usually  only  the  net  agreed  rate,  and  had 
application  been  made  by  any  other  parties  for  rates,  which 
we  had  reason  to  believe  were  in  good  faith  and  for  a  current 
business,  rates  would  have  been  given  to  such  parties  at  only 
the  ten  per  cent,  difference,  as  compared  with  the  Standard 
Oil  Company  since  its  contract  to  that  effect ;  as  a  matter  of 
fact  we  have  had  no  other  shippers  to  New  York,  although  we 
had  other  shippers  to  Albany,  Rochester  and  stations  upon  the 
line  of  our  road,  to  whom  we  did  give  rates  to  local  stations  be- 
low the  $1.90  rate  to  New  York,  and  as  we  do  not  usually  carry 
for  less  to  local  stations  than  to  New  York,  this  fact  shows  that 
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bur  open  and  public  rate  was  less  than  the  billing  rate  main- 
taiued  by  the  Pennsylvania  Eailroad  to  New  York,  according 
to  Mr.  Cassatt's  testimony ;  therefore,  we  made  no  such  arrange- 
ment and  why  the  Pennsylvania  Road  did  it  I  don't  know  ;  re- 
funding from  $1.90  to  80  cents  of  drawbacks  ;  we  never  made 
collections  and  drawbacks  to  that  extent,  as  we  collected  only 
net  rates. 

By  Mr.  Sterne  : 

Q.  Didn't  you  pay  something  that  was  equivalent  to  it  ?  A. 
Nothing  in  any  way  or  form  whatever  on  local  or  through  busi- 
ness, crude  or  refined,  to  the  American  Transfer  Company,  or 
outside  of  it. 

Q.  How  can  you  reconcile  the  fact  that  the  whole  of  the 
shipments  did  not  go  over  the  Pennsylvania  afterwards  ?  A. 
I  say  we  carried  it  at  at  the  same  net  rate,  but  we  never  asked 
the  public  $1.90 ;  we  never  proposed  to  charge  $1.90  and 
refund  $1.10 ;  we  don't  make  our  collections  that  way ;  why  the 
Pennsylvania  Koad  did  it,  I  don't  know  ;  we  never  did. 

Q.  You  charged  eighty  cents  ?  A.  We  charged  eighty 
cents,  and  I  stated  here  that  had  any  other  shipper  with  a  cur- 
rent business  and  in  good  faith  asked  us,  we  would  have 
charged  them  but  ten  per  cent.  more. 

Q.  With  as  large  a  business?  A.  I  think  |_that  the  contract 
does  not  even  require  that  it  should  be  as  large  a  business. 

By  Mr.  Shipman  : 

Q.  Mr.  Cassatt  states  in  his  testimony  that  a  special  rebate 
of  twenty  cents  per  barrel  was  made  by  the  New  Yi;rk  trunk 
lines  without  conference  with  the  Pennsylvania  Eailroad ;  will 
you  please  explain  the  facts  in  relation  to  that?  A.  The  facts 
in  that  connection,  as  I  remember  them,  are  that  upon  the 
opening  of  canal  navigation  in  the  spring  of  1878,  it  was  found 
that  arrangements  were  being  made  by  various  parties  to  send 
oil  from  the  Bradford  District  to  Buffalo,  by  the  Buffalo,  New 
York  &  Pniladelphia  Eailroad,  and  thence  by  the  Erie  canal 
to  New  York,  which  facts  were  represented  to  us  by  the 
Standard  Oil  Company,  accompanied  by  proof  that  the  con- 
bined  rail  and  canal  rates  by  that  new  route  were  considerably 
.below  the  prices  they  were  being  charged  by  the  trunk  lines  ; 
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the  Standard  Oil  Company  merely  consulted  with  the  New 
York  Central  and  Erie  Companies  before  a  definite  agreement 
■was  had  upon  the  subject,  because  the  Buffalo,  New  Tork  & 
Philadelphia  Eailroad  was  understood  to  be  in  the  control  of 
the  Pennsylvania  Raihoad  Company,  and  it  was  not  known 
but  that  the  Pennsylvania  Railroad  might  decline  to  use  its 
power  with  that  company  when  brought  to  its  attention,  upon 
the  assumption  that  whatever  oil  the  Buffalo,  New  York  & 
Philadelphia  Company  secured  would  be  in  addition  to  the 
percentage  which  the  Pennsylvania  Eailroad  Company  would, 
in  any  case,  receive,  and  it  was,  therefore,  deemed  wise  to  have 
a  preliminary  general  discussion  between  the  New  York  Cen- 
tral and  Erie  Companies  before  asking  the  Pennsylvania  Rail- 
road what  it  would  do  to  protect  the  interests  of  the  other 
trunk  lines,  or  how  far  it  was  willing  to  go  to  meet  this 
new  competition.  It  was  finally  decided,  and  I  think  Mr.  Cas- 
satt  was  present,  to  meet  this  canal  question  by  a  reduction  on 
refined  oil  only  of  twenty  cents  per  barrel,  which  would  have 
been  given  to  any  person  asking  for  it ;  no  corresponding  re- 
duction was  made  on  the  rates  for  crude  oil  until  July  follow- 
ing, when  it  was  made  by  the  Presidents  at  Saratoga,  the  Bal- 
timore <fe  Ohio  included,  but  to  the  extent  of  only  one-half  the 
concession  asked  by  the  Standard ;  and  that  reduction  was  need- 
ful to  put  crude  and  refined  oil  nearer  an  equality.  At  the 
close  of  canal  navigation  in  that  year,  we  fouud  that  the  lower 
rate  of  the  canal  had  been  correctly  reported,  and  that  the 
Standard  Company  had  met  the  competition  largely  from  its 
own  resources,  paying  us  more  than  the  cost  by  canal. 

By  the  Chaieman  : 

Q.  What  do  you  mean  when  you  say  the  same  rate  would 
have  been  given  to  any  one  else  asking  for  it  ?  A.  I  mean 
the  same  reduction,  twenty  cents  ;  I  don't  mean  the  same  rate. 

Q.  Ten  per  cent,  difference  all  the  time  ?  A.  Ten  per  cent, 
difference  all  the  time. 

By  Mr.  Stebne  : 

Q,  Was  not  your  oil  equipment  fully  occupied  by  the  Stan- 
dard? A.  To  the  extent  that  it  was,  we  would  have  given 
them  the  preference. 
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Q.  Wasn't  it  fully  occupied  ?  A.  I  don't  know  whether  it 
■was  fully  occupied  or  not. 

Q.  Didn't  they  have  their  own  cars  on  the  line  of  your  road? 
A.  We  had  265  crude  oil  cars  which  they  did  not  control ;  they 
have  520,  and  we  have  285,  making  805  tank  oil  cars  on  our 
line. 

Q.  What  proportion  of  the  whole  equipment  was  idle  during 
any  part  of  that  time  ?  A.  I  have  no  means  of  knowing  with- 
out examining  the  car  records. 

Q.  Do  you  think  that  half  of  that  whole  equipment  was  idle  ? 
A.  I  don't ;  nor  a  quarter  of  it. 

Q.  So  that  substantially  the  whole  of  your  equipment  and 
almost  the  whole  of  theirs  was  fully  occupied  ?  A.  I  don't  re- 
member, I  say. 

Q.  When  you  say  you  would  have  given  to  others  like  ad- 
vantages, don't  you  know,  as  a  matter  of  fact,  that  you  had  not 
the  equipment  to  give  ?  A.  It  seems  to  me  I  have  answered 
that  ;  if  the  Standard  Company  came  in  first,  and  they  would 
use  all  our  cars,  they  could  have  had  them  all  as  the  largest 
shippers  we  had  ;  if  the  Standard  wanted  them  they  would  have 
had  the  preference. 

Q.  What  I  want  is  the  fact — and  you  know  it  better  than  any 
one  else — the  fact  that  they  did  have  all,  and  the  control  of 
them,  and  had  the  business?  A.  I  am  not  the  superintendent 
of  transportation  ol  our  road ;  no  requisitions  for  cars  are 
made  upon  me  ;  I  don't  know ;  I  can't  tell ;  I  would  with  plea- 
sure ;  I  have  no  concealment  about  it,  whether  or  not  we  had 
one  car  or  a  hundred  idle,  or  50  or  500. 

Q.  Do  you  remember  the  Olin  controversy  about  cars  ?  A. 
I  never  had  anything  to  do  with  the  Olin  controversy  until 
long  after  the  whole  matter  was  done  with,  as  far  as  the  com- 
pany was  concerned. 

Q.  Did  Mr.  Yilas  make  any  request  to  you  to  supply  Mr. 
Olin  with  cars  ?  A.  I  was  away  from  the  City  at  the  time  that 
matter  came  up,  and,  therefore,  he  went  direct  to  Mr.  Jewett, 
and  I  knew  nothing  about  it. 

Q.  Was  there  at  no  time  a  request  for  cars  which  you  could 
not  furnish  to  Mr.  Olin,  or  Lombard  &  Ayres,  or  any  of  those 
outside  shippers  ?     A.  I  couldn't  tell  you. 

Mr.  Shipman — I  think  I  shall  put  in  our  answer  in  the  Olin 
case  which  will  state  our  position. 
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The  Chairman— The  witness  says  lie  don't  kno-w. 

The  Witness — I  know  nothing  about  it ;  I  would  most  gladly 
give  you  the  information  if  I  did.  I  wish  to  say  this,  that  being 
absent  at  the  time  Mr.  Vilas  went  direct  to  Mr.  Jewett,  and 
when  a  matter  of  that  kind  starts  and  gets  into  the  hands  of 
two  officers  like  those  in  our  company,  a  third  one,  when  he 
returns,  does  not,  under  the  circumstances,  interfere  with  it, 
particularly  when  it  is  in  the  hands  of  the  President ;  I,  there- 
fore, had  nothing  whatever  to  do  with  the  matter  ;  the  parties 
never  saw  me,  and  I  never  saw  them ;  I  never  knew  it  was  in 
controversy  until  I  saw  something  in  the  public  print  about  it, 
and  called  upon  Mr.  Vilas  to  know  the  general  facts,  as  a  mat- 
ter of  current  information  in  my  department. 

The  Chairman — That  suit  was  settled,  wasn't  it  ? 

Mr.  Shipman — Not  at  all ;  it  was  dismissed  by  the  court. 

Mr.  Steene — Was  there  a  trial  ? 

The  Witness — There  was. 

By  Mr.  Shipman  : 

Q.  You  are  familiar  with  the  American  Transfer  Company 
and  its  arrangements  with  your  railway  company,  are  you  not? 
A.  Yes,  sir ;  generally. 

Q.  Now  I  want  you  to  state  all  the  facts  in  that  connection, 
and  if  you  have  read  the  testimony  of  Mr.  Cassatt,  in  which  he 
stated  he  had  seen  certain  vouchers  paid  to  that  company  by  the 
New  York  Central  and  the  Brie  Eoads,  please  state  the  facts 
as  well  in  that  connection  ?  A.  The  American  Transfer  Com- 
pany is  a  party  to  the  pipe  line  pool,  dated  September  4,  1874, 
which  I  lave  submitted  to  the  Committee,  entirely  independ- 
ent of  and  by  a  different  signature  from  that  of  the  United 
Pipe  Lines,  and  I  did  not  at  that  time  know,  nor  do  I  now,  that 
any  connection  then  existed  between  the  two  pipe  interests  ; 
the  American  Transfer  Company  was  first  brought  to  my  at- 
tention in  September,  1875,  in  connection  with  the  payment  of 
our  proportion  of  a  voucher  for  the  transferring  oil  at  Oil  City, 
Pennsylvania,  from  the  Allegheny  Valley  Eoad  to  the  Atlantic 
&  Great  Western,  at  the  rate  of  20  cents  per  barrel,  the  cir- 
cumstances being  as  follows  : 

Prior  to  that  time  the  Allegheny  Valley  Railroad  had 
brought  crude  oil  from  the  Parker  District  to  Oil  City  in  nar- 
row gauge  tank  cars,  to  be  there  transferred  to  the  broad  gauge 
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cars  of  the  Atlantic  &  Great  Western  Eailroad,  andthe  work  had 
been  done  by  Mr.  Scheide,  as  he  has  testified.  As  the  Atlantic  & 
Great  Western  Eailroad  Company  was  short  of  tank  cars,  and  did 
not  always  have  cars  ready  at  that  point,  and  delays  occurred 
to  Allegheny  Yalley  cars  which  were  under  the  control  of  the 
Pennsylvania  Railroad  Company,  the  Allegheny  Yalley  Eailroad 
Company  required  the  Atlantic  &  Great  Western  Company  to 
make  better  arrangements  there  for  the  transfer  of  oil,  and  the 
Atlantic  &  Great  Western  Company  arranged  with  the  Ameri- 
can Transfer  Company  to  pay  10  cents  per  barrel,  to  be  inheu 
of  the  former  charge  of  one  dollar  per  car,  or  ]  |  cents  per  bar- 
rel for  crossing  the  bridge  at  Oil  City,  as  well  as  for  unloading 
the  oil  on  the  opposite  bank  of  the  river,  storing  it  in  tanks, 
transferring  it  by  pipes  across  the  river,  loading  it  into  the 
cars  of  the  Atlantic  &  Great  Western  Company,  being  respon- 
sible for  quantities,  and  to  assume  the  risk  of  fire  while  in  the 
possession  of  the  Transfer  Coinpany. 

When  these  vouchers  first  came  to  my  notice,  although  they 
were  at  the  rate  formerly  allowed  Mr.  Scheide  for  tlie  same 
services,  as  he  has  testified,  I  protested  against  the  rate  per 
barrel,  and  at  my  suggestion  the  Atlantic  &  Great  Western 
Company  deputed  one  of  its  division  superintendents  and  an 
agent  to  examine  the  propriety  of  the  rate  charged.  A  writ- 
ten report  upon  the  subject  was  sent  to  me  advising  that  it  was 
not  an  excessive  price,  the  cost  being  about  8  cents  per  barrel. 
Subsequently  a  fire  destroyed  one  of  these  tanks  containing 
this  oil,  and  the  American  Transfer  Company  paid  the  loss, 
relieving  the  railroads  therefrom. 

In  the  testimony  of  Mr.  Cassatt,  he  stated  he  had  seen 
vouchers  paid  by  the  New  York  Central  Eailroad  at  35  cents 
per  barrel.  I  think  they  were  vouchers  of  the  Atlantic  & 
Great  Western  and  Erie  instead,  from  the  fact  that  at  a  later 
date  than  the  above  the  American  Transfer  Company,  for  the 
same  compensation  of  10  cents  per  barrel,  paid  the  freight 
charges  of  the  Allegheny  Eailroad  from  the  Parker  District  to 
Oil  City,  25  cents  per  barrel,  reHeving  the  Atlantic  &  Great 
Western  merely  from  the  payment  in  that  form  ;  and  there- 
after, until  the  Bradford  District  supplied  the  bulk  of  crude 
oil,  this  35  cents  represented  the  25  cents  of  actual  oi^tpay  for 
-freight  paid  to  the  railroad  company  and  10  cents  for  the 
transfer  services  of  the  pipe  at  Oil  City,  as  detailed.     Twenty- 
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seven  per  cent,  of  this  ten  cents  was  always  paid  by  the  Atlan- 
tic &  Great  Western  Railroad,  and  at  no  time  while  the  Trans- 
fer Company  performed  this  service  was  I  aware  that  they  had 
the  most  remote  connection  with  United  Pipe  Lines  or  the 
Standard  Oil  Company. 

Jn  the  fall  of  1876,  when  the  production  of  oil  in  the 
Bradford  District  was  rapidly  increasing,  the  Empire  Line, 
about  simultaneous  with  our  knowledge  of  their  begin- 
ning the  refining  of  oil,  laid  a  pipe  line  from 
the  Bradford  oil  field  to  connect  with  the  Bufl'alo,  New  York 
&  Philadelphia  Eailroad,  and  diverted  the  oil  to  the  Empire 
Freight  Line,  which  ran  over  that  railway  to  Philadelphia  & 
New  York.  This  Empire  Pipe  Line  following  the  production 
of  the  oil,  which  rapidly  receded  from  the  immediate  vicinity 
of  the  tracks  of  our  Bradford  Branch,  was  taking  the  oil  away 
from  the  Erie  Company,  and  tlie  Vice-President  of  the  Empire 
Line,  Mr.  F.  J.  Firth  of  Philadelphia,  came  to  see  me,  to 
state  that  his  company  had  agreed  with  the  New  York  Cen- 
tral Road  upon  a  division  of  the  business  through  his  pipe, 
and  suggested  that  we  also  share  in  a  division,  and  save  the 
construction  of  additional  pipes. 

I  declined  to  recommend  to  our  company,  that  we  be  in 
any  sense  dependent  upon  the  Empire  Line  for  our  pipe 
facilities  in  that  district,  and  represented  to  our  com. 
panj'  the  necessity  for  providing  prompt  pipe  facilities 
through  the  increasing  area  of  oil  production  in  that  district. 
President  Jewett  stated  fully  in  his  testimony  what  followed, 
and  the  contract  that  was  made.  He  inadvertently  omitted 
however  what  the  other  officers  of  the  company  then  regarded 
as  the  most  urgent  reason  for  immediate  conclusions,  and 
for  the  rate  subsequently  allowed. 

The  Erie  Railway  Company  had  a  branch  line  leading  from 
Carrolton  upon  the  western  division  of  its  main  line  to  Brad- 
ford, Pennsylvania,  a  distance  of  11  miles.  The  production 
of  the  oil  was  at  first  contiguous  to  the  tracks  of  that  branch, 
but  gradually  receded  from  them,  while  the  town  of  Bradford 
continued  to  be  the  depot  for  all  the  largely  increasing  sup- 
plies of  that  vicinity.  The  rapid  development  of  the  oil  ter- 
ritory, the  increase  of  buildings,  shipments  of  boilers,  machi- 
nery, lumber,  pipe  and  supplies  of  all  kinds,  crowded  this 
branch  much  beyond  its  capficitjy  at  that  tipi§,  in  sidings,  4epQt 
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grounds  and  facilities  for  handling,  storing,  receiving  and  de- 
livering this  large  increase  of  freights.  It  was  at  times  neces- 
sary to  hold  freight  on  the  main  line  for  weeks  waiting  its 
turn,  and  it  was  impracticable  to  add  to  this  already  over 
crowded  amount  of  business  the  oil  traflBc,  which  promised  to 
be  large  and  regular,  and  required  despatch,  without  loss  to  us 
of  the  business  and  to  our  patrons  from  its  delay. 

The  American  Transfer  Company  agreed  to  build  its  pipes 
to  our  main  line  at  Carrolton,^where  we  would  handle  it  with- 
out delay,  save  to  us  a  considerable  time  and  the  terminal  ex- 
pense at  Carrolton  Junction,  and  thus  relieve  the  branch  of 
this  traffic,  while  yet  securing  it  to  oui-  company,  which  might 
otherwise  lose  it.  The  Transfer  Company  also  agreed  to  con- 
struct a  large  amiount  of  iron  tankage  at  Carrolton  for 
storage  purposes,  when  we  could  not  supply  cars  promptly, 
aud  immediately  bent  its  energies  to  secure  the  business  for 
the  Erie  Eailway,  which  we  might  otherwise  have  lost, 
and  I  attribute  much  of  our  oil  traffic  from  that  region 
to  the  efforts    of    the    manager    of    that    line    to    secure  it. 

The  charge  of  twenty  cents  per  barrel  was  alwavs  regarded 
by  us  as  a  portion  of  our  actual  expense  of  doing  the  business, 
and  worth  as  much  or  more  to  our  increased  miscellaneous 
traffic  than  the  amount  paid  for  bringing  the  oil  to  Carrolton. 
If  we  had  not  had  this  or  some  other  place,  we  should  have 
been  compelled  to  be  dependent  upon  a  rival  for  pipe  facilities, 
or  to  haul  crude  oil  from  the  western  or  Parker  District,  which 
was  upon  the  line  of  the  Allegheny  Valley  Railroad,  and  our 
net  result  would  then  have  been  much  less  than  the  result  after 
this  allowance  to  the  American  Transfer  Company.  The  money 
paid  for  that  service  has  not  been  regarded  as  a  concession, 
rebate  or  drawback,  but  as  an  item  of  requisite  working  ex- 
pense; it  was  paid  upon  all  oil  shipped  from  Carrolton,  only 
from  the  fact  that  all  the  oil  received  at  Carrolton  came 
through  this  pipe,  and  was  shipped  by  it  over  our  road  ;  as  all 
the  crude  oil  we  received  at  Oil  City  also  passed  through  the 
pipes  of  the  American  Transfer  Company,  it  may,  only  for  that 
reason,  be  said  we  paid  that  company  on  all  the  crude  oil  we 
transported  to  tidewater  ;  but  had  crude  oil  been  dehvered  to 
us  at  otiii  r  points  or  by  any  other  shippers,  we  would  not  have 
paid  the  American  Transfer  Company. 
132 
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By  Mr.  Sterne  : 

Q.  What  is  the  pipeage  that  you  now  pay  to  the  American 
Transfer  Company  ?     A.  We  pay  nothing. 

Q.  How  do  you  come  to  pay  nothing ;  do  you  get  the  service 
for  nothing?  A-  We  make  the  rate  net  from  Carrolton 
Station. 

Q.  Who  pays  the  pipeage  ?     A.  I  don't  know. 

Q.  Wheu  did  the-  change  take  place  from  your  paying  the 
pipeage  to  your  paying  nothing  for  pipeage  ?  A.  I  can't  tell ; 
I  think  when  the  Tide  Water  Pipe  Line  opened. 

Q.  How  were  you  notified  of  the  change?  A.  What 
change  ? 

Q.  That  you  no  longer  paid  the  pipeage  ?  A.  We  declined 
to  name  a  rate  including  the  pipeage  after  that  contest  began 
and  said  to  them  that  as  the  tide  water  pipe  took  oil  from  the 
well,  they  must  take  it  from  the  well. 

Q.  You  don't  expect  the  American  Transfer'  Company  as  a 
pipe,  to  do  the  service  gratuitously,  do  you  ?  A.  I  expect 
them  to  do  it  for  whatever  cost  or  profit  may  be  left,  after  we 
charge  our  current  rates  of  freight,  and  if  there  is  not  any,  I 
expect  them  to  do  it  for  nothing. 

Q.  Isn't  it  because  the  American  Transfer  Company  and 
the  Standard  people  are  the  same  people?  A.  I  don't  know 
whether  it  is  or  not. 

Q.  Is  not,  iu  this  contest  between  your  road  and  the  New 
York  Central  Eoad  with  the  pipe  lines,  the  American  Transfer 
Company  an  ally  of  yours?  A.  Tbe  American  Transfer  Com- 
pany delivers  oil  to  the  Pennsylvania  Eoad  at  Kane  Station,  ou 
the  Philadelphia  and  Erie,  and  our  road  at  Carrolton,  and  at 
Salamanca  to  tlie  Rochester  &  State  Line  Road  for  the  New 
York  Central ;  it  is  therefore  an  ally  of  the  three  trunk  lines  as 
against  the  Tide  Water  Pipe  Line. 

Q.  It  agrees  to  take  its  pipeage  out  of  the  net  rate,  if  there 
is  any  profit ;  is  that  it  ?  A.  There  is  no  agreement  about  the 
pipeage  whatever;  we  don't  know  whether  they  take  it  out  of 
the  net  rate,  out  of  the  Standard  Company's  percentage,  out  of 
their  own  percentage,  out  of  the  oil,  out  of  the  ground,  out  of 
the  tanks,  or  what,  they  take  it  out  of;  we  have  nothing  to  do 
with  it ;  we  make  our  net  rate  without  any  relation  to  what  is 
left,  or  whether  they  get  what  is  left,  or  whether  they  lose  what 
is  left,  or  anything  about  it. 
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By  Mr.  SniPMAii : 

Q.  They  don't  take  it  out  of  you?  A.  They  don't  take  it 
out  of  us. 

By  Mr.  Sterne  : 

Q.  You  don't  propose  to  pay  them  at  any  time,  do  you  ? 
A.  We  don't  propose  to  pay  them  during  this  contest,  and 
never  will  pay  them  on  oil  carried  under  our  present  rates ;  I 
don't  know  what  we  will  do  after  that  is  over,  and  rates  may 
change. 

By  theXHAlRMAN : 

Q.  How  long  has  this  contest  been  in  existence  ?  A.  I  think 
since  June. 

By  Mr.  Sterne  : 

Q.  Are  you  prepared  to  say  that  the  Erie  Kailroad  Company 
will  never  pay  to  the  American  Transfer  Company  anything 
for  pipeage,  for  any  oil  passing  through  those  pipes  since  the 
contest  began  until  the  present  time  ?  A.  Without  hesitation 
I  say  we  will  never  pay  them  a  cent.  It  just  occurs  to 
me  that  I  may  make  an  exception  of  oil  coming  to  our  local 
stations,  where  the  rate  continues  relatively  very  much  higher 
than  to  the  seaboard,  but  I  am  speaking  now  entirely  of  the 
seaboard. 

Q.  Answering  it  with  reference  to  the  seaboard,  what  is  your 
answer?  A.  I  cannot  tell  what  may  happen  hereafter,  as 
to  oil  carried  after  the  tide  water  pipe  contest  ends  ;  I  there- 
fore prefer  not  to  say  what  we  may  or  may  not  do  in  future 
rates  or  divisions. 

By  the  Chairman  : 

Q.  As  to  oil  already  carried  ?  A.  I  beg  your  pardoujlif  that 
is  the  question. 

By  Mr.  Sterne  : 

Q.  Yes ;  that  is  the  question  ;  from  the  beginning  of  the 
contest  with  the  pipe  lines  to  the  present  time,  on  oil  already 
carried,  do  you  mean  to  say  that  you  haven't  any  understand- 
ing or  any  expectation  that  the  Erie  Eailway  will  pay  to  the 
American  Transfer  Company  anything  for  pipeage  on  oil  that 
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they  bring  to  the  Erie  Company  ?  A.  I  wish  not  only  to  say 
that,  but  I  wish  to  go  further  than  that,  and  say  that  we  should 
refuse  to  do  so  if  they  ever  asked  or  expected  us  to  do  so. 

Q.  And  so  you  don't  know  how  they  get  their  pipeage  ?  A. 
No  ;  and  don't  care. 

Q.  When  were  you  first^apprised  of  the  fact  that  you  get 
oil  free  of  pipeage  ?  A.  I  have  stated  that  two  or  three  times ; 
when  we  made  the  rate  net. 

Q.  And  that  began  with  the  fight  ?  A.  I  think  so  ;  about 
the  time  of  the  fight. 

Q.  Is  there  any  modification  of  the  agreement  between  you 
and  the  Standard  Company  which  has  been  produced,  by 
which  you  do  make  such  a  net  rate  ?  A.  So  far  as  that  action 
modifies  the  contract,  it  is  modified  ;  there  is  no  new  agree- 
ment ;  there  is  no  agreement  as  such  in  existence  between  the 
New  York,  Lake  Erie  &  Western  Railway  Company  and  the 
Standard  Oil  Company,  or  the  American  Transfer  Company. 

Q.  How  is  the  understanding  between  you  and  tne  Standard 
Company  put,  in  some  shape  by  which  misunderstandings  are 
hereafter  avoided  ?  A.  It  is  not  put  in  any  shape  except 
verbally. 

Q.  With  whom  were  those  verbal  arrangements  made  ?  A. 
I  don't  know  with  whom  Mr.  Jewett  may  have  discussed  any 
arrangements  that  he  has  made  ;  my  conferences  take  place  at 
times  with  Mr.  Flagler ;  at  times  upon  details  connected  with 
the  yards  with  Mr.  William  Rockefeller ;  at  other  times  as  to 
shipments  of  oil  from  the  American  Transfer  Company,  with 
Mr.  O'Day;  as  to  shipments  from  the  Acme  Company  with  Mr. 
Archbold  ;  so  they  are  with  various  officers  of  that  company. 

Q.  Did  you  have  such  conferences  with  those  various  people 
that  you  have  named  in  relation  to  making  the  net  rate,  and 
were  you  at  any  one  of  those  conferences  informed  that  you 
would  get  thereafter  the  oil  free  of  pipeage  ?  A.  We  never  had 
any  occasion  to  say  that  we  would  get  it  free  of  pipeage  ;  we 
notified  them  that  our  rate  after  the  opening  of  this  contest 
would  be  net,  and  the  question  of  pipeage  was  never  therefore 
discussed  ;  they  did  not  ask  us  to  pay  it;  they  knew  and  we 
knew  that  we  would  refuse  to  pay  it  if  they  had  asked  ns  to 
pay  it,  and  there  was  no  necessity  for  asking. 
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By  the  Chait^man  : 

Q.  This  arraugemont  was  made  at  the  conference  atNiagf.ra, 
was  it  not  ?     A.  I  think  it  was. 

Q.  In  June  ?     A.  On  the  4th  or  5th  of  June  last. 

By  Mr.  Sterne  : 

Q.  Were  you  present  at  that  conference  ?     A.  I  was. 

Q.  "Who  represented  the  Standard  Oil  Company  at  that  con- 
ference? A.  Mr.  Flagler,  certainly — Henry  M.  Flagler,  the 
Secretary  of  that  company  ;  and  I  think  one  ol  the  Messrs. 
Eockefeller  were  present,  but  which  one  I  have  forgotten. 

Q.  Who  else  ?  A.  On  the  part  of  the  Standard  Oil  Com- 
pany ? 

Q.  Tes  ?     A .  Nobody  at  the  conference. 

Q.  Who  were  present  at  the  conference  ?  A.  Mr.  Cas- 
satt,  Mr.  Butter  and  myself,  possibly  Mr.  Clark,  of  the  New 
York  Central,  although  I  am  not  positive,  and  Mr.  Vilas,  I 
think  ;  I  am  not  sure  about  it. 

By  the  Ch airman  : 

Q.  Wasn't  Mr.  King  present  ?  A.  Mr.  King  was  present 
during  a  part  of  the  conference  ;  I  think  we  sent  out  for  him. 

By  Mr.  Steune  : 

Q.  And  nobody  else  ?     A.  No. 

Q.  Then  the  conference  was  wholly  between  the  Standard 
Company  and  the  trunk  lines  ?     A.  Yes,  sir. 

By  the  Chairman  : 

Q.  Isn't  it  not  only  a  legitimate  but  an  absolutely  necessary 
inference  to  draw  from  that  that  the  Standard  people  did 
represent,  and  do  represent  and  control  this  American  Trans- 
fer Company?  A.  The  Amerit-an  Transfer  Company  never 
was  disscussed ;  we  made  our  arrangements  for  rates  with  the 
Standard  Oil  Company  from  our  stations ;  it  did  not  make  any 
diflerence  whether  they  owned  the  American  Transfer  Com- 
pany or  not ;  it  was  not  referred  to  ;  I  don't  think  it  was  an 
inference  because  it  never  was  in  our  minds  ;  we  never  thought 
of  the  American  Tiansfer  Company ;  we  all  made  our  rates 
from  the  points  at  which  the  pipes  connected  with  our  road. 

Q.  But  you  made  arrangements  with  the  Standard  Oil  Com- 
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panj  at  the  end  of  the  Ameiica,n  Transfer  rJompahy's   pipe? 
A.  Jt  was  their  oil  that  was  1  e.iig  ^shipped. 

Q.  It  was  being  transported  through  these  pipes?  A 
We  took  it  for  granted  it  was ;  but  what  their  arrangements 
were  with  the  American  Transfer  Company  for  the  transi; 
through  those  pipes,  I  don't  know  and  never  knew. 

By  Mr.  Stebne  : 

Q.  You  had  made  arrangements  with  the  American  Transfer 
Company,  previously,  to  get  oil  to  3'our  road  ?     A.  Yes,  sir. 

Q.  And  you  knew  them  as  a  pipe  line,  vs^itli  whom  you  were 
compelled  to  make  arrangements  for  the  purpose  of  getting 
oil  ?     A.  Yes,  sir. 

Q.  You  were  absolutely  dependent  upon  the  American 
Transfer  Company  at  two  points,  for  the  shipment  of  all  your 
oil  ?     A.  Yes,  sir. 

Q.  And  you  get  no  oil  except  that  which  comes  from  the 
American  Transfer  Company  ?     A.   Yes. 

Q.  And  yet  you  made  an  arrangement  by  which  you  left  the 
American  Transfer  Company  entirely  out  of  existence  and  out 
of  thought?  A.  I  don't  think  we  had.  The  Standard  Oil 
Company  was  the  owner  of  the  oil ;  and  we  said  to  them  that 
we  would  make  our  rate  from  the  point  of  shipment  of  the  oil- 
and  they  must  make  their  own  arrangements  for  getting  it  there 

By  the  Chairman  : 

Q.  Didn't  they  say  to  you  this,  that  you,  representing  the 
railroads,  had  been  unsuccessful  in  preventing  the  construction 
of  this  Tide  Water  Pipe  Line  ;  "  and  we  shall  have  to  overcome 
this  opposition  in  some  way,  and  in  order  to  do  that  you  have 
got  to  give  us  a  certain  rate,"  naming  it,  net,  "from  Canolton 
and  Salamanca  ;"  and  did  not  the  proposition  come  from  Mr. 
Eockefeller,  of  the  Standard  Oil  Company,  in  substantially 
that  form,  and  you,  assenting  to  it  after  some  consultation 
among  yourselves,  you  tepresenting  the  railroads?  A.  I  don't 
recollect  anything  being  said  about  our  failure  to  control  or 
not  to  control  the  building  of  the  Tide  Water  Pipe  Line  ;  that 
was  through  Pennsylvania,  and  if  they  had  said  anything  of 
that  kind,  they  would  probably  have  said  it  to  the  Pennsyl- 
vania Railroad. 
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Q.  Was  it  stated,  incidentally,  that  the  Pennsylvania  Eail- 
road  had  failed  to  prevent  it ;  there  was  a  litigation  on  that 
subject?  A.  I  think  Mr.  Cassatt  has  told  me  that  they  had 
failed  to  prevent  it ;  but  I  don't  think  it  was  stated  at  this 
interview. 

Q  It  crosses  the  Pennsylvania  Eailroad  line,  doesn't  it  ;  they 
endeavored,  by  injunction,  etc.,  to  restrain  its  construction, 
didn't  they  ?  A.  I  think  it  crosses  the  Buffalo,  New  York  <fe 
Philadelphia  Koad,  which  is  under  their  control ;  it  does  not 
cross  the  main  road, nor  the  Philadelphia  <fe  Brie,  to  my  knowl- 
edge ;  the  Standard  Oil  Company  did  state  what  rate  they 
thoHght  would  be  needful,  as  against  the  Tide  Water  Pipe  Line, 
and  alter  a  comparison  of  figures  and  statistical  information,  of 
the  most  general  character,  which  we  all  possessed,  we  agreed 
to  make  the  rate  which  they  asked  for. 

By  Mr.  Shipman  : 

Q.  Mr.  Sterne  asked  Some  of  the  witnesses  at  Saratoga,  why  the 
New  Yorkjines  did  not  make  an  issue  with  the  Pennsylvania 
Railroad,  for  buying  and  selling  grain  through  Peter  Wright  & 
Sons,  of  Philadelphia,  similar  to  that  made  because  the  Empire 
Line  bought  and  sold  oil;  can  you  answer  this  question?  A. 
The  charge  that  the  Pennsylvania  Eailroad  speculated  or 
bought  and  sold  grain  through  Peter  Wright  &  Sons,  was  new 
to  me  when  stated  by  Mr.  Sterne,  at  Saratoga,  and  I  tele- 
graphed Vice-President  Cassatt,  from  Saratoga,  asking  the 
facts  ;  he  was  absent  from  Philadelphia  at  the  time,  and  act- 
ing President  Eoberts  answered  my  telegram  as  follows  : 

"I  never  heard  of  any  such  arrangement  with  Peter  Wright 
&  Sons  as  you  refer  to,  and  I  can't  believe  that  any  such  ar- 
rangement existed." 

On  Mr.  Cassatt's  return,  he  promptly  telegraphed  me  upon 
the  same  subject  as  follows  : 

"  I  have  seen  your  message  to  Mr.  Thomson,  and  also  Mr. 
Eoberts' reply  sent  in  my  absence  ;  you  can  deny,  in  the  most 
emphatic  manner,  that  this  company  furnishes,  directly  or  in- 
directly', one  cent  to  Peter  Wright  &  Sons  for  the  purchase  of 
grain,  or  that  it  in  any  way  assumes  any  responsibility  for 
losses  in  the  purchase  of  giain,  or  participates  in  any  profits 
of  the  same,  either  at  Philadelphia  or  abroad ;  there  is  not  the 
slightest  foundation  for  such  statement." 
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Q.  You  heard  the  statements  of  Mr.  Paterson,  at  Saratoga, 
tbat  more  than  200  oil  wells  had  been  put  down  upon  the 
right  of  way  of  the  Bradford  Branch  of  the  Erie  Eailway,  and 
that  these  oil  wells  were  in  the  interest  of  the  Standard  Oil 
Company ;  will  you  please  explain  to  the  Committee  the  facts  iu 
that  connection  ?  A.  The  facts  that  I  am  going  to  state,  were 
gjven  to  me  by  our  audit  department,  and  I  cannot  swear  from 
personal  knowledge.  There  were,  September  1st,  after  Mr.  Pat- 
terson's testimony,  5  wells  on  the  brauL'h  ;  5  on  various  depot 
giounds,  and  23  on  the  right  of  way.  Mr.  Paterson,  therefore, 
overstated  the  facts  more  than  five  times.  The  contracts  for 
those  wells  are  all  with  H.  L.  Taylor  &  Co.,  and  the  Producers' 
Consolidated  Land  &  Petroleum  Company  ;  if  those  parties 
assigned  their  contracts  to  the  Standard  Oil  Company,  or  per- 
sons in  its  interest,  it  is  a  fact  with  which  we  have  no  con- 
nection, but  are  quite  as  willing  they  should  have  them  as 
other  pariies.  Mr.  Paterson  stated  in  his  testimony  that  the 
usual  royalty  upon  oil  was  from  |  to  j-  the  oil  ;  all  the  leases 
that  havH  been  made  by  us  upon  this  branch,  are  at  royalties 
customary  in  that  region.  The  existence  of  oil  upon  this  branch 
was  known  to  the  company  from  which  that  branch  was  leased 
by  the  Erie,  and  a  reservation  was  made  in  the  said  lease  as 
follows  : 

"  And  reserving,  however,  unto  the  party  of  the  first  part,  any 
and  all  the  oil  underlying  the  demised  premises,  or  any  part 
thereof,  with  the  right  to  them,  their  successors,  or  assigns,  to 
enter  upon  said  premises  or  any  part  thereof,  to  excavate  and 
bore  for  the  siid  oil,  and  to  erect  all  the  usual  structures  for 
raising,  receiving,  storing,  getting  ready  for  market,  and  taking 
away  and  forwarding  such  oil,  and  to  occupy  any  part  of  the  de- 
mised premises  for  said  purposes,  without  interl'erring,  however, 
with  the  use  of  the  same  by  the  party  of  the  seconil  part,  as  a 
railroad  ;  and  the  party  of  the  second  part  to  transport  said 
oil  at  usual  and  reasonable  rates." 

All  the  sums  derived  from  this  royalty,  are  for  this  reason 
regularly  credited  to  the  account  of  the  Buffalo,  Bradford  & 
Pittsburgh  Railroad  "  royalty  on  oil  lands."  The  owners  of 
that  la'.id  upon  the  roadway,  even  if  it  be  and  is  a  railway, 
clearly  have  as  much  right  to  produce  oil  as  any  other  parties 
owning  land  in  the  same  district. 
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By  the  Chaibman  : 

Q.  I  want  to  ask  you  as  to  your  present  rates  on  oil ;  you 
can  give  them  to  me  on  this  sheet  of  paper  if  you  like  ?  A.  I 
am  aware  of  the  answer  made  by  Mr.  Eutter ;  he  states  it 
as  I  understand  it  ;  will  that  cover  it  ? 

Q.  It  is  the  same  precisely  from  Carrolton  that  it  is  from 
Salamanca?     A.  That  it  is  from  Salamanca. 

Q.  And  that  rate  is  net?     A.  That  rate  is  net. 

Q.  The  trackage  or  mileage  for  cars  is  to  be  deducted  ;  you 
have  already  stated  that  you  regard  that  as  an  equivalent  for 
putting  on  your  own  cars? 

Mr.  Shipman— I  am  going  to  ask  the  number  of  cars,  and  the 
mileage  paid? 

The  Witness — I  think  that  question  has  been  asked  of  me 
by  the  judge,  and  answered  in  definite  form. 

The  CHAirtMAN — Not  in  this  connection — I  desire  to  have  it 
in  this  connection. 

The  Witness — It  will  be  answered  fully ;  but  still  I  am  quite 
willing  to  give  it  now. 

The  Chaikman — You  may  go  on  with  your  examination ;  I 
will  write  some  questions  here  that  you  may  answer. 

By  Mr.  Sterne  : 

Q.  As  you  have  made  some  reference  to  this  pipe  line — what 
proportion  of  the  whole  product  that  comes  to  the  seaboard, 
is  carried  by  the  pipe  line  ? 

Mr.  Shipman — Which  pipe  line  ? 

Mr.  Sterne — The  new  pipe  line  ;  the  Tide  Water  line.  A. 
We  have  no  means  of  knowing ;  we  would  like  very  much  to 
know. 

Q.  Haven't  you  some  sort  of  a  guess  about  it  as  a  railroad 
expert?     A.  No,  I  have  not. 

Q.  Have  you  a  means  of  knowing  how  much  the  Reading  rail- 
way carries  in  tank  cars  from  the  mouth  of  the  pipes  ?  A..  No, 
sir;  if  I  had  not  been  so  busy  with  this  matter,  I  would  know 
more  about  that  than  I  do. 

Q.  Haven't  you  agents  there  to  check  the  number  of  cars 
and  discover  how  many  there  are  that  run  over  the  Reading 
Railroad?     A.  We  have  not. 

Q.  Has    not   the    Standard  Oil  Company  a  very  deep  and 
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abiding  interest  in  how  much  goes  through  that  pipe  line?  A. 
I  don't  know.  ^ 

Q.  Don't  they  furnish  you  the  information  as  to  how  much 
this  pipe  line  carries  ?     A.  They  do  not. 

Q.  Do  you  carry  on  a  war  with  another  co'-poration,  making 
lower  rates,  without  knowing  how  much  that  corporation  car- 
ries ?     A.  Yes,  sir. 

Q.  Without  any  idea  approximately  even  as  to  how  much  it 
carries  ?     A.  At  this  time  no  idea  whatever. 

Q.  At  any  time  since  the  Tide  Water  Pipe  Line  was  opened  ? 
A.  No. 

By  Mr.  Shipman  : 

Q.  Now,  I  want  you  to  state  all  the  facts  in  relation  to  the 
Empire  Line,  when  it  went  into  operation,  what  the  aaiount  of 
its  stock  and  bonds  were  at  the  time  of  the  sale,  what  commis- 
sions it  had  received,  and  how  many  oil  cars  it  had  at  the  time 
of  that  sale  on  October  17,  1877  ?  A.  General  Freight  Agent 
Kingston  of  the  Pennsylvania  Eailroad  telegraiihed  me  August 
■<i8th  that  the  Emi^ire  Line  commenced  operations  in  Junei 
1865  ;  Mr.  Firth,  Vice-President  of  the  Empire  Line  also  tele- 
graphed me  on  the  28th  of  August  that  the  Empire  Line  liad 
$5,000,000  stock  and  bonds,  and  about  1,700  oil  cars,  wlien  it 
was  sold  in  October,  1877  ;  Mr.  Cassatt  also  telegraphed  me  in- 
reply  to  my  inquiry  that  the  allowance  to  the  Empire  Line  up 
to  1875,  was  20  per  cent,  for  car  service  and  10  per  cent,  com- 
missions, making  30  per  cent,  in  all,  and  thereafter  20  per  cent, 
was  continued  for  car  service  and  the  commission  reduced  io 
7^  per  cent.,  making  27^  per  cent,  in  all. 

By  the  Chaibman  : 

Q.  That  20  per  cent,  is  20  per  cent,  of  what?  A.  Twenty 
per  cent,  of  the  rate  charged  on  freight.  This  increased  rate  for 
car  service  was  doubtless  in  consideration  of  the  higher  cost  of 
tank  cars  as  compared  with  other  freight  cars,  as  the  mileage 
for  9iJ0  miles,  or  450  miles  doubled  for  a  round  trip,  at  an  aver- 
age of  If  cents  per  mile  would  be  $11.25  ;  assuming  an  average 
rate  of  $1.'25  per  bariel  on  crude  oil  during  the  operations  of 
the  Empire  Line,  and  an  average  of  from  80  to  85  barrels  [er 
car,  the  customary  freight  mileage  would  not  have  exceeded  10 
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to    12   per   cent. ;    therefore  their  comtuissions    proper   were 
from  15  to  17  per  cent. 

By  Mr.  Shipman  : 

Q.  You  cannot  give  the  agsregate  of  those  commissions  ?  A. 
I  have  no  means  of  knowing  them. 

Q.  It  was  an  enormous  sum,  wasn't  it,  necessarily  ?  A.  It 
must  have  been  a  very  large  sum. 

Q.  Now,  I  want  you  to  state  whether  the  Standard  Oil  Com- 
pany put  any  tank  cars  upon  the  Atlantic  &  Great  Western 
and  the  Erie  roads,  and  if  so,  how  many,  and  state  to  the  Com- 
mittee the  reason  why  the  Erie  Railroad  Company  did  not 
furnish  these  ears  themselves,  and  what  mileage  is  paid  for 
cars  ?  A.  This  answers  your  question  of  yesterday,  Mr.  Chair- 
man ;  you  asked  yesterday  why  that  arrangement  would  not 
do  awaywith  refining  at  New  York.  The  increase  in  the  ship- 
ments of  oil  to  New  York  have  been  from  886,000  barrels  of 
crude,  and  810,000  barrels  of  refi  ed  in  1872,  to  4,087,000  bar- 
rels of  crude,  and  1,982,000  barrels  of  refined  oil  in  1878,  or  an 
increase  in  the  total  of  359  per  cent. ;  in  crude  448  per  cent., 
and  in  refined  245  per  cent. 

Q.  That  is  the  increase  in  crude  transported  to  New  York  ? 
A.  Yes,  sir. 

By  the  Chairman  : 

Q.  This  did  not  do  away  with  it,  but  in  the  absence  of  any 
such  agreement  the  amount  transported  to  New  York  must  of 
necessity  be  much  greater  ?     A.  How  do  you  mean  ? 

Q.  I  mean  placing  a  refinery  at  Cleveland  precisely  on  a  par 
with  one  at  New  York,  or  with  one  in  the  oil  regions,  must  of 
necessity  lessen  the  amount  of  crude  oil  transported  to  the 
seaboard  ?     A,  That  I  don't  know. 

By  Mr.  Sterne  : 

Q.  Have  you  also  in  that  connection  the  amount  of  crude 
that  is  exported  as  compared  with  the  amount  of  crude  that 
was  formerly  exported?     A.  No  ;  I  have  not. 

Q.  Has  not  the  exportation  of  crude  oil,  in  consequence  of 
the  establishment  of  refineries  at  European  points,  very  largely 
increased?  A.  I  don't  know.  This  rapid  increase  required  a 
con  esponding  increase  of  cars,  particularly  from  the  additional 
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fact  that,  although  the  crude  and  refined  were  shipped  in 
about  equal  proportions  in  1872,  the  crude  was  more  than 
double  the  refined  in  1878,  and  when  President  Jewett  came  to 
the  Erie  Company  in  July,  1874,  we  seriously  lacked  tank 
cars,  and  he  had  no  money  for  their  construction.  In  this  con- 
tingency the  Standard  Company  further  agreed,  but  verbally, 
in  connection  with  the  contract  of  March  1st,  1875,  to  put  a 
sufiBcient  number  of  tank  cars  upon  the-line  to  transact  the  oil 
traffic,  and  in  accordance  therewith,  they  put  in  our  lines,  and 
now  have  upon  the  Atlantic  &  Great  Western  and  Erie  roads, 
520  broad  gauge  tank  cars,  while  our  company  owns  but  285 
tank  cars ;  they  also  agreed,  notwithstanding  the  unusual  cost 
of  these  cars,  which  at  that  time  was  $800  per  car,  as  com- 
pared with  $425,  for  a  box  freight  car,  to  increase  their 
capacity  from  85  to  100  barrels  eacb,  and  to  then  charge 
only  the  box  car  rate  of  mileage,  and,  although  that  rate  of 
mileage  has  been  reduced  from  one  cent  per  mile  run  in  1875 
to  three-quarters  of  one  cent  per  mile  run  of  the  present 
time  .they  have  only  charged  and  been  paid  the  rates  of  -mile- 
age current  from  time  to  time  upon  box  freight  cars,  and  at 
this  time,  and  since  June  last,  they  charge  mileage  only  in  the 
loaded  direction. 

The  present  cost  of  a  tank  car  of  100  barrels  capacity  and  of 
the  best  material  is  about  $750,  and  the  present  cost  of  a  box 
car  is  about  $425. 

By  the  Chairman  : 

Q.  I  would  like  to  ask  you  what  the  life  of  a  tank  car  is  ? 
A.  I  don't  think  that  has  ever  been  known,  because  they  last 
almost  indefinitely ;  that  is,  the  tank  itself ;  of  course,  the 
car  has  the  protection  of  the  leakage  of  oil  wnich,  getting  into 
the  wood,  preserves  it  from  rot. 

Q.  What  is  the  average  distance  that  one  of  those  cars  runs 
per  day,  approximately  ?  A.  If  kept  in  motion — of  coarse 
that  depends  upon  the  length  of  time  taken  to  load  and  un- 
load at  the  termini 

Q.  I  mean  answering  it  practically?  A.  Answering  practi- 
cally, I  think  I  can  give  you  perhaps  a  guess  ;  it  is  about  410 
miles  from  Garrolton  to  New  York,  and  those  cars  should 
make,  I  suppose,,  about  three  round  trips  a  month ;  that 
would  be  about  2,500  miles  a  month. 
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Q.  That  would  be  less  than  100  miles  a  day  '?  A.  One  hun- 
dred miles  a  day  is  considered  a  very  excelletit  average  for 
freight  curs. 

Q.  WouMa't  it  be  an  excellent  investment  to  furnish  cars  to 
receive  a  compensation  of  three-quarters  of  a  cent  a  mile  ?  A. 
For  every  mile  run  ? 

Q.  Yes.  A.  I  think  it  pays  more  than  bank  rates  of  interest 
on  the  invetitment,  that  is  when  mileage  is  paid  in  botii  direc- 
tions; at  piesent  it  is  being  paid  only  in  the  loaded  direction, 
and  repairs  and  depreciation  must  be  considered. 

By  Mr.  Sterne  : 

Q.  That  is  since  the  contest  began?  A.  Since  June  ;  yes, 
sir. 

By  Mr.  Shipman  : 

Q.  I  don't  remember  wbetLer  you  have  answered  that  part 
of  my  question  which  called  for  the  reasons  why  the  Erie  Eail- 
way  Company  or  the  Atlantic  &  Great  Western  did  not  furnish 
their  own  cars '?  A.  I  did  state  that  when  Mr.  Jewett  came 
here  he  had  not  the  money  ;  the  Atlantic  &  Great  Western  not 
only  did  not  build  any,  but  had  not  the  money  to  keep  the  cars 
which  they  had,  and  the  United  States  Rolling  Stock  Company 
has  taken  away  cars  from  them,  and  has  now  a  very  large 
judgment  against  the  Atlantic  Koad  for  deficiencies,  even  of 
mileage. 

By  Mr.  Sterne  : 

Q.  The  Car  Trust  Company  do  not  fixrnish  any  oil  cars,  do 
they?     A.  No,  sir. 

Q.  Did  not  agree  to  build  any  ?     A.  No,  sir. 

By  Mr.  Shipman  : 

Q.  Somebody  has  called  for  some  facts  in  relation  to  the 
weight  of  oil ;  I  don't  know  whether  it  was  the  Committee  or 
who  it  was,  and  yon  promised  to  give  it?  A.  The  crude  oil 
from  the  Bradford  District  averages  44°  gravity,  and  weighs 
e^jij^s  pounds  per  gallon  ;  the  Parker,  47°  grav.ty,  weighs 
(}j5X3_  pounds  per  gallon  ;  the  refined  oil,  at  45°  gravity,  weighs 
6.j«jy^  pounds  per  gallon ;  the  barrels  containing  retined  oil 
avera'^e  about  60  pounds  each  in  weight,  and  will  hold  an 
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average  of  50  gallons ;  a  barrel  of  refined  oil,  with  its  cod  tents, 
will,  therefore,  average  about  390  pounds. 

Q.  It  is  necessary  for  you  to  be  kept  advised  of  the  equal- 
ization of  oil  shipments,  I  suppose  ?     A.  Yes,  sir. 

Q.  Under  your  agreement  with  the  Standard  Oil  Company  ; 
now  I  want  you  to  state  how  near  they  come  to  equalizing  the 
business,  and  whether  you  have  made  any  tests  about  it,  and  how 
you  know?  A.  The  railroad  companies  not  only  exchauge 
statements,  but  furnish  the  Standard  Company  with  the  same 
figures,  and  the  Standard  Company  then  sends  to  each  com- 
pany a  monthly  statement  of  the  account ;  the  shipments  by 
the  different  routes  will,  of  course,  vary  from  month  to  month, 
as  refined  or  crude  oil  may  vary  in  demand,  according  to  the 
ability  of  each  line  to  furnish  the  different  cars,  the  occurrence 
of  storms  in  winter,  the  shortcomings  of  connecting  lines,  acci- 
dents, strikes,  production  of  oil,  &c.,  but  considering  the  mag- 
nitude of  the-trade,  it  is  done  with  remarkable  aecuracj'.  On 
the  31st  of  October,  1877,  the  month  in  which  the  contest  over 
this  oil  question  was  closed,  we  tested  the  matter  with  the  New 
York  Central  Railroad,  and  the  difference  in  quantities  trans- 
ported by  eajh  was  less  than  1,500  barrels,  reducing  the  totals 
to  a  refined  equivalent  in  a  grand  total  of  6,200,000  barrels  ; 
and  on  the  30th  of  June,  1879,  out  of  shipments  of  5,300,000 
barrels,  there  was  a  gross  difference  between  the  Erie  and 
Central  in  the  quantities  transported  by  each,  of  less  than 
42,000  barrels. 

In  this  connection,  I  call  the  attention  of  the  Committee  to 
a  fact  allied  to  the^charges  of  discrimination  against  the  port 
of  New  York,  that  this  equalization  has  been  accomplished  by 
the  Standard  Company,  and  63  per  cent,  of  the  business  has 
been  secured  to  New  York,  in  the'  face  of  a  difference  in  the 
rate  to  New  York,  as  compared  with  the  rate  to,  Philadelphia 
and  Baltimore,  usually,  of  13^  to  15  cents  a  barrel,  or  an  aver- 
age upon  refined  and  crude  oil  of  4  cents  per  100  barrels,  or 
double  the  difference  in  rates  upon  other  fourth  class  freights  ; 
I  regard  this  important  fact  as  worthy  the  careful  consideration 
of  the  Committee,  in  connection  with  the  free  charge  that  New 
York  cannot  stand  a  difference  of  even  2  cents  as  compared 
with  Philadelphia,  and  that  2  cents  diverts  business  from  this 
City  ;  if  the  claim  be  true  that  business  cannot  stand  2  cents 
difference,  the  Standard  Company  must,  ergo,  have  lost  money 
at  4  cents. 
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By  Mr.  Sterne  : 

Q.  Is  that  by  special  agreement  between  you  and  the  Balti- 
more &  Ohio  lload  and  the  Pennsylvania  Road  that  they 
charge  so  much  less  than  you  do  to  the  seaboard  ?  A.  We 
have  resisted  that  difference,  and  the  Pennsylvania  Road  has 
refused  positively,  in  all  these  arrangements,  to  ever  consent  to 
narrowing  it  up  upon  oil. 

Q.  The  oil  being  the  Standard's  oil,  what  difference  does  it 
make  to  the  Pennsylvania  Company  whether  they  insist  upon 
that  difference  or  not,  do  you  know  ?  A.  They  fear  if  they 
would  narrow  the  difference,  it  would  send  more  oil  to  New 
York,  and  that  would  make  a  demand  for  a  larger  division,  I 
suppose. 

Q.  How  can  they  send  moie  oil  to  New  York,  if  the  Stand- 
ard is  the  only  shipper  on  the  three  hnes?  A.  The  Standard 
Company  will  send  oil,  I  suppose,  where  it  is  most  to  their 
advantage  to  send  it,  and  if  New  York  continuously  got  75  per 
cent,  of  the  oil,  the  ICrie  and  New  York  Central  would  most 
naturally  want  an  increase  of  the  percentage  allotted  to  New 
York  and  to  them. 

Q.  So  as  to  induce  the  Standard  people  to  send  their  per- 
centage over  their  line — not  to  revise,  that  agreement  ?  A.  It 
has  no  relation  that  I  know  of  to  the  Standard  Comptiny  ;  it 
has  relation  to  the  trunk  lines. 

Q.  The  Standard  Company  is  the  only  shipper  on  the  three 
lines  ?  A.  I  don't  know  who  ships  on  the  Pennsylvania  Road. 
Q.  The  Standard  agrees  with  the  three  companies  that 
whatever  arrangement  the  three  companies  may  come  together 
to  make,  that  they  will  abide  by  ?  A.  They  agreed  to  equalize 
all  the  oil  shipped  by  all  parties  to  all  the  seaboard  stations. 

Q.  You  don't  mean  equalize  ;  they  agree  to  ship  in  accord- 
ance with  your  percentage?  A.  I  mean  equalize  the  shipments 
according  to  the  agreed  percentages. 

Q.  According  to  the  percentages  that  between  you  you  have 
agreed  upon  ?     A.   Yes,  sir. 

Q.  And  notwithstanding  all  the  oil  that  your  company  gets 
comes  from  the  Standard,  and  all  that  the  Central  gets  comes 
from  the  Standard,  and  all  that  the  Pennsylvania  gets  comes 
from  the  Standard?  A.  We  have  some  local  business  that 
does  not  come  from  the  Standard  ? 
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Q.  How  much  ?     A.  Very  small. 

Q.  It  is  not  one  per  cent,  of  the  shipments,  is  it?  I  don't 
know  how  much  it  is — very  small. 

Q.  All  your  through  shipments  come  by  the  Standard  ?  A. 
I  believe  so. 

Q.  What  difference  can  it  make  to  the  Pennsylvania  Rail- 
road Company  if  your  percentages  are  agreed  upon,  and  are 
to  abide  and  to  stand,  whether  tliey  charge  the  same  rate  that 
yon  do  or  not  ?     A.  Where  ;  to  Philadelphia  and  New  York  ? 

Q.  To  Philadelphia  as  compared  with  New  \  ork  ?  A.  I 
have  explained  that,  I  think,  and  if  grain  cannot  stand  two 
cents — that  is  a  mere  illustration  of  what  the  effect  must  have 
been  upon  the  Stand  ird  at  four  cents  ;  I  am  not  arguing  their 
case,  but  I  am  simply  introducing  this  in  general  evidence  as 
to  this  question  of  differences 

Q.  Do  the  Pennsylvania  people  say  that  to  reduce  that  dif- 
ference would  induce  the  Standard  to  ship  more  over  your 
road  ?  A.  I  don't  know  their  reason  ;  the  Pennsylvania  road 
has  positively  refused  to  make  the  difference  on  oil  the  same 
as  they  did  on  other  freight,  and  I  only  assume  this  to  be  their 
reason. 

Q.  Do  you  think  that  the  Standard  Company  can  increase 
their  percentage  without  your  consent?  A.  To  Philadel- 
phia? 

Q.  To  Philadelphia?     A.,  Clearly  not. 

Q.  Therefore,  making  the  same  rate  to  Philadelphia,  or  a 
like  rate,  as  you  do  on  other  fourth  class  freight  might  affect 
the  Standard's  action  if  the  Standard  cannot  make  the  differ- 
ence ?  A.  No,  sir  ;  as  long  as  this  arrangement  stands  as  it 
is,  if  the  rate  to  Philadelphia  and  New  York  was  the  same,  and 
the  Standard  lost  ten  cents  a  barrel  on  every  barrel  that  was 
carried  to  Philadelphia,  they  would  have  to  do  it,  and  if  they 
lost  ten  cents  a  barrel  on  every  barrel  coming  to  New  York  as 
compared  with  Philadelphia,  they  have  got  to  do  that ;  in 
other  words,  the  Pennsylvania  road,  in  my  judgment,  if 
they  made  the  rate  the  same  as  to  New  York,  the  oil  would 
come  to  New  Yoik,  and  therefore  the  Pennsylvania  road  posi- 
tively refused  to  do  it. 

Q  It  would  come  to  New  York  because  the  Standard  Com- 
pany would  find  it  to  its  interest  to  send  it  to  New  York?  A. 
I  suppose  so,  and  because  at  equal  rates  to  New  York  we 
would  probably  do  a  greater  share. 
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By  the  Chairman  : 

Q.  Have  you  given  us  the  difference  in  the  rate  to  New 
York  and  Philadelphia  comparatively?  A.  It  was,  up  to  the 
first  of  June,  15  cents  gross,  from  which  was  deducted  10  per 
cent,  commission,  or  1|  cents,  therefore  making  the  net  differ- 
ence IS^  cents  on  a  barrel,  and  as  near  as  I  am  able  to  average 
the  rate  on  crude  and  refined,  that  is  about  400  pounds — some- 
where from  350  to  400  pounds. 

By  Mr.  Sterne  : 

Q.  Is  that  same  relative  difference  carried  out  as  to  Balti- 
more ?     A.  Baltimore  and  Philadelphia  charge  the  same. 
Q.  As  compared  with  New  York  ?     A.  Yes. 

By  Mr.  Shipman  : 

Q.  Please  state  whether  you__regard  the  present  oil  rates  dur- 
ing the  contest  with  the  Tide  Water  Pipe  Line  as  re- 
munerative to  your  company,  and  are  there  any  features  of 
that  competition  to  which  you  desire  specially  to  refer  ? 
A.  I  think  if  all  the  freight  tonnage  east  bound  of  the  Erie 
liailway  was  cairied  at  the  same  rates  now  charged  upon 
crude  oil  from  the  Bradford  District,  it  would  probably  produce 
a  loss,  but  I  don't  believe  that  considering  the  per  centage  that 
business  bears  to  the  total,  that  the  officers  of  the  com- 
pany could  economize  in  the  expenses  of  the  road  to  the 
extent  that  the  loss  of  this  entire  business  would  reduce  its 
earnings.  The  Erie  Company  is  perhaps  in  this  respect  ex- 
ceptional, in  that  it  gets  the  entire  rates  on  this  oil,  and  it  gets 
in  addition  the  charge  for  the  use  of  its  yards.  The  Beading 
llaihoad  Company  has  to  pay  a  transfer  from  the  Tide  water 
.Pipe  Line  to  the  cars  at  Williamsport,  because  that  is  a  point  of 
contact  in  the  through  rates,  and  the  through  rate  covers  that 
•transfer ;  with  us,  the  oil  is  put  into  our  cars  without  cost  and 
taken  out  without  cost,  and  the  charge  for  the  use  of  the 
jards  added  besides  ;  m  addition  to  that  the  cars  that  bring 
refined  oil  at  the  present  time  from  the  west,  are  cars  every 
one  of  which  we  load  with  anthracite  coal  westward  at  rates  that 
are  in  themselves  profitable,  and  becoming  more ;  therefore, 
taking  the  round  trip  of  a  refined  oil  car,  I  believe  the  busi- 
ness to  be  desirable  even  at  these  prices.  There  is  one  other 
feature  of  this  case  that  I  thinkj^entirely  fair  to  ourselves  in 
134 
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arriving  at  the  average  of  these  rates,  and  that  is,  that  con- 
tinuously from  the  first  contract  made  by  the  Standard  Com- 
pany with  as  on  the  17th  of  April,  1874,  this  business  has 
averaged  from  two  to  five  times  as  much  per  hundred  pounds 
as  tlie  othor  through  freight  that  we  have  carried,  per  ton  per 
mile.  While,  therefore,  the  present  rate  per  se  may  not  be 
profitable  (although  I  question  that  for  the  reasons  that  I  have 
stated),  we  must  look  to  our  oil  business  as  an  aggregate,  cover- 
ing a  series  of  years,  and  I  think  that  in  that  view  it  is  clearly 
the  most  profitable  business  that  from  the  opening  of  the 
Standard's  arrangement  with  us  in  1874  to  the  present  time, 
the  Erie  Railway  has  done  of  all  its  through  freight  eastward. 

By  the  Chairman  : 

Q.  Do  j-ou  think  that  is  fair  ?  A.  I  think  that  is  entirely 
fair. 

Q.  Supposing  you  were  carrying  oils  at  a  loss  Inow,  would 
you  carry  oil  nt  a  loss  now  because  you  had  heretofore  carried 
it  at  a  profit?  A.  I  think  so,  if  we  were  threatened  with  the 
loss  of  all  the  oil. 

By  Mr.  Shipman  : 

Q.  To  preserve  your  oil  trade  hereafter?  A.  To  preserve  our 
oil  trade  hereafter  ;  for  example,  there  is  very  little  doubt  in 
the  minds  of  most  railroad  men  that  this  entire  coal  contest 
that  has  prevailed  now  for  nearly  a  year  since  the  disruption 
of  the  coal  combination,  has  produced  a  loss  to  the  coal  com- 
panies, but  the  coal  companies  take  tlie  same  ground,  that 
they  cannot  lose  this  business  and  stop  it  for  the  time  being  • 
they  must  average  their  results  through  a  series  ot  years  in 
the  management  of  their  property.  In  that  view,  the  average' 
results  we  have  obtained,  are  of  course  fair  ;  this  oil  business 
from  its  extent  and  the  loss  that  we  are  threatened  with  liy 
this  competition  renders  it  entirely  fair  for  the  railroals  to 
take  the  same  view  of  it. 

By  the  Chaiuman  : 

Q.  Do  you  think  but  for  this  course  you  have  taken,  you 
would  lose  the  business  ?     A.  I  think  so,  for  any  length  of  time. 
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By  Mr.  STEfiNfi : 

Q.  Does  the  Tide  "Water  Pipe  Line  carry  oil  from  the  Bracl- 
ford  District?.  A.  Yes,  sir;  altogether  from  the  Bradford 
District. 

Q.  Nothing  from  the  old  district  ?  A.  Nothing  from  the  old 
district ;  and  I  wish  to  say  that  our  reduced  rates  upon  oil  are 
not  made  from  the  old  district ;  we  have  declined  to  carry  from 
the  old  district  at  those  prices. 

By  Mr.  Shipman  ; 

Q.  The  Tide  Water  Pipe  Line  has  tapped  this  great  Brad- 
ford region?     A.  Yes,  sir. 

PJQ.  "What   is  the  length  of  that  hue?     A.  About  350  miles, 
with  the  Reading  Railroa  i  to  Philadelphia. 

Q.  "What  is  the  length  of  the  pipe  ?  A.  The  length  of  the 
pipe  I  cannot  give  you  accurately. 

Q.  Who  built  the  Tide  "Water  Pipe  Liae,  do  you  know?  A. 
I  don't  know  ;  I  have  uever  seen  any  of  the  officers,  and  I  think 
I  only  remember  the  name  of  one  gentleman  connected  with  it— 
a  Mr.  Benson,  I  think  ;  I  don't  know  ;  I  never  had  a  conference 
with  them. 

By  the  Ch.urman  : 

Q.  You  know  that  is  not  owned  by  the  Standard  Oil  Com- 
pany, don't  you  ?  A.  I  believe  it  is  not  owned  by  the  Standard 
Oil  Company ;  I  don't  know  ;  I  cannot  tell  what  they  own,  and 
what  they  do  not. 

By  Mr.  Shipman  : 

Q.  You  know  something  of  the  course  of  traffic,  and  you 
■  know  something  about  the  present  status  and  the  facts  sur- 
rounding this  oil  traffic ;  suppose  that  the  New  York  roads 
threw  up  the  sponge,  and  let  the  oil  goto  the  Tide  "Water Pipe 
Line,  what  is  the  natural  result  of  that  policy?  A.  My  own 
judgment  about  that  is  that  the  Beading  Railroad  has  no  in- 
terest in  delivering  this  oil  to  the  Cenfral  Railroad  of  New 
Jersey  ;  not  the  slightest. 

Q.  Does  the  oil  coming  through  the  Tide  "Water  Pipe  Line 
come  to  New  York  Uiostly  ?  A.  Some  of  it ;  largely  to  New 
York,  and  in  part  to  Philadelphia  ;  the  proportion  between  the 
two  I  have  no  means  of  knowing.     The  Reading  Railroad  has 
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a  positive  interest,  as  the  line  that  controls  it  from  Wil- 
liamsport,  in  stopping  every  barrel  of  it  at  Philadelphia,  and 
my  own  belief  is,  that  if  the  New  York  roads  had  not  promptly 
taken  hold  of  this  matter  that  the  Heading  Eailroad  would,  at 
the  large  difference  of  rates  (they  not  being  bound  by  these  trunk 
line  compacts  eastward)  have  endeavorod  to  stop  all  this  oil  at 
Philadelphia ;  I  believe,  too,  that  the  project  lor  the  building 
of  the  pipe  line  from  the  old  district  to  Baltimore  was  stimu- 
lated by  the  construction  of  the  Tide  Water  Pipe  to  Williams- 
port,  and  that  had  the  railroads  of  this  State  sat  still  and  kept 
their  rates  where  they  were  in  May,  the  result  would  have  been 
a  diversion  very  largely  of  the  oil  trade  from  New  York  ;  I  be- 
lieve that  the  difference  of  60  odd  miles  less  to  Philndelphia  by 
the  Reading  Road  as  compared  with  even  our  distance,  which 
is  the  shortest  to  New  York  by  rail,  together  with  the  cheaper 
port  charges  of  Philadelphia  upon  this  oil — and  particularly,  if 
the  charge  is  true,  made  before  this  Committee  that  rail  and 
vessel  rates  are  the  same  from  Philadelphia  that  they  are  from 
New  York— that  the  result  would  have  been  almost  entire  diver- 
sion of  this  oil  trade  in  crude  form  away  from  New  York  to  Phila- 
delphia and  Baltimore  ;  that  wherever  such  an  enormous  bulk 
of  traffic  as  is  this  oil  business  goes,  it  carries  with  it  buyers 
of  provisions,  iiour  and  grain,  eastward,  and  of  dry  goods, 
groceries,  iron  work  and  miscellaneous  freight  westward 
from  the  fact  that,  particularly  abroad,  the  same  people 
who  order,  in  many  cases,  oil,  are  people  who  deal  in  these 
other  classes  of  freight,  and  that  the  restalt  would  be  a  very 
material  loss  of  business  at  this  port ;  that  just  in  proportion 
as  westward  bound  vessels  went  to  Philadelphia  to  take -oil 
eastward,  just  in  those  proportions  they  would  have  under- 
taken to  have  got  western  cargoes  to  Philadelphia  from 
abroad,  and  would  have  reduced  the  inward  ocean  rates ;  that 
might  therefore  have  had  an  influence  upon  our  imports,  and  all 
these  matters  were  subjects  for  serious  consideration,  upon  our 
our  part  in  entering  into  this  contest. 

By  the  Chaieman  : 

Q.  You  justify  it  just  as  you  justify  your  entering  into  these 
cut  rate  contests  for  through  freight  from  the  west,  grain,  &o.  ? 
A.  Yes,  sir  ;  but  for  the  additional  reason  stated  that  the  Read- 
ing Eailroad  is  not  a  party  to  our   east  bound  pool  and  rate 
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arrangements,  and  we  could  not  have  made  a  settlement 
with  them  through  our  present  organizations.  There  is 
another  very  important  factor  of  this  case  tliat  I  want  to  call 
attention  to,  and  that  is  that  it  is  my  understauding  that  these 
gentlemen  who  are  engaged  in  this  pipe  transportation  are 
also  engaged  in  refining,  and  the  rate  of  transportation  through 
that  pipe  depends  upon  the  profit  in  the  sale  or  the  refining 
of  oil  ;  if  that  he  the  case,  that  is  the  identical  issue  that  we 
raised  with  the  Pennsylvania  Eailrond  and  the  Empire  Line, 
and  we  are  not  in  the  habit  of  taking  one  position  with  one 
comepetitor.  and  another  with  another,  and  as  tar  as  my  in- 
fluence can  go,  no  settlement  will  ever  be  made  with  the  Tide- 
Water  Pipe  Line  cr  the  Reading  road,  until  that  element  is 
entirely  eh'minaied  as  a  condition  precedent  to  anything  else 
and  I  don't  know  that  I  should  be  disposed  to  settle  it  then. 

By  Mr.  Sterne  : 

Q.  Do  you  mean  to  say  that  the  Reading  Railroad  is  en- 
gaged in  refining  as  the  Pennsylvania  Railroad  was  engaged  in 
refining  ?  A.  I  mean  to  say  that  I  understand  that  the  rate 
of  transportation  depends  upon  the  results  of  refining,  just  as 
the  Pennsylvania's  oil  rates  depended  formerly  upon  the 
results  of  refining  ;that  while  they  may  not  own  the  refineries 
the  rate  is  contingent  upon  the  result  of  the  refining,  and 
we  would  not  consent  to  do  that  with  the  Reading  any  more 
than  we  would  with  the  Pennsylvania  Road. 

Q.  That  you  think  makes  them  a  partner  in  the  results  of 
refining,  as  though  they  had  their  money  invested  ?  A.  Not 
in  the  same  way,  but  the  effect  is  about  the  same. 

Q.  And  that  you  think  is  a  very  pernicious  policy,  on  the 
part  of  a  railroad  ?     A.  I  do. 

By  the  Chairman  : 

Q.  Do  we  infer  from  this  that  you  propose  to  continue  this 
same  controversy  until  it  shall  result  the  same  as  the  contro- 
versy in  which  the  Empire  Transportation  Company  was  in- 
volved ?     A.  What  do  you  mean  by  result? 

Q.  That  resulted  in  their  being  bought  out,  I  believe,  by 
the  Standard  Oil  Company  ?  A.  That  is  something  that  we 
regret,  just  as  much  as  anybody  in  the  world  ;  we  did  not 
want  the  Standard  Oil  Company  to  have  a  single  interest  in 
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the  City  of  Philadelphia  or  with  the  Pennsylvania  Bailroad 
we  wanted  them  to  be  a  New  York  institution  entirely. 

Q.  It  would  seem  to  me  if  they  can  place  oil  upon  the  New 
York  market  at  a  very  low  rate,  that  no  one  has  a  right  to 
complain  of  it  if  it  is  a  paying  rate  ?  A.  I  don't  think  there 
is  anybody  complaining  of  them  any  more  than  their  stock- 
holders, and  the  people  who  manage  the  pipe  themselves  ;  it 
is  not  solely  a  question  of  issue  as  to  their  rate. 

Mr.  Sterne — That  is  true ;  it  is  not  an  issue  of  the  rate 
at  all. 

Q.  You  are  making  this  warfare  now  ;  how  do  you  expect  it 
will  terminate  ?     A.  I  have  no  idea. 

Q.  You  are  fighting  for  an  object ;  you  are  not  fighting  in 
the  dark  ?  A.  We  are  fighting  to  retain  the  business  at  New 
York,  and  to  get  a  paying  result  on  it ;  whether  the  Standard 
goes  up  or  goes  down,  or  the  Tide  AVater  Pipe  Line  goes  up 
or  goes  down,  is  not  involved  in  the  ease  with  us  at  all,  except 
as  the  Standard  stands  by  us  in  the  contest. 

Q.  Tliey  have  already  proposed  to  make  terms  with  you, 
haven't  they  V  A.  Not  to  my  knowledge ;  I  have  no  doubt 
when  I  get  through  with  this  pipe — this  blow-pipe  which  has 
been  at  me  here  for  the  last  seven  or  eight  months — I  will 
find  that  a  great  many  things  have  been  proposed  during  ray 
absence  that  I  am  not  as  familiar  with  now  as  I  ought  to  be  ; 
but  I  do  not  know  at  all  and  have  not  heard  that  any  proposi- 
tion was  made. 

By  Mr.  Shipman  : 

Q.  If  there  is  any  point  in  your  mind  that  has  escaped  my 
attention  that  you  want  to  state,  the  Committee  will  hear  it, 
I  pressume  ?  A.  There  is  only  one  thing  which  I  would  like 
to  refer  to,  I  believe,  and  that  is  at  the  suggestion  of  Mr. 
Devereaux:  of  the  Atlantic  &  Great  Western  Koad,  and  it  may 
or  may  not  be  a  fact  known  to  the  Committee  ;  I  am  advised 
by  him  that  this  same  contract — these  last  three  contracts  of 
ours,  at  least  not  the  Weehawken  Docks,  but  the  transporta- 
tion and  percentage  contracts — were  contracts  which  passed 
in  review  before  a  Committee  of  the  Ohio  Legislature,  who 
had  up  this  same  question,  and  they  made  a  report  upon  the 
subject,  and  he  had  desired  that  I  submit  a  copy  of  that  to 
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the  Committee  for  their  information  ;  I  don't  know  whether 
you  have  seen  it. 

The  Chairman — I  have  seen  the  report ;  they  reported,  I 
believe,  that  the  railoads  gave  the  same  rate  to  all  other  parties 
shipping  in  hke  quantities  that  they  did  to  the  Standard 
people. 

The  Witness— Yes;  I  am  not  familiar  with  it ;  I  read  it 
over  very  Iiurriedly. 

The  Chairman — Do  you  want  to  offer  that  report  ? 

The  Witness — I  said  Mr.  Devereaux  asked  for  it. 

Mr.  Sterne— I  have  the  report,  and  it  is  before  the  Com- 
mittee practically,  if  you  want  to  refer  to  it. 

The  Chairman — We  shall  not  receive  it  as  any  part  of  the 
proceedings  of  the  Committee  of  course. 

By  Mr.  Sterne  : 

Q.  Carrying  on  this  contest  with  the  Tide  water  Pipe  line, 
you  don't  expect  to  close  up  the  Tide  water  Pipeline,  do  you? 
A.  I  have  never  had  such  an  idea  myself. 

Q.  T">u  suppose  that  the  Tide  water  Pipe  will  continue  there- 
after as  heretofore,  to  supply  oil  ?  A.  I  don't  know  what  their 
stockholders  or  managers  may  do. 

Q.  It  is  a  pipe  line  that  does  carry  oil  and  is  "built  with  the 
intention  of  cootinuiug  to  carry  oil  to  tide  water?  A.  i  don't 
know  whether  it  was  built  for  that  purpose  or  to  be  ^sold  out, 
or  what  it  was  built  for. 

Q.  It  does  now  carry  a  large  proportion  of  oil,  doesn't  it  ? 
A.  Yes,  sir. 

Mr.  Shipman  -A  large  portion. 

Mr.  Sterne — A  large  .proportion  of  the  whole  oil  shipped. 

The  Witness — A  very  small  proportion  of  the  whole  oil 
shipped. 

Q.  If  it  carries  a  very  small  proportion  of  the  whole  oil 
shipped,  what  difference  does  it  make  to  you  at  what  rate  they 
carry  it  ?  A.  Because  the  very  reason  why  they  carry  a  small 
proportion  is  that  our  rates  are  near  theirs,  and  if  you  put  our 
rates  up  they  would  go  to  other  shippers  and  secure  their  busi- 
ness and  gradually  their  proportion  would  increase. 

Q.  Isn't  it  true  that  oil  can  be  carried  through  pipes  with 
greater  economy  than  by  rail,  and  that   the   railroad   must,  in 
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time,  give  way  to  the  pipes  as  the  stage  coach  gave  way  to  the 
railway  ?     A.  Not  in  my  judguient. 

Q.  Now,  tell  us,  as  an  expert,  why  that  is  not  so?  A.  For 
various  reas.)ns ;  particularly  when,  as  in  the  present  case,  it 
is  connected  with  the  Reading  Eailroad;  I  mean  by  that  when 
it  is  not  pipe  all  the  way.  I  believe  that  when  this  winter 
comes  on,  the  practical  difficulties  growing  out  of  the  con- 
dition of  the  seasons  are  to  be  encountered  ;  I  believe  that 
most  of  the  pipes,  by  being  laid  through  the  ground,  is  a 
trouble ;  I  believe  that  interferences  with  the  pipes  are  much 
more  probable  than  they  are  with  railroads  by  people  along 
the  line  who  do  not  like  it ;  I  believe  the  leakage  of  the  pipes 
into  the  strefims  of  the  country  will  be  found  to  be,  in  a  great 
many  cases,  objectionable  ;  I  believe  that  no  part  of  the  pipe 
cun  be  used  for  any  return  business  while  all  the  refined  busi- 
ness that  we  have  can  be  used  to  utilize  the  return  cars  ;  I  be- 
lieve that  the  oil  traffic  of  a  railroad  company  averaged  as  be- 
tweeii  their  local-  and  through  business,  local  points,  interior 
points  in  the  state,  and  farther  east  at  Boston,  &c.,  where  this 
oil  does  not  reach  so  much — that  the  average  of  that  business 
will  justify  all  the  competition  tliat  they  are  entering  into  ;  I 
believe  that  the  transportation  of  oil  will  be  much  more  certain 
by  rail;  that  our  grades  are  very  much  better  ;  that  the  pump- 
ing of  <iil  over  summits  will  be  found,  in  time,  to  be  very  much 
more  expensive  than  it  is  now  expected  to  be  ;  and  while  I 
believe  it  practicable  to  do  it,  I  don't  believe  it  practicable  to 
do  it  at  anything  approaching  the  present  prices,  and  pay  the 
cost  and  any  interest  upon  their  investment. 

Q.  If  that  was  your  only  business,  you  could  not  afford  to 
carry  oil  at  anything  approaching  your  present  prices  ?  A.  I 
think  not,  considered  by  itself. 

Q.  The  pipe  which  goes  to  Williamsport  is  a  pipe  of  the 
same  nature,  and  but  a  mere  extension  in  the  way  of  distance 
of  the  pipes  that  runs  through  the  oil  regions'?  A.  I  don't 
know  whether  it  is  larger  or  smaller,  cast  iron  or  wrought  iron  ; 
I  don't  know  anything  about  it. 

Q.  The  question  of  climatic  influence  and  the  other  difficul- 
ties that  you  have  suggested  here,  are  questions  that  have  been 
tested  for  years  past,  have  they  not,  in  the  oil  regions?  A. 
Yes,  sir ;  over  short  hauls. 

Q.  But  some  of  these  pipes  that  you  have  described  here  are 
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distances  of  fifty  or  sixty  miles  ?  A.  A  combined  distance  of 
fifty  or  sixty  miles ;  but  that  is  made  up  of  a  number  of 
small  branches  ;  not  a  continuous  line. 

Q.  Isn't  there  a  continuous  line  In  the  oil  regions  as  long  as 
that  ?     A.  The  line  to  Pittsburgh  may  be. 

Q.  And  the  American  Transfer  Company's  line  is  longer  than 
that?     A.  Not  in  any  one  direction,  to  my  knowledge. 

Q.  This  is  less  than  150  miles,  isn't  it ;  the  Tide  Water  Pipe  ? 
A.  I  understood  it  was  about  150  miles  to  Williamsport. 

Q.  Therefore,  it  is  but  three  times  as  long  as  the  longest  of 
those  pipe  lines  in  the  oil  regions  ?     A.  Yes. 

Q.  The  contest,  you  stated  a  moment  ago,  was  not  one  of 
rates ;  it  is  one  to  drive  the  people  connected  with  the  pipe 
line  out  of  oil  refining,  isn't  it  ?  A.  I  did  not  say  it  was  not 
one  of  rates  ;  I  said  not  entirely  one  of  rates. 

Q.  It  is  mainly  to  drive  the  people  connected  with  the  pipe 
line  out  of  oil  refining,  isn't  it  ?  A.  I  say  we  never  can  consent 
to  adopt  any  policy,  that  concedes  the  right  of  refining  to  these 
people,  if  the  results  of  refining  fixes  their  rates  of  transpor- 
tation. 

By.  Mr.  Shipman: 

Q.  What  is  the  precise  object  of  your  contest  now  in  relation 
to  this  Tide  Water  Pipe  Line  ?  A.  To  continue  to  secure  for 
the  port  of  New  York  and  for  our  railroads,  at  paying  rates  for 
all  interests,  the  proportion  of  this  business  that  we  have 
formerly  received,  as  near  as  we  can. 

By  Mr.  Steene  : 

Q.  When  the  rate  was  $2.60  a  barrel  on  refined  oil,  and  $2.10 
per  barrel  on  crude,  both  refined  and  crude  oil  found  a  market 
in  Europe,  didn't  they  ?  A.  I  don't  know  of  any  such  rate 
having  been  charged. 

Q.  The  highest  rates  that  you  have  known  charged  have 
been  since  1872?    A.  I  think  so. 

Q.  And  those  were  $1.60  a  barrel  ?  A.  Yes,  sir ;  and  that 
was  subject  to  drawbacks  as  I  have  shown. 

Q.  The  rate  of  $1.60  a  barrel  was  not  in  any  shape  or  form 
to  vour  knowledge  a  detriment  to  its  exportation,  was  it  ?  A. 
Yes ;  to  a  certain  extent  it  was. 

Q.  Did  you  find  that  any  European  oil  came  in  competition 
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■with  the  American  oil,  in  consequence  of  the  charge  of  $1.60  a 
barrel  ?  A.  We  found  that  Canadian  oil  went  out  to  the  extent 
of  360,000  barrels  annually  ;  our  present  rates  have  entirely 
dried  up  this  Canadian  oil  field,  except  for  local  purposes,  and 
the  reduction  of  our  rates  of  freight  from  1872  to  the  present 
time  has  been,  in  my  judgment,  a  factor  in  the  very  large  in- 
crease of  export  which  I  have  stated  ;  in  addition  to  that  at 
the  present  time,  there  have  been  discovered  well  located  oil 
fields  abroad,  and  American  capital  is  now  proceeding  to  invest 
in  that  direction  ;  just  to  the  extent  that  those  results  are  suc- 
cessful, just  so  far  they  will  regulate  our  rates  upon  oil ;  just 
as  the  influences  of  grain  in  the  Black  Sea,  or  the  drought, 
or  lack  of  crops  abroad  influences  our  rates  on  grain. 

By  the  Chaieman  : 

Q.  Can  you  give  us  statistics  in  regard  to  those  different 
fields  for  the  past  year,  Canadian  and  European  ?  A.  I  think 
I  have  Canadian  statistics  that  I  can  give  you. 

By  Mr.  Shipman  : 

Q.  Have  you  any  statistics  in  regard  to  the  recent  increase 
of  the  oil  traffic  into  the  other  countries  of  Europe  from  Rus- 
sia on  account  of  some  new  discoveries  there  ?  A.  No  statis- 
tics ;  but  I  believe  a  party  of  American  gentlemen  are  now 
engaged  in  inspecting  those  fields  with  a  view  to  locating  a 
refinery ;  another  matter  came  to  my  knowledge  since  the 
session  of  the  Committee  in  New  York,  that  a  formerly  promi- 
nent party  connected  with  the  oil  trade  in  New  York  has  been 
stating  that  the  discovery  of  oil  in  Peru,  was  such  as  to  lead 
him  to  believe  that  he  can,  even  in  competition  with  the  pres- 
ent rate  in  this  country,  go  down  there  and  make  a  million  dol- 
lars a  year. 

By  Mr.  Sterne  : 

Q.  On  an  investment  of  how  much  ?  A.  "Well,  on  an  invest- 
ment of  his  faith,  I  think;  here  are  some  figures  that  may  be 
of  some  interest  to  you  in  this  connection  ;  they  are  compiled 
by  F.  S.  Pease,  of  Buffalo,  and  were  published  in  the  Buffalo 
Express. 

The  witness  produces  and  reads  the  extract  above  referred 
to,  of  which  the  following  is  a  copy : 
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"  The  Oil  Market. 

"  From  F.  8.  Pease's  Oil  Circular. 

"  There  is  a  marked  improvement  in  the  oil  market,  particu- 
larly in  fixed  and  first  class  oils.  Lard  oil  is  a  shade  firmer. 
Petroleum,  notwithstanding  an  increased  production,  is  a 
shade  firmer,  under  a  heavy  foreign  demand,  and  the  approach- 
ing season  of  increased  consumption,  which  fact  warrants  a 
reasonable  advance,  and  no  more. 

Peteoleum. 

Bbls. 

Total  production  for  August 1,869,052 

Increase  in  August 154,535 

Daily  average  production 60,299 

Total  production  to  September 12,386,472 

An  increase  of  24  per  cent,  or  2,576,179  barrels  over  same 
time  last  year. 

Daily  average  increase 4,985 

Stock. 

Stock  at  the  wells 250,922 

Stock  in  tanks 7,140,023 

Total 7,390,945 

Number  of  producing  wells 11,585 

Increase  in  August ,.  117 

Against  9,884  same  time  in  1878,  an  increase  of  701,  or  11 
per  cent. 

Number  of  wells  drilling  August  31st 258 

Decrease  in  August 71 

An  increase  of  40  per  cent,  over  same  time  last  year. 

Number  completed  in  August 44 

Number  of  dry  holes 11 

Decrease  in  August 7 

Average  daily  production  of  new  wells 22yV 

Aggregate  daily  production  of  new  wells 6,448 

Decrease  in  August 1,50 
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Number  of  rigs  building  August  31st,  306,  increase  in 
August,  15.  Of  the  total  daily  production  in  all  the  oil  fields, 
of  60,292  barrels.  Bradford  District  produces  46,649  barrels, 
or  about  17-^^  per  cent,  of  the  whole  amount. 

Shipments. 

Bbls. 

Total  shipments  out  of  the  oil  regions 1,808,239 

Increase  in  August '  188,204 

ExpoETS,  Values,  Etc. 

Exports  of  refined,  crude,  and  naphtha  from  all  parts,  from 
January  1st  to  September  1st,  24.5,112,085  gallons,  against 
200,862,712  gallons  for  the  same  time  in  1878. 

Value  of  exports  for  the  year  ending  June  30th,  $40,305,249. 
Of  this  $35,999,862  was  for  refined  oil,  and  $2,180,413  for  crude 
oil. 

Exports  from  January  1st  to  October  11th,  295,049,711  gal- 
lons in  1879  ;  248,784,563  gallons  in  1878. 

Value  of  exports  for  August,  $3,630,102. 

Eor  primary  markets  and  other  facts,  see  previously  pub- 
lished extracts  from  cii;cular." 

The  Chaieman — I  have  figured  out  from  the  data  which  you 
gave  me  that  an  oil  car  or  a  freight  car  will  pay  for  itself  in  a 
little  over  three  years  at  three  cents  per  mile. 

The  Witness — Three  cents  per  mile  is  for  a  round  trip. 
That  of  course  is  not  taking  into  account  the  repairs  of  those 
cars,  delays  by  non-use  and  depreciation  ;  the  depreciation  of 
a  box  car  is  in  certain  contracts  represented  by  10  per  cent, 
per  annum. 

The  Chaieman — I  would  like  if  you  will  give  me  that  data. 

The  Witness — I  will  be  very  glad  to  get  it. 

By  Mr.  Shipman  : 

Q.  Do  you  know  anything  about  the  rates  over  the  Pennsyl- 
vania Koad  of  other  shippers  during  the  last  year?  A.  I 
know  about  the  rate  by  the  Pennsylvania  Railroad  for  these 
so-called  outside  refiners  up  to  the  1st  of  May,  1878,  as  shown 
by  Mr.  Cassatt's  testimony,  and  he  swears  that  he  carried  for 
Lombard  &  Bush,  and  Olin  and  others  up  to  the  1st  of  May, 
1878,  at  the  same  rate  that  he  carried  for  the  Standard  Oil 
Company,  net ;  and  it^appears  from  that — what  was  known  to  us 
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before — that  it  was  immediately  thereafter,  after  Mr.  Olin  had 
finished  his  contracts,  and  Lombard  &  Bush  had  finished  theirs 
with  the  Pennsylvania  Road,  that  he  cam,e  to  the  Erie  Road 
and  made  this  demand  for  cars;  if  Mr.  Oassatt's  statements 
are  true,  and  I  believe  them  to  be  strictly  so,  it  therefore  shows 
that  these  gentlemen  up  to  1878  had  the  same  rates  that  were 
charged  by  the  Erie  to  the  Standard  Company,  net. 

The  testimony  of  Mr.  Blanchard  being  finished,  the  Chair- 
man asked  Mr.  Depew  if  he  wished  to  introduce  any  evidence. 

Mr.  Depew — We  will  introduce  no  further  testimony  on  the 
part  of  the  New  York  Central.  Mr.  Blanchard's  evidence  has 
been  so  full  and  exhaustive  upon  all  the  points  in  controversy, 
that  we  accept  his  testimony  upon  all  transportation  ques- 
tions, as  expert  testimony,  except  so  far  as  he  may  have  criti- 
cised any  methods  upon  the  New  York  Central  which  are  not 
in  practice  upon  the  Erie  ;  and  we  reserve  the  right  to  put  in 
statistics  and  documentary  evidence. 

The  Committee  then  adjourned,  to  meet  at  the  call  of  the 
Chairman. 


